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have been revisited. In instances where adverse effects have been identified, design options and mitigation
measures have been formulated to reduce or eliminate potential impacts on adjacent communities, and on
adjacent minority or low-income communities. No adverse effects related to environmental justice were
identified with the light rail transit system at street level.
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COMMENT: 20-05. Neighbors for Smart Rail.

Abbott, Matthew

From: Collean Mason [cmasonhellen@yahao.com)

Sent: Mendsy, October 26, 2009 233 PM

To: Diaz, Roderick

Ce: crenshawibfixexpo.org

Subject: Crenshaw Carmidor Transit Project DEIR Comments

Attachments: NFSR Crenshaw Corridar. pdl
Dear Mr. Rodernick,

Altached hereto, in PIDF fommat, are the considered commenis of Meighbors For Smarl Rail (WFSR) that
we kindly request be entered into the DEIR of the Crenshaw Transit Corridor Project.

Thank you sincerely.
Colleen Mason Heller

NFSR, Vice President
310-BAT-BG5]

1 1752009
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a0-4
Cetober 26, 2009

Roderick Diax, Project Manager

Los Angeles County Metropolitan Transporiation Authority
COme Gateway Plaza, M/S 99-22-3

Los Angeles, CA S 2-2952

Dgar Mr, Diaz:

Thank vou for the opportunity to comment on the Crenshaw Corridor Transit Project { Crenshaw
Ling or “the project™). Meighbors for Smart Bail (NFSR) submits this letter in response to the
draft environimental impact report (DELR) for the project hereby requests that these comments be
included in the administrative record.

INTRODUCTION.

Meighbors for Smart Rail (KFSR) 15 a non-profit Califorma corporation (26 118.C. § 301{c)(3))
comprised of a coalition of homeowners' associations. commmunity groups and unaffiliated
citizens who support the development of mielligent transporiation solutions for Los Angeles that
are sufe, well-planned, efficient and conform to the highest Federal standards for safisty,
environmental impacts, and transportation benefits. Our goal 15 1o examine and influence the
process of transportation planning in Loz Angeles and thus to improve the final product. Though
transportation projects may take vears o plan and build, their benefits and impacts are measured A
in decades. Comsequently, safety and public need and acceptance are the premise [rom which we
composed our comments in response to the Crenshaw Transit Corridor Draft Environmental
Impact BEeport,

L SAFETY.

An at-grade street nonning light rail alisnment that puts pedestrians and vehicles at continual risk
for catastrophic incidents does not serve the public need for transportation. To comply with
CEQA/NEPA requirements that all reasonable alternatives for the project be considered, an
underground alignment of the Crenshaw Line must be studied for all segments of the project.
including south of the 1-10 Freeway. Grade separated rail undeniably provides increased travel
benefits. enhances safety exponentially, and eliminates the severe environmental impacts caused
by rail at grade. In consideration of the tragic history of the MTA Blue Line, still the deadliest
light rail line in the nation, it would be unconscionable to mflict vet another at-grade tram project B
through Los Angeles” majority minority communities. IT it is reasonable to consider grade
separations on “some” projects in “some” neighborhoods then the same analvsis must be
comsidered reasomable belore CEQAMNEPRA in all commumities.

The MTA Grade Crossing Policy {GCP) 15 not a safety based pohioy. It 15 not a rehable tool for
determining what crossings can be safely grade separated, TrafTic counts and train frequencies,
which the GCP currently uses to determine what crossings will be grade separated, tell Tittle
ahout the sile conditions (i.e., population density, demographic profiles, location ol sensitive
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receplors like schools and homes) of an alignment or crossings that may make it hazardous. In
addition, 1t 1s a fact that trafTic counts, hke any data, can be manipulated and thus may produce
conclusions at odds with safely in a real environment.  Grade-separated rail 15 safer than at-grade
rail amd thus must be considered environmentally superior. Further, ranl that 15 bult below grade
eliminates additional adverse impacts that elevated rail may not.

1. Traffic

MESR offers that any at-grade alignment in the Crenshaw cormdor will adversely impact poor
performing intersections and streets in South Los Angeles that have long since exceeded
capacity, Grade separation of rail erossings eliminates the adverse impacts of at-grade rail and
thus it should be studied as mitigation for those impacts,

1. Economic Impacts

Under CEQANEPA the adverse economic impacts caused by a change in the eavironment
attributable to a project must be identifed, studied and matigated. The cconomic impacts caused
by the Crenshaw Line must be studied for area businesses and property owners, for both the
construction period and after the trains begin service. The adverse economic impacts must be
compared Tor all train and crossing designs, mcluding below grade, to determine the
environmentally superior oplion,

vV

Al-grade rail will cause additional traflic congestion and thus additional tail-piped emissions at
rail-blocked imersections. Further, the production of additional Greenhouse Gases will increase
and thus needs to be studied and compared for at-grade and grade-separated rail, Any reduction
. air quality must be considered adverse and carcfully evaluated in hight of the project’s
proximity to any sensitive receptors such as schools, community centers, homes, churches, senior
centers, or hospitals, housing or confining children. the elderdy, or those with compromised
health, near the source of the adverse impacts, Grade separated crossings will eliminate the
majority of adverse air quality and Greenhouse Gas impacts of the Crenshaw Line.

Thank vou sincerely for this opportunity to comment on the Crenshaw Transit Corridor DEIR.
NFSR looks forward to vou careful consideration and response to our concems expressed herein.

Tem Tippit, President

Colleen Mason Heller, Vice President
Neighbors For Smart Rail

POk, Diox 64490

Laos Angeles, CA 9064
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Response to comment 20-05-A.

Comment noted. Metro appreciates the views and input from the organization as it is an important part of
the planning process.

Response to comment 20-05-B.

Please refer to Master Response 1 regarding general support for a below-grade alignment along Crenshaw
Boulevard. The DEIS/DEIR analyzed the Crenshaw/LAX Transit Corridor Project to determine if the
project would cause disproportionate adverse impacts related to transit service equity, traffic congestion,
parking, displacement, community cohesion, health issues, historical, archaeological, paleontological,
community facilities, economic vitality and employment opportunities, safety and security, and
construction. The following considerations were utilized in the environmental justice evaluation of the
Crenshaw/LAX Light Rail Transit Alternative:

B  Whether the proposed project would provide transit equity;

B Whether the proposed project would have any potential adverse effects that would be
disproportionally borne by minority and low-income communities; and/or

B Whether low-income communities have had opportunities to actively participate in the
planning of the project.

Please Refer to Master Response 9 regarding grade separations and environmental justice.

There has been an extensive public outreach process where alternatives have been formulated, evaluated
and refined. The evaluation process has informed the affected residents of the relative impacts among
options (alighment routes, vertical and horizontal alignments, station locations, etc.). The Metro Board of
Directors, in selecting an LPA, considered the engineering and environmental documentation, as well as
public comments and concerns. In instances where issues have arisen, design and alignment decisions
have been revisited. In instances where adverse effects have been identified, design options and mitigation
measures have been formulated to reduce or eliminate potential impacts on adjacent communities, and on
adjacent minority or low-income communities.

Section 12 of the Metro Rail Design Criteria is used for safety, security, and system assurance. Safety is a
primary consideration through the evolution of each Light-Rail Transit and Heavy Rail Transit System,
from preliminary engineering through revenue operations. To achieve safety goals, all applicable codes
and regulations, augmented by modern safety engineering technology and industry standards, are to be
used to ensure that each Metro Rail Line achieves a level of safety that equals or exceeds that of the rail
transit industry. Safety can be achieved by eliminating, minimizing, or controlling hazards through
analysis, review, and design selection. The objectives of the safety program are the elimination or control of
condition that may endanger human life or property. It includes acceptable and unacceptable hazardous
conditions. Unacceptable Hazardous Condition means a hazardous condition determined to be an
unacceptable hazardous condition under the Accident /Hazard Matrix set out at APTA’s Manual for the
Development of Rail Transit System Safety Program Plans. Acceptable Hazardous Condition means a
hazardous condition inherent to the operation of the transit system which, based on review and
concurrence of the transit agency management and the Department, is impractical to eliminate, but may
require special procedures to reduce risk of accident. Identified hazards shall be eliminated or controlled
as applicable, using the following hierarchy of hazard resolution:
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1. Design for Minimum Hazard
To the extent permitted by cost and practicality, identified hazards shall be eliminated or controlled by the
design of equipment and facilities.

2. Safety Devices

Hazards that cannot reasonably be eliminated or controlled through design shall be controlled to the extent
practicable to an acceptable level through the use of fixed, automatic, or other protective safety design
features or devices. Provision shall be made for periodic functional checks of safety devices.

3. Warning Devices

When neither design nor safety devices can reasonably, effectively, eliminate or control an identified
hazard, devices shall be used to the extent practicable to detect the hazard and to generate an adequate
warning signal to provide for operating personnel/public reaction. Warning signals and their application
shall be designed to minimize the probability of incorrect operating personnel/public reaction to the
signals.

4. Procedures and Training

Where it is impossible to reasonably eliminate or adequately control a hazard through design or use of
safety and warning devices, procedures and training shall be used to control the hazard. Precautionary
notation shall be standardized, and certain safety-critical tests shall require certification of personnel.
Furthermore, the Metro Grade Crossing Policy does actively consider safety at each crossing. Safety is a
major factor at any determination of a grade separation. Constant consultation with CPUC also dictates a
heavy emphasis on safety in early system planning and design.

Response to comment 20-05-C.

Please refer to Master Response 1 regarding a below-grade segment along Crenshaw Boulevard.
Response to comment 20-05-D.

Chapter 4-13 of the DEIS/DEIR analyzes the economic impact of the No Build, TSM, BRT, LRT, and LRT
design options Alternatives in compliance with CEQA and NEPA. As none of the anticipated long-term
operational economic and fiscal impacts of the project alternatives would be substantial adverse effects, no
mitigation would be required. The results of this analysis factored into determining the environmentally
superior option. Metro acknowledges that the construction of the light rail system would affect
surrounding communities during construction. Metro will coordinate with the surrounding residents and
local businesses of the adjacent communities to minimize adverse effects to the extent feasible during
construction. Underground segments of the alignhment would result in increased disruption to
communities during construction because of the longer time required for excavation. Upon completion of
the Crenshaw Light Rail Project, operation of the light rail system would provide enhanced access to
members of the surrounding communities. This enhanced access would occur along all portions of the
alignment, particularly near station areas.

Response to comment 20-05-E.
The commenter refers to the air quality impacts from increased congestion resulting from operation of the

Crenshaw/LAX Transit Corridor Project. Please Refer to Master Response 5 regarding traffic methodology
and analysis.
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A localized air quality analysis, which includes the emissions from automobiles queuing at intersections,
determined that no applicable thresholds would be exceeded from operation of the Crenshaw/LAX Transit
Corridor Project. The federal air quality regional thresholds would not be exceeded during the operation of
the light rail system. Because operation of the light rail system would result in a reduction of automobile
trips, no adverse greenhouse gas impacts would occur.
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COMMENT: 20-06. Natural Resources Defense Council.

Abbott, Matthew

From: Goldberg, Sherry [sgoldberg@nrde.arg)
Sent: Mendsy, Cclober 26, 2005 422 PM

To: Dizz, Roderick; raymond sukysihfta dot.gov
Ce: Martimez, Adrianc

Subject: Crenshaw Carmidor DEE-R Comments

Attachments: Crenshaw Carridor DEIS-R Comments 10-26-2005 pdf

Gioond afternoon,

Please saa the attached commeants related ta the Oraflt Enveranm ental Impact StudyiEnviranmeantal Impact Repart
["ElS¢R") for the Crenshaw Transit Corridor Project

Thank you,

Sherry Goldberz

Commnicationg and Environmental Jestice Frogran Aseisiad

Wanural Eespurces Detenas Coumel {WRDC)

1314 Sicdenl Blred

Sets Moanlca, TA 90H01

Tel: 3104342300 TFax: 310434 2300

LR TR

g Pleane conmider the emironment before primting thas emel

1 1752009

CRENSHAW/LAX TRANSIT CORRIDOR PROJECT
Page K-244 August 2011




Metro

www.nrdc.org 1314 Second Stresl NEW YORK » WASHINGTON, DC + SAN FRAMCISCO * BELING ® CHICACO

Final Environmental Impact Statement/Final Environment Impact Report

Appendix K — Responses to Comments Received

N R Dc MNaTuRAL RESOURGCES DEFENSE COUNCIL

THi Eamans Sias Deanie

October 26, 2009

Roderick Diaz

Les Angeles County Metropalitan Transportabon Suthonty
Crenshaw-South Bay Transit Line Project Manager

One Gateway Flaza, M/S 99-22-3

Los Angeles, CA 80012-2952

diazroderick@metre, net

Rayrmond Sukys

Federal Transit Admunistration — Region X
Region [¥ Director of Flanning and Program
201 Mission Street, Suite 2210

San Franoisco, CA 94105-1926

raymond sukys@ita.dot.gov

Re:  Crenshaw Transit Corridor Project
Dear Mr Diaz and Mr Sukys:

Oni bshalf of the Natural Resources Defense Council ("NRDC™), [ am providing cornments on the
Draft Environmentzl Impact Study/Ervironmental Impact Repart (PEIS/R™) far the Crenshaw
Transit Comidor Project. We are pleased o see that the Los Angeles County Metopolitan
Transpartation futhority ("MTA") is pushing projects o reduce automobile dependence in the
region and provide transit-dependent commumites with more effechve opliors o move
throughout the region. Concurrently, we are concemed that the MTA s not considering and
analyzing key issues raised by several commumity groups in the study area—namely, the nesd
prevent at-grade crossings in many communities of color in the study area. These trensportation
equity issues remain credal as we move Los Angeles” cutdated trensportation system into &
miodem system with the amenities one would expect from the nation's second largest city,

MRDC's concerns play out in MTAS priortizaton of projects throughout the region.  Excessive
allecations for highway widening projects, induding the [-710 expansion projects and the [-405
Sepulveda project, have starved funds for transit projects that need more resources and veould
provide clear benefits to the region.  The Crenshaw Transik Corndor Project & a pnme example of
this problern, This project should gamer wide and wnanimous support from 2 communities
alang this line. Instead, the project has generated criticism from several groups because of the
proposed at-grade crossings in their communities. The advocates mising these concems tend o
represent communibes of coler that have long been promised more equity in the transpartation
system. This attempt to shortchange these residents cannot be toleated, and this should be
fixed in this environmental review document. Accordingly, we encourage exploration of how o
ensure this project is safer, cleanar and more equitable by eliminating at-grade crossings.

We remain exceptionally concemed that untl MTA programs our tramspertation dollars more
effectivaly, these types of skirmishes will continua to afse over projects that everybody should
support. W are more than willing to work with MTA to ensure its funding priorities better

Sarta Monica, TA 90401
TEL 310 4342300
Fax 390 434-3359

W P inrneies Reoahing Fases Laa ol
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Roderick Diaz, MTA and Raymond Sukys, FTA
October 26, 2009
Page 2.of 2

represent the need to eliminate congestion, improve regional and localized air quality, reduce | ©
graenhouse gas emissions, and provide for a more equitable transportation sysbam. [ apprecabe
your consideration of these comments.

Sincerely,

Adrian Martinez

Project Attorney
Natural Resourcas Defensa Council

wewww. nrdc.org 1314 Second Streel MEW YORK « SWASHINGTON, DC » SAN FRANCISCO * BENNG * CHICAGD
Sartha MG a. CA g0

TEL 310 434-2300

ar

FAx FT0 434-339

e Pasie -1
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Response to comment 20-06-A.
Please Refer to Master Response 9 regarding grade separations and environmental justice.
Response to comment 20-06-B.

Comments concerning the allocation of Metro funds for transportation projects should be directed towards
the development of the Long Range Plan. There has been an extensive public outreach process where
alternatives have been formulated, evaluated and refined. The evaluation process has informed the
affected residents of the relative impacts among options (alignment routes, vertical and horizontal
alignments, station locations, etc.). The Metro Board of Directors, in selecting an LPA, considered the
engineering and environmental documentation, as well as public comments and concerns. In instances
where issues have arisen, design and alignment decisions have been revisited. In instances where adverse
effects have been identified, design options and mitigation measures have been formulated to reduce or
eliminate potential impacts on adjacent communities, and on adjacent minority or low-income
communities.

Metro, during the public participation process, responded to community concerns regarding the safety of
at-grade sections by including grade-separated design options in key sections of the corridor with the
exception of the segment on Crenshaw Boulevard from 48" Street to 60" Street, where it was determined
that light rail could operate safely without the need of a grade separation. This determination was based on
the availability of right-of-way within Crenshaw Boulevard along this section, traffic signal proposed
operation modifications, and proposed street geometry changes. No adverse effects related to
environmental justice were identified along this segment. Metro applies these criteria consistently across
Los Angeles County in all types of communities.

Response to comment 20-06-C.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process. Comments concerning the allocation of Metro funds for transportation projects
should be directed towards the Long Range Planning commission. Metro is willing to work with the
Natural Resources Defense Council to eliminate congestion, improve regional and localized air quality,
reduce greenhouse gas emissions, and provide for an equitable transportation system.
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COMMENT: 20-07. Save Leimert Neighborhood Coalition.

20-7

Abbott, Matthew

From: Diaz, Rodenck

Sent: Wednesday, Novembear 04, 2009 11:01 AM

To: Asuncion, Fulgene; Fan, Fanny

Subject: B Save Leimert MNeighborhood Cealition Crenshaw Transit Sorridor DEIRSS Somments

Follow Up Flag: Foliow up
Flag Status: Red
Attachments: Save Leinert Crenshaw Line Comments pdf, Ciaz, Roderick vel

Roderck B. Ciaz
Transportation Planning Manager v
South Bay Area Team

Los Angeles County Metropalitan Transporation Authority
One Gateway Plaza

Mail Stop: 89-22-3

Los Angales, CA

an012-2052

[213) 8223018
dizzroderichid metro, net

From: Damien Goodmen [mailto:damienwg@gmail.com]

Sent: Monday, October 26, 2009 3:12 PM

To: Percy Pinkney; Trevor Daley; Juan Camache; Charles Stewart; Blanca Jimenez; Tim Lee; Eric Boyd; Senator
Curran Price; James Westbrooks; The Honorable Speaker Karen Bass; Sylvia Castillo; Jenny Wood;
Assemblymember Mike Davis; Supervisor Mark Ridley-Thomas; Vincent Harris; Dan Rosenfeld; Fernando Ramirez;
Mary Joies; Mayor Antonio Villaraigosa: Jaime De La Vega; Borja Leon; Larry Frank; Brenda Anderson;
Councilmember Herts Wesson; Herb Wesson; Andrew Westall; Kimani Black; Albert Lord; Sylvia Lacy;
Councilmember Bernard Parks; Dennis Rodriguez; Ta-Lecia Arbor; Cathy Davis; Councilmember Tom LaBongs;
Counciimember Bill Rosendahl; Marguerite LaMatte; Vernall Skaggs; Leslie Rogers; Raymond Sukys; Ray Tellis;
Ara Majarian; Leahy, Arthur; Don Knabe; Doug Failing; Edel Vizcarra; Gloria Molina; John Fasana; John Fisher;
Jose Huizar; Mike Antonovich; Nicole Englund; Pam Q'Connor; Ray Harris; Richard Katz; Rita Robinson; Tony Bell;
Vivian Rescalvo; Zev Yaroslavsky; Diaz, Roderick; Monks, David

Ce: Lark Galloway; Hatthe Babb; Stevie Stern) Theodore Thomas

Subject: Save Leimert Neighborhood Coalition Crenshaw Transit Corridor DEIR/S Comments

Senators Feinstein and Boxer, Congresswomen Watson, Waters and Richardson, State Senator Price.
Assembly Speaker Dass, Assembly Member Davis, Supervisor Ridley-Thomas, Mayvor Villaraigosa, T.A
City Councilmembers Wesson. Parks, LaBonge and Rosendahl. LAUSD Board Member LaMotte, FTA
Regional Admmistrator Bogers, MTA Board of Directors and stafl;

The following attached document are the comments of the Save Leimert Weighborhood Coalition to the
Cremshaw Transit Corridor Draft Environimental Impact Report/Draft Environmental Impact Statement
comprled by the MTA and FTA. In summary, our position 1s specilied m Section | of the 12 page
document:

The Save Leimert Meighborhood Coalition supports The People's Option, to underground the Crenshaw Light

Rail Line on Crenshaw Blwd with a Leimert Park Village station at Vernon, To be unequivocally and perfectly
clear, MTA should not consider this project to be supported by the Save Leimert organization unless

112009
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it is light rail transit ("LRT") that is entirely underground on Crenshaw Blvd, with stations at
Exposition, King, Vernon, and Slauson. Any other option on this project proceeds in opposition to
our mandate and without our compliance. At such time as MTA presents The People’s Option for the
Crenshaw Line we stand, as a group, ready and willing to advocate passionately for the project’s timely
completion,

The attached PDF is ronghly 3.8 MB. If vou have any trouble downloading the pdf attached to this
email, the document 5 available Tor download and online viewing at:
http:www seribd. com/doec' 2166641 6/8ave- Leimert-Crenshaw-Line-Comments

The Save Leimert Neighborhood Coalition hopes that vou provide thorough consideration of our
recommendations, demands and concems,

Sincerely,

/5!

Damien Goodmon

ont behalf of S8ave Leimert Neighborhood Coalition

PO Box B508
Los Angeles, CA 90008

wiwi. Bavelemmert.org

L& B

Lark Galloway-Gilliam, Empowerment Congress West Area NDC Chair
Hattie Babb, West Adams Neighborhood Counel President

Stevie Stern, United Neighborhoods Neighborhood Council President
Theodore Thomas, Park Mesa Heights Community Council President

112009
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SAVE LEIMERT

NEIGHBORHOOD COALITION
Qctober 24, 2009
Roderick Dlaz Raymond Sukys
Los Angeles County Metropolitan Transportation Authority Federal Transit Adminstration — Reglon £ Office
Crenshaw Transit Carridar Project Manager Region IX Director of Planning and Program
Ome Gateway Plaza, M/S 99-22-3 201 Misslon Street, Suite 2210
Lo Angebes, CA 90012-2052 San Francisco, CA 941051926
diazroderick@Eimetro.net raymond . sukys@fta.dot.gov

Dear Mr. Diaz and Mr. Sukys,

Founded in 2006, Save Leimert Neighborhood Coalition (Save Leimert) is a community-based group of residents, property
owners and business leaders positioned on nearly every community board and advisory body for Leimert Park, We strive
to preserve Leimert Park's unigue African-American cullure, business environment, and the character of our historic
neihborhood. We endeavor Lo make certain that growth contributes to our cultural assets and economic revival, and to
ensure that such processes include adequate consideration and refinement based on community input. The following are
our comments to the Crenshaw Transit Corridor Project Draft Environmental Impact Report/Draft Environmental Impact
Statement completed by the MTA and FTA.

I. SUMMARY OF OUR POSITION

The Save Leimert Neighborhood Coalition supports The People’s Option, to undenground the Crenshaw Light Rail Line
on Crenshaw Bivd with a Lelmert Park Village station at Vernon. To be unequivocally and perfectly clear, MTA should
not consider this project to be supported by the Save Leimert organization unless it is light rail transit
("LRT") that is entirely underground on Crenshaw Blvd, with stations at Exposition, King, Vernon, and
Slauson. Any other option on this project proceeds in opposition to our mandate and without our
compliance. Atsuch time as MTA presents The People’s Optlon for the Crenshaw Line we stand, as a group, ready and
willing to advocate passionately for the project's timely completion,

Ouwr position can be succinctly summed up in three words: equity, safefy and community. We believe that it is
reprehensible for MTA to propose a light rail line, which north of the I-10 freeway would be all underground but has
dangerous, traffic-clogging at-arade crossings in the heart of Los Angeles’ black community. This proposed action reveals
a continuing agency pattern of inequality in Los Angeles especially in light of: MTA"s proposed $6 billion “Subway-to-Sea”
currently planned to run under the region’s wealthiest neighborhoods; MTA's failure to fix the Blue Line, which rampages B
the majority minority communities of South L&, Watts, Compton, and Willswbrook and is America's deadliest light rail line;
the inequality of design and resources between the South Los Angeles portion and the Culbver City portion of Phase 1 of
MTA's Exposition Light Rail. Proceeding with the Base LRT alernative without a full underground alignment on Crenshaw
Blvd would feed the narrative that MTA considers some communities worthy of adequate resources and South LA 5 not
one of them. The message is that children, elderly and motorists in Leimert Park should be forced to navigate araund
225-ton trains traveling up to 40 mph, but not Hancock Park; that Fark Mesa Heights should endure additional traffic
congestion, nolse pollution and visual blight, but not Park Mile. Furthermore, the history of inequity as it pertains to
transpartation projects in Los Angeles & a moral stain on our reglon. It i our every hope that this project will not further
contribute to it.

Time and agaln the region’s agencles and politiclans have promised that devastating transportation projects would
provide economic development in minority communities, which never materializes, We are still walting for the jobs and
new businesses that were promised from the I-10 freeway, which sliced our community in half. 95 people have been
klled and thousands more have been injured In over 842 reporfed accidents on MTA"s Blue Line, and still nearly 20 years
later 'Watts, Willowbrook and Compton still walt for the economic benefits of the lght rall line to materialize. The [-10
freeway facilitated white flight and increased opportunities in the county’s western communities, and the Blee Line has
been a good excuse to redevelop Downtown LA, and Downtown Long Beach, but what has been the benefit to the
minority communities in between, especially in comparison to the immeasurable damage?

PO, Box 8508 © Los Angeles, CA 90008 - Fax: 323.2959467 © www. Saveleimert.org
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SAVE LEIMERT! Cranshaw Transit Corridor DEIR/DEIS Commanis

The Crenshaw Line project was resurrected in the aftermath of the 1992 civil unrest as an entirely grade separated light
rail fine to assist in the economic revival of Crenshaw Blvd and alleviate some of the region's disparities and inequities
that ked 1o the civil disobedience. Our community has patiently waited nearly two decades, while our tax dollars were
spent building projects in other areas and for other areas. It is important now that Crenshaw & at the head of the line
that the project be built right. Save Leimert stands firmly in place, united and ready to ensuere that promises made will be
promises kept,

II. OUR INVOLVEMENT IN THE AA/EIR /EIS PROCESS TO DATE

Members of the Save Lelmert organization have attended and provided verbal comments at each stage In the Alternatives
Analysis/Environmental Impact Report/Statement process, OQur organization submitted official written comments to the
scoping report. We have Informed the community and held meetings to encourage community comments be submitted § -
Into the record. We have been specific and consistent In our requests, which were articulated by a majority of other
members of the public as well. However and unfortunately, based on the Draft Envircnmental Tmpact Report/Statement
Base LRT and options, the community's views are not yet being reflected in this process. Indeed, given the public
comments at the meetings, we're amazed that MTA would propose any at-grade crossings on Crenshaw Biwd.

III. SPECIFIC ISSUES IN THE DEIR/DEIS

A. JOBS — ECONOMIC IMPACT
Job training and apprentice programs/policies for our community's youth and willing need to be immediately established.

The many construction projects that MTA will build over the next decade and beyond, necessitate the immediate
establishment of programs and policies with community partners {i.e., the Los Angeles Urban League and Los Angeles
Trade Tech College) to ensure that candidates from the Crenshaw community, such as high school students, young
college students and able-bodied adults are equipped and qualified to compete and be placed in good-paying canstrection
jobs provided by the taxpayer investment,

Sourh Lus Angeles Ieads the m-.- in unemnlayment and underemplnyment Mncan-nmem:an men in particular have the
most difficulty finding work in this econonvy and historically, Given these conditions a 30% local hire "goal” is completely
Inadequate. A local hire requirement of 0% should be included In the project. Furthermore, the 5-mile radius can be § D
problematic in fulfilling the spirit of the local hire goal; it literally allows Beverly Hills residents to qualify as a local hire for
a project bullkt In South LA, It Is Sowth Los Angeles and Inglewood areas that are In the greatest need of the infusion of
dollars and opportunity for employment, and where the local economic benefits of the taxpayer investment should be
maost visible. Perhaps the local hire boundary should be 3-miles and a separate at-risk hire goal of 10% should be
established. Alternatively, if a 0% “requirement” is not included in the contract, the “goal” should he increased.

Liscal artist's collaboration.
The Crenshaw corridor and Leimert Park in particular, is home to many world-renowned and respected artists, Continued
collaboration with the arts community will be required throughout the design process.

B. B-UE H‘APID TRAHEIT {“BRT"]

The hus rapl:l transit altematn'e shauh:l ke mmplr—:l:ely ellmlnar.eﬂ fmrn I'Urﬁmr cmslderamn The cml-,- apparent reason
the BRT alternative has been camried this far is because paliticians an the Wilshire corridor want to take the resources
dedicated to the Crenshaw Line and put them towards the "Subway-to-the-5ea.” This action is not only an attempted | E
theft of future investment in the black Crenshaw economy, but it will harm to the current envircnment,

Articulated rapid buses already serve Crenshaw Elvd and they are currently packed and woefully insufficient to meet the
future needs of our transit dependent area. The most congested portions of Crenshaw Blvd are where lane removals, to
accommaodate the dedicated bus lane, will do the most harm to the current traffic nightmare, by ncreasing congestion
along the comidor, especially directly on Crenshaw Blvd. The parking lanes proposed for removal are essential to
conducting commerce in the Crenshaw area, which is currently struggling, Their removal would only worsen a bad
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economy, The BRT altemative is not fast enowgh to appeal to choice riders and will not attract or supplement smart-
growth development to the area, meaning people will still drive with the same frequency, but their trips will take longer.
Thiz will lead to additional congestion and worsened air quality, including more greenhouse gas emissions and cancer-
causing particulate matter in our community, which already has some of the highest cancer rates in the nation, The BRT
alternative has all of the adverse impacts of the Base LRT and provides no benefit,

C. PUBLIC OPINION & ACCEPTANCE

At every Crenshaw Line meeting, the overwhelming majority of residents expressed support for a grade separated light
rail line, almost all requesting the line be placed below grade {underground) on Crenshaw. Indeed, as community leaders
in the battle with the MTA to provide a safe and equitable Expo Phase 1 in South LA, we are astonished that the DEIR/S
would propose walking down the same destructive path by proposing the unsafe and inequitable Base LRET design with at- F
grade {street level) crossings on Crenshaw. Specifically, we find it incomprehensible and unjustifiable that the MTA
Crenshaw Line DEIR/S proposes:

»  Ab-grade crossings directly adjacent to the South Los Angeles schools of View Park Prep (at Slauson Ave. and 577
5t.); just one block away from one of the last remaining majority-black hlgh schools in LAUSD - Crenshaw High
Schoal {at 50" and 52™ Streets); and just two blocks away from St. John Evangelist School {595 Street);

« A mail line designed to he und-ergrnund north of the I- 10 freeway in Hancock Park/Miracle Mile, but at-grade in
Leimert Park (from Fxposition to 397} and in Park Mesa Heights/Hyde Park (from 48" to 597);

« A ral line that would just pass through Lelmert Park  Village, the premiere African-American
cultural/inte llectual/palitical center of Southern Califomia, without stopping; and

+  The unmitigated removal of precious parking important to the commerce of struggling, primarily black-owned,
small businesses on Crenshaw Bhed,

D. ENVIRONMENTAL JUSTICE

When the light rail line is extended to Wikshire, every portion north of the F10 freeway is proposed to be underground. It
& not acceptable to require residents in Hyde Park, Park Mesa Heights and Leimert Park to endure train accidents, traffic | o
congestion, pollution, and severa noise pollutions from streat-level Lraing, while residents in Hancock Park, Park Mile and
Olympic Park will not,

E. SAFETY & HEALTH

Los Angeles’ black communities have suffered enowgh pain and destruction from MTA's at-grade crossings.

Apparently it is not good encugh for Los Angeles” Black communities of Watts, Willowbrook and Compton to be home to
America’'s deadliest light rail lne - MTA's Blue Line, and for the defective Blue Line design to replicated through the
majority- minorly communities of Jefferson Park and West Adams on Expo Phase 1. Asltonishingly, the DEIR/S proposes a
Base LRT design identical to the maost accident-prone portion of the Blue Line (median street-running) down Crenshaw
Blvd. This is clearly unacceptable. We are especially troubled by and opposed to the proposal to eperate 225-ton trains
adjacent, across walking routes, and in close proximity to several schools, numerous churches and a large senior citizen
hame. With the at-grade crossings on the three lines (Blue, Expo and Crenshaw) it is reasonable to assume that South H
LA, would be subject to approximately 2 accidents every week because of MTA, In our part of town incident rates this
hlgh typkally necessitate gang Injunctions and FEB.L raids. MTA needs to stop maiming and killing the people of South
LA, and provide an underground option for the entire portion on Crenshaw Bhvd.

DE] alls to provide an annual accident prediction report for at-qrade crossiing

The DEIR/S falls to provide an annual accident prediction report or identify thelr costs to the MTA over the life of the
project, including all costs for litigation, reconstruction, infrastructure repair, recovery teams, and a public relations
team/campaign. Though i is the norm for MTA to blame every accident on the public and never accept agency
responsibility, it s in the public Interest, and the Interests of due process amd transparency that information on accidents
and costs be made available. Accordingly, the Operation and Maintenance Cost Estimates section of the DEIR/S fails to
accurately depict the costs of operating the Base LRT project with street-level crossings.

At-grade crossings will further streteh the South LA’ limited emergency services and restrict emergency access.
Al a time of severs budget culs straining local services, Crenshaw Bivd does not need more accident-causing street
running trains and at-grade intersection designs, Furthermore, tightened traffic signal sequencing at the intersections,
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which is necessary to integrate the lght mil crossings into the congested area, will cause more accidents either directly
with the train or independent of the train (vehicle-vehicle or vehicle-pedestrian). These additional accidents will require
the use of the area’s scarce police and fire-emergency resources, and lengthen overall response times, resulting in
deaths. The DEIR/S does not study these impacts, nor does it identify funding for more LAPD officers, firefighters, or H
additional stations for the area as a mitigation to compensate for the accidents that the Base LRT design will cause.

At-grade crossing will worsen air quality and may impact Greenhouse gas emissions.

Crenshaw corridor is currently home to cne of the country’s largest cancer clusters and highest asthma rates, At-grade
crossings will increase traffic congestion, leading to more kling engines, which worsens local air quality and will
exasperate the crisis. An underground alignment would eliminate the severs impacts to air-quality caused by at-grade
crossings. The effects of at-grade crossing must be evaluated and mitigated to eliminate any additional Greenhouse
Gases resulting from the project.

F. TRAFFIC

Our view is simple; transportation projects should not worsen traffic, Traffic akong the Crenshaw corridor i bad and
getting worse, and at-grade crossings In the Base LET will Increase congestion. Currently, cars backs up several blocks In
both directions at several streets along Crenshaw, including Slauson Ave. during rush hour, and the situation will only
worsen with at-grade crossings, Indeed the DEIR/S traffic study fails to illustrate the true level of expected delay and
adverse traffic impact of at-grade crossings in the corridor by omitting information on streets parallel to Crenshaw, Any
changes to traffic on adjacent or parallel streets resulting from the project must be studied and mitigation proposed. An
undergraund alignment would eiminate the impacts to proximate streets caused by at-grade crossings.

The DEIR/S traffic study also shows that the Crenshaw/Exposition intersection without the project will be operating at
"LOS FY (ak.a. worst possible conditions), in large part due to the at-grade Phase 1 Expo Line crossing. Yet this
apparenty isn't enough to consider heginning the tunnel at Exposition in the Base LRT, This conclusion is an error, and
the impact of adding 24 additional at-grade train crossings, on fop of the 24 train crossings of Expao, in such a small area
will worsen the already bad traffic situation. The intersection would literally have an at-grade crossing 48 tmes per hour
during rush hour, which eguates to a crossing every 75 seconds. The DEIRSS i right to determine that traffic conditions
between 39" and Vemon do not permit at-grade crossings, and that a lane drop and/or restricted tums are not possible
from 60" to &7 Streets. The DEIR/S must study the cumulative effects of the Expo project and the Crenshaw Transit
Corridor project to traffic and mitigation must be proposed to mitigate impacts identified.

G. LIFE CYCLE COSTS
The DEIR/S fails to study the Base LRT's life cyvele cost as defined in the United States Department of Transportation
Guidance an Traffic Contral Devices at Highway-Rail Grade Crossings:

"Investment In & grade separation structure Is long-term and Impacts many users. Such declsions should be
baszed on long term, fully allocated life cycle costs, including both highway and railroad wser costs, rather than on
initial construction costs, Such analysis should consider the following:
= gliminating trainfwehicle collisions (including the resultant property damage and medical costs, and
liabllity);
= savings in highway-rail grade crossing surface and crossing signal installation and maintenance costs; J
« driver delay cost savings;
= costs assoclated with providing Increased highway storage capacity (to accommodate traffic backed up by
a train);
fuel and pollution mitigation cost savings (from idling queued vehicles);
effects of any "spillover” congestion on the rest of the roadway system;
the benefits of improved emergency access;
the potential for chosing ome of more additional adjacent cressings; and
possible train derailment costs,”

* & 4 ® W

H. LEIMERT PARK VILLAGE STATION-ECONOMIC IMPACTS
"Close station spacing” only appears to be a concem of MTA in black communities.
We find it unacceptable for the Leimert Park Village station, which was always considered a headliner and in the baseline
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of every MTA study of this comidor to date, to be considered “optional.” The explanation, per presentations at DEIR/S
public hearings, is that the station is "problematic” because of s proximity to the King Station. Indeed, this "problem”
has erupted in every light rail line designed by MTA and predecessor agencies.

The Blue Line has closely spaced stations in Downtown Los Angeles and Downtown Long Beach {as close as 1000
feet/0.2-mile), but a kong stretch (2.4 miles) in Compton and Willowbrook without a station despite being surrcunded by
densely populated majority-black and Hispanic neighborhoods with high transit dependency,

On the under construction Expo Line Phase 1, despite having stations that are just 1000 feet/0.2-mile from each other
around U.S5.C., there are no stops at Normandie or Arlington, including a gap of 1.6 miles from Western to Crenshaw.

MTA's Green Lime has closely spaced stations im El Segundo (as close as 2250 feety/0.4 mike), but no station between
Vermont and Crenshaw (a distance of 2 miles), meaning there is no stap at Western Ave. (the 3 most heavily used bus
fine in the entire MTA bus system), which is directly adjacent to Southwest College, a large community college with a
student population that i 75% African-American and was created in response to the tensions that led to the Watts Riots.
The Green Line also has limited access to Lynwood, ancther communlty of color.  Indeed, despite high transit K
dependency and the most heavily patronized bus line east of the Los Angeles River (Atlantic), the area has the distinction
of being part of the longest gap in the MTA light rail system (4 miles between Long Beach Blvd and Lakewood Blvd
stations). The great irony is that the Green Line was the concession for the predominantly minarity communitias that
weere ripped in half by the construction of the I-105 freeway.

Given this history, it appears that MTA's “station spacing standard” only applies when the local community that would
benefit from increased transit access is primarily African-America. Failing to add an underground station at Vemon for
Leimert Park Village would contribute to the well-documented institutional racism of MTA and fts predecessors as it
pertaing to the region’s transportation policies, indesd, it will undoubtedly become the poster child.

The distance between the Leimert Park Village station and King station is nob yet knowin,

The exact locations of the King and Vernon stations have yet to be determined. The distance between the stations could
increase from currently projected 0.5 mile to 0.7 mile, For example, the Leimert Park Yillage station portal could end up
being placed at the southeast corner of Vernon/Crenshaw, and the King station could be placed around the current
parking lot of the LADWP just south of Martin Luther King, Jr. Blvd.

Plaulg the Icmg Statn:m anser b::- '_-.'tnclmr wnuH ||l::|t sndve th& pmh.‘em n[ Ilmlied,-':ns.ufl‘nent access to Leimert Park
Village in the Base LRT, nor would an increase in bus frequency from the King Station to Leimert Park Village. Several
transportation and real estate industry studies indicate that the maximum distance the large majority of people are willing
to reliably walk Is 0.25 miles, a stat confirmed in Pg. 4-4% of the DEIR/S, and even with a portal at or around Stocker the
heart of Leimert Park Village would be 0.4 miles, which is well beyvond that length.

The £155 milli ost estimate for the Leimert Park Village station is wildly off the mark,

The 4155 milion cost estimate of the cut-and-cover underground Leimert Park Village station (of which 396 milllon |s
salely for the station) is completely inexplicable and wildly off the mark. {A similar cost is estimated for the option #6 the
cut-and-cover underground Exposition station - $90 million). Per MTA/FTA's environmental impact repaort/statement for
the Eastside Extension, which will open this winter, MTA was able to constrect two underground cut-and-cover stations
and six at-grade stations for approximately $97 million.  Either one of the two Eastside Extension underground staticns
and all six of the at-grade stations were the cheapest light rail stations constructed in the 21% century, or the cost
estimates for the underground Crenshaw stations are wildly off the mark, We suspect the latter, and the implications to
the entire project are great. Simply, though the DEIR/S does not specifically delineate a cost estimate for the King Blvd
station, it is reasonable to suspect that given that the optional underground Leimert Park Village and Exposition staticns
are nearly identical in cost, the underground King Bhed station is in the same ballpark and similarly way off the mark.

Wildly inaccurate cost projections are not without consequences in the DEIR/S process, especially in the case of the King
Blvd station, which is in the Base LRT. 1f the project proceeds without considering grade separations in the only portion
of Crenshaw Blvd that the line is proposed at-grade without an underground option (48" to 59™), and further in the cost
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refinement process T realizes the £007 milien dofiar nvstabe regarding the King staton, fhe procecurs to addng
rads separatiors will require more review §me, agency resources, and likely 5 supolementd EIRS. This alons is reason
enough to shudy the full underground Crenshaw opbion now .

I THE LEIMERT PARK UILLAGE STATION AREA PLAN
The D : ;

M 2007, '-'s.aup | rert hF-Id a seres of
U-'-'l'l'lr'l'l.l'lit‘;" n'-E-.‘ﬂl'l';]En ™ oCrEt A [l gl n WaTis
wigon  for  the Leimert  Park-Crenshaw-
Marlon Square aea. Througs that process,
the  communty  exressed SLPpRIrT Fear
locating the Leimert Park Village station at
te  Vernon-leimers-Crenshaw margle
MYermon miangla"l. Tris must be shudied,

The DEIRAS sready sssumss a pordon of
e blodk must be amquired for constuction
of & wecion power albstation  (red),
Aoouigdon  of  the  emdre blece for
constructon of an off-strest Leimers Park
Willage station (hronzel has numerous
berefic= over the currently plamnes 439
Fae Crensham steard-cover shation,
including bt mor limited o
»  Increased staton spacing between
the King staton ang Leimert Park
Yillage station.
»  Substartid  recuctionfmitigaton of
COMSTUCTIoN Trpacts to Leimert Park
Willage =mal buginesses;
= Substammid recuction fmitigaton of
conatruction taffic imoacts; and
+  Substamiid reduction in the capits
cost of the stetion Dy eliminating the
nesd for temporacy strest decks,

Haurh ‘he SI'E legl bc:-x far Lernert Far k '-."I||E§IE (c-r c-ther b ﬂw grade statlmsjl aff-sraet -:Irastu:&l *.. red.mes -cmsirucua’
costs and ime by diminaticg the need for emoorary stest decks (the stsdon box cen remein operesic ouring
conErucion ), reducing te traffic imoacts from constuctng a station box underneath the boulevard, Thiz substentisl
canital cost 2adangs frecuenty oftsets the addidond croperty scquision ans easement oost,

Regardess of whether the 43 Place/Crenshaw or Vermon triangle 1= determines to be the ststion box lacatian, the
Wernan Tlandle may be an apprepriate locaton b lasnch o rerove the wnnel borng machine(s] necessary to construck
the bored mincel(s) onder Leimert Park, should 3 Tangiben fram bared tnngliz) in Leimert Park 0o a cut-and-oover
wne seuth of 487 Street be required, This @ wodd drastcally reduce construction impacts and costs,

Additichally, with temparaty o permsnent Ua2 of te soutbound Led mert Blvd orstic lanes from Yermnon m Bryohurst, a
dzzble staging area (black] can be created for gensera constucton adivides, The southern pordon of the staging ares
My be an sppropriate lecaton for constructng a cutand-cover orassovear,
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A open cob station would reduce capital cost even lurkher and increase ridership.

Arother potential benefi of constructing the station box for Leimert [Mark Village off-strect at the Vernon Tianghe is te
ability to cormtruct a more cost efficient open-cut (rench) station, with a pedestrian plaza at the surfoce kevel for tickating
fnctions, Crenshaw Translk Corrldor riders would arrlve at the surface faster IF the statlon 15 shallew and constructed
withnuk a merzanine level, increasing bransk ridership and reducing operating costs,

Leimert Park Yillaoge skation must have o miked-use park and ride fadlity ard is o beter location for one than King.
Regardless of where the station box 1s located, the Lelmert Park Yillage station must have a park and ride faclity. The
publicly cwvrwed LA Ceparbment of Transpolation parking lob wesl of the Degan Blvd pooperlies presenls Lhe oppaor lanity
for a mixed-used Park and Ride, jointly aperated between MTA and LADOT. Tn addition to mitigating transit patrons
parking in residential areas or using scarce small business parking, the Gcility can Llfill smark growth/pedestrian criented
principles of local planning pollcles by serving as Leimert Park Yillage's central parking location and moct the parking
requiremenbs Lal will result from: the Leimerl Park Village Creseshiave Line slalion, the reopening of a slale-of-the-arl
Wislon Theater, a new African-American museum and colbural center (Scfambarg West), and possibly a comer market,

Ve partlally share the vislon for the Leimert Park Yillage area (sce below) lustrated by MTA deslon consultants at the § 1,
Seplember '08 Crenshawr Tronsik Corridor working group mesbing. AL the LADOT parking lol west of Degnan properties,

Save Lelmert envisions a facllity with 2-3 storles of subbtenranean parking, a qround floor level dedicabed to retall and
shart-term parking, the upper ? to 3 levelk dedicabted to aftice spare and television/radio shidio, and A roothop termce.

- T :
@F.:ﬂ- *—I’“\ . s PR e
- e | - Crawind flaar: resal

- Leveds 1-3: "Scherkory West"

AT s Tapie
- & 2 levals of subterransan perang
- dround looe: retal & paking

< Lewemlss 2-20 offics & TV acie sudic

- Boaftos berame

&.

e —

Rag 2 AdpEdiom MTAS Sapt U8 Cranshaw Ling | T -
ke Hng oronn mEeing, WhEne 008 rendbnng kEs presering : - s Sy
LR T A T SRR e Ay AR e A T Sterire oA may ke pnsed B e risge r'

Sxwweey ol scnamey oo Sy Lot ek oo 3 . —
e ——————— == 3

Pakential tenants inclide the Tavis Smikey Group, which previously expressed strong interest in moving into a Leimert
Fark village mixed-use property, and should be accommodated especially if the station box s located at the Vemon
frimngle, which would require the aoquistion of ther huilding. The rooftop terrace with views of the Dowanbowm LA,
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skyline would create a scenke filming location. Angeles Vista Pet Medica Center, which may be displaced by positoning
the station at the Vemeon triangle, could be relocated to a ground floar location on the 43 5L side of the new facllity. In
addition to ideally black-owned businesses, the Congressional Districk 23, Council District 8 and CRASLA South LA office
could retocate to the mixed-use park and nide. To hap foster a constant fiow of commerdal activity, a small L& DWP
payment/customer service office could be lacated on the greund floor, espedally if the LADWP King Blvd location is used
far the King station. The DWP facility could convert into a community center or student-run café, The community has
also expressed strong support for a corner market in Lelmert Fark Village to provide a guality grocery store alternative.

Design and construclion of the mixed-use park and ride can and should begin immediately, and the structure can be
funded from several rescurces not solely tied to the Crenshaw Transit Comidor project budget, Completion of the mixed- | ©
use park and ride would improve opening day ridership, reducing early operatioral costs, allow businesses potentially
displaced by the Vermon triangle station option to seamliessly move into the structure and reduce parking impacts.

Irmproving p-edestrlen Imkags to the ﬁm‘amdmg Leimert F*ark *ﬂ!lage s-r,atum area s cruc»al to Increasing Crenshaw
Transit Corridor and transit ridership in general. It would encourage local area residents to walk to the station and
Leimert Park Village area, reducing wehlcular trips. This is true and must be considered for all of the Crenshaw Transit
Comridaor stations.  Widened and decorative sidewalks, crosswalk improvements, additional lighting and landscaping all
facilitate a safer and more inviting pedestrian-oriented environment that conforms with several loca planning policies and
generabes more transit ridership. In the Leimert Park Village station these and other pedestrian improvements should be
vislble from at least 437 Street to 48" Street and Leimert to Crenshaw.

J. TUN HELE & STATIONS

The DEIR/S rnakes na commitment to canstructing the below grade with bored tunnel(s) in the section between 39" and
Brynhurst, where Crenshaw Blvd narrows and traffic is worst. This is troubling given the presence of primarily black-
owned small business along Crenshaw Blvd in Leimert Park. Cut-and-cover construction in this portion is simply not
feasible and would have a severe and awoidable economic, traffic, air quality and emironmental justice impact.

Cut-ir.u:l -Cover rna‘,.I J:u: pnssﬂ:lle |n4:|l'her mdsr secbcns af Erenzhaw Blwd, - but the aumdill! environmental impacts
fincleding, but net limited to traffic, air quality, lengthenad construction schedule, loss of mature trees, etc.) of cut-and- | ™
cover must be weighed against the environmental benefits and economies of scale of a lengthened bored tunmel.

The DEIR/S fails bo consider a large bore
funnel, where one tunnel bering machine is
used to consruct a single large tunnel for both
tracks, as opposed to two smaller separate
tunnels with one track each {known as twin =3 S Bkl CrosseT
bore tunnels). Among other impacts, a single ; o=
large  bore tnrel  would  mitigate  the
congestion and air guality impacts associated
with crossover construction, which  typically
requires  cut-and-cover construction  (the
crossover can be constructed within a large o L
bore tunnrel), Coupled with reduced required ” Fig. 3: Fron oe Tsons
manpower and other benafits, single large bore
tunnel often results in a sigraficant overall
capital cost savings.

Crossover

A zingle large bore tunned can also reduce the surface level footprint of the cut-and-cover station box by at least 5,000
square feet, by placing the platform within the tunnel, mitigating amang other impacts congestion and air quality.
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Cmm Section ot Sation

Cross Section at Station

g, & From
Tisns Timnel ong

0 : ful ¥
Based on the cost estimates for the project, open-cut (ak.a.
trench) stations, as opposed to cut-and-cover stations hawve yet
ta be fully considered. Open-cut stabions remain an option,
particularty at Leimert Fark Village (between Vernon and
Brynhurst), Slauson and at the LADWPE site at King.

There may also be significant capital cost savings fram open
cut stations. The capital cost of two open cut stations {at
Slausom and Vernon for example) coukd cost less than one cut-
and-cover Leimert Park Village station, One apen cut Leimert
Fark Village station, with the proposed mixed-use park and ride
could be cost neutral compared to one cut-and-cowver station.
The Memonal Park (Pasadena), Mockingbird (Dallas) and
Colorado (Denver) stations are examples of light @il open cut
stations.
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.ﬂlmu-ng uther munrl:omg pmcesses, aII tunnelmg must m'mlve ::Iose ubsewatmn of the surface level and structural
properties, and daily evaluation of sail extraction volumes.

K AESTHEI'ICE- NOISE AHD BLIGHT

jeopardize Crenshavfa sCenic h||:| hwmr sl'.ahts am:l wuuld hu\re a !ﬂﬂ_[ll:&l‘lt 'frsuul und aesthetic |mp_a|:t

Section 13 of the Crenshaw Corridor Specific Plan prohibits overbead utility lines along Crenshaw Blvd, A substantial
amount of private and taxpayer dollars have been invested along the corvidor to meet this requirement, which has led to
the boulevard’s scenic highway status and substantially contributed to economic development., Accordingly, with elevated
structures and an at-grade alignment bath featuring overhead wires on Crenshaw Blvd, the Base LRT would violate of the
Crenshaw Specific Plan, result in the revecation of Crenshaw's scenlc highway status, and have a significant immitigable
visual and aesthetic impact. Constructing the Crenshaw Blvd portion of the LRT underground on Crenshaw Bhvd. would
comply with the Section 12 of the Specific Plan and mitigate this issue.

The abgmde and Eie'ulated allgn mew:ts on Crenshaw Bhrl:l in the Base LET will be harmiul to the Crenshaw area’s film
prospects and prohibit countless street festivals/marches/parades, Crenshaw is an internationally recognized boulevard
and appropriately & the location of numerous film shoots, Additionally, as the African-American center of Los Angeles, M
Crenshaw Blvd, & frequently the location of major street festivals and events (e.g., Taste of Soul, King Day Parade,
Kwanzaa parades, etc.). These activities are currently the only notable infusion of outside daollars in our struggling
Crenshaw comidor economy, and an at-grade or elevated design would jeopardize/prohibit them in the future.

Traction power substaticns must be desigmed in conformance with the Crenshaw Specific Plan,

The Crenshaw Bivd section of the Crenshaw Lime is within a Specific Plan area, Accordingly, the traction power
substations (TP55) must be designed in conformance with the Crenshaw Carrider Specific Plan Urban Design Guidelines
and Standards. Furthermore, all architectural designs should be formally presented to the neighborhood councils for
input and approval, and must be appraved by the Crenshaw Design Review Board.

Thae pmpm.ed ele-.rated mcunn !:ur-_-tween ﬁ am:l 67 saneL wﬁuld place the gmde“my hess than 75 feet from the
windows of residential properties and places of worship. In other sections where ab-grade crossings are proposed, the
horns/gong and train propulsion nolse will drastically impact the quality of life for existing residents and inhibit the
potential for needed smart growth mixed-use properties along the coeridor. There is no adequate mitigation for the
noise, blight and privacy impacts from the Base LRT at-grade or elevaled crossings along the Crenshaw Bivd corridor.

L. STREET FURNITURE AND LANDSCAPING
All street furniture and landscaping must conform to local plans currently under consideration by the neighborhood
councils and Crenshaw Corridor Specific Plan, o

M. HHHH}R SUBDIH'ISI'DH CR'DSSINGS

In addmun Eﬂ thP gmde 5enarﬂted Dptlnns airea d'.' un der 51:u|:l'r along t'h:e Harbur Subdivision, the DEIR/S must evaluate
grade separatlon alternatlves of every Intersectlon, Including extensions of the existing grade separated options to
mitigate the safety, health, congestion, alr quality and environmental justice Impacts, among others. Indeed, the on-
going Harbor Subdivision Transit Corridor Atternatives Analysis has narrowed only has rail alternatives, some of which
could double the number of crossings during rush hour in the shared portion of track from 24 trains per hour to 48 per
hour, The operation would close cross traffic at street-level crossings 60% of the time during rush hour (48 crossings x
45 seconds per crossing), resulting in substantial traffic backups and worsened bocal air quality, among other adverse
impacts. Furthermaore, including grade separated options in the Final EIR/S waould aveid delay in project construction
should a CPUC protest result in a declsion requiring grade separation.

Extend the Hyde Park tunnel from Victona bo Redondo with an open cut Fairview Heights/Hyde Park station.
The DEIRSS should consider extending the Hyde Park tunnel option (option #4) west of Redondo (with an open-
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cutftrench station near West Bivd) either as a trench or cut-and-cover tunnel to address park access and the safety issues
related to children frequenting Edward Vincent Park.

The Cedar/Harbor Subdivision crossing.

The DEIRSS should consider closing the Cedar crossing and constrecting a driveway to Oak an the rear side (north) of the
properties as an alternative to access, primarily, but not solely for safety reasons. It Is likely cost neutral if not a cost
savings.

The DEIR/S should study beginning the Base LRT La Cienega/405 aerial grade separation 700 feet sooner, just east of | p
Oak, to grade separate Oak. Socund walls, in addition to other noise and privacy mitigation measures will be required,
incleding, but not lmited to privacy screens and/or tall trees.

Grade separation of Hindry/Harbor Subdivision.

The DEIR/S should study an extension of the Base LRT La Cienega/405 grade separation to connect with the Manchester
grade separation optlon (option #2). The aerlal extension, which Is just over 1000 feet, would grade separate Hindry and
create a safer elevated Manchester station that would address several safety issues expressed by the local community.

A ion at Ar H isinm,

The DEIRYS should study a grade separation at Arbor Vitae/Harbor Subdivision. 'We are particularly concerned about the
safety of this crossing given the proximity of Amino Leadership Charter School, which is just a block away, If the crassing
i5 determimed to be at-grade it should be designed so as to not preclude the construction of a grade separation at the
crossing in the future. A cost comparison of future grade separation at Arbor Vitae versus current implementation should
be compiled.

M. RELOCATIOMN//CONSTRUCTION IMPACT ASSISTANCE
Property owners and small business merchants displaced or adversely impacted by construction ef the Crenshaw Transit | o
Corridor project should receive just compensation and/or subsidies, including, bul not limited to Chris” Burger

0. LINE COLOR & STATION NAMES
We recommend the color 5ilver for the Crenshaw-South Bay Line, or alternatively Bronze.
Both Silver and Bronze are colors that resonate with the community.

j o reflect the commu
We recommend the following station names:

»  Expaosition Blvd: Jefferson Park - Crenshaw Manor

+  Martin Luther King, Ir. Blvd:  Crenshaw Mall - Freedom Square R
v Vernon Avenue: Leimert Park Village

+  Slauson/Crenshaw: Park Mesa Heights - Angeles Mesa

«  West Bled: Hyde Park - Fairview Heights

*  La Brea Avenue: Inglewiood Civic Center

*  Hindry/Florence: Westchester

*  Century/Aviation: Century Bivd - LAX Connection

Iv. CITIZEN'S ADVISORY COUNCIL

To ensure stakeholder involvernent and oversight through project progression, Metro should establish a Crenshaw-South
Bay Line Citizen's Advisory Council with representatives from each of the Crenshaw corridor's locally elected community
bodies to work through issues and maintain transparency, Representatives from the city of Los Angeles should be elected
by and serve at the pleasure of the respective neighborhood councils and CRASLA CAC/PAC directly impacted by the g
project: one representative each from West Adams Neighborhood Council, United Neighborhoods Neighborhood Council,
Empowerment Congress West Area Neighborheod Development Council, Park Mesa Communily Councill, Westchester-
Playa Del Rey Meighborhood Council, Mid-City Corridar PAC, Crenshaw CAC and Crenshaw Slauson CAC, Representatives
from the business community (specifically, the business improvement districts), arts community and preservation
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organizations should be included as well, Meetings should be held monthly, along the corridaor, and at a place and time
most accessible for residents and business owners {weekday evening or Saturday morming].

]

We look forward to a thorough consideration and response to our recommendations, demands and concems, It has been
our intent to b2 comprehensive in our consideration of the Crenshaw Transit Corridor as proposed, but our comments
herein should not be considered exclusive or dispositive.

Sincerely,
Save Leimert Steering Committes

CC:

Senators Diane Feinstein and Barbara Boxer

Congresswomen Diane 'Watson, Maxine Waters and Laura Richardson
State Senator Curren Price

Assembly Speaker Karen Bass

Assemnbly Member Mike Davis

MTA Board of Directors

Supervisor Mark Ridley-Thomas

Los Angeles City Council Members Herb Wesson, Bernard €. Parks, Bill Rosendahl and Tom LaBonge
LAUSD Board Member Marguerite LaMotte

Federal Transit Administration Region I¥ Administrator Leske Rogers
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Response to comment 20-07-A.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process. Please refer to Master Response 4 regarding support for the People’s Choice
Alternative.

On December 16, 2009, the Metro Board of Directors selected a locally preferred alternative (LPA) for the
Crenshaw/LAX Transit Project. The selected LPA includes two underground segments for light rail along
Crenshaw Boulevard, between 39" Street and 48" Street and between 60" Street and Victoria Avenue. The
inclusion of these two underground segments follows a consistent application of criteria for considering
grade separations for LRT. These criteria include availability of right-of-way, environmental impacts (such
as traffic impacts, visual impacts, impacts to historic resources, and environmental justice impacts), and
Metro’s established Grade Separation Policy. In locations where there is available right-of-way, where
there is a lack of significant environmental impacts, or where conditions fail to meet the criteria of Metro’s
Grade Separation Policy, the Light Rail Transit alignment is proposed to remain at grade. The Metro
Board also authorized continued environmental review of three design options including an extended
below grade section between Exposition Boulevard and 39" Street (Exposition/Crenshaw Grade
Separation) originally Design Option 6. During advanced conceptual engineering, an at-grade
configuration was determined to be technically infeasible along this segment. The incorporation of Design
Option 6 would be required to connect to the Exposition Line subject to financial feasibility. The physical
conditions and the lack of significant environmental impacts still do not require the alignment to be placed
underground between 48" Street and 60" Street. The cost of constructing a fully grade-separated project
along the entire length of Crenshaw Boulevard would be beyond the scope of Metro policies and the
approved Metro budget for the project and financially infeasible.

Response to comment 20-07-B.

See Response to Comment 20-07-A.

Response to comment 20-07-C.

See Response to Comment 20-07-A. The additional analyses and incorporation of the design options and
48" Street to 59" Street study are attributable in part to comments received during the public participation
process.

Response to comment 20-07-D.

Metro will be implementing a jobs program for all the Measure R construction projects. The jobs program
will be designed to maximize employment opportunities for residents living in the construction area,
provide for apprenticeship opportunities, and reduce unemployment for Los Angeles County residents.
Metro will continue to collaborate with the arts community through its art program. An arts advisory

committee will be formed and artist workshops and information sessions will be held in venues along the
corridor.
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Response to comment 20-07-E.
Please Refer to Master Response 6 regarding selection of the locally preferred alternative.
Response to comment 20-07-F.

Please see response to comment 20-07-B regarding the equity of the Crenshaw/LAX Transit Corridor
Project. Please Refer to Master Response 7 regarding safety treatments and approach to safety for the
project. The FEIS/FEIR found that the existing parking inventory along Crenshaw Boulevard is
underutilized and that no parking impacts would occur with implementation of the project.

Response to comment 20-07-G.

Please see response to comment 20-07-B regarding an analysis of environmental justice of the
Crenshaw/LAX Transit Corridor Project.

Response to comment 20-07-H.

Significant improvements to safety design and operation for light rail transit within Los Angeles have
occurred since the inception of the Metro Blue Line. The DEIS/DEIR determined that a less-than-
significant impact to safety would occur with the Crenshaw/LAX Transit Corridor Project. Please Refer to
Master Response 7 regarding safety treatments and approach to safety for the project.

Each potential grade crossing has its own unique situation depending on site distance, signal timing,
pedestrian circulation, as well as many other additional factors. It is for this reason that grade crossing
decisions are made on a case by case basis by Metro and the CPUC. An accident prediction report would
be extremely speculative and could not be based on any substantive data that could be considered
applicable at all grade crossings. Determining the costs from future accidents also could not be reasonably
predicted for the same reason.

The commenter refers to the air quality and emergency response time impacts from increased congestion
resulting from operation of the Crenshaw/LAX Transit Corridor Project. The traffic model used for the
Crenshaw/LAX Transit Corridor Project forecast the operation of the light rail system would result in a
reduction of approximately 26,000 vehicle trips countywide. The reduction in automobile trips would ease
the overall congestion within the corridor and not restrict access for emergency vehicles. The FEIS/FEIR
determined that no adverse impacts would occur related to emergency vehicle access.

Please Refer to Master Response 5 regarding traffic methodology and analysis.

A localized air quality analysis, which includes the emissions from automobiles queuing at intersections,
determined that no applicable thresholds would be exceeded from operation of the Crenshaw/LAX Transit
Corridor Project. The federal air quality regional thresholds would not be exceeded during the operation of
the light rail system. Because operation of the light rail system would result in a reduction of automobile
trips, no adverse greenhouse gas impacts would occur.
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Response to comment 20-07-I.

Please see response to comment 20-07-H regarding increased overall congestion from the operation of the
proposed project. The traffic analysis includes the cumulative effects of the Exposition Light Rail Project as
suggested by the commenter.

Please Refer to Master Response 5 regarding traffic methodology and analysis.
Response to comment 20-07-).

Comment noted. The document the commenter refers to is not a regulatory document and provides
guidance for crossings where rail crosses a highway. No further analysis of life cycle costs would be
required.

Response to comment 20-07-K.

The commenter correctly asserts that several existing Metro rail stations are within close proximity of each
other. However, the stations referred to by the commenter are all at-grade stations and these examples are
not comparable to the below-grade station at Vernon because there are major cost implications associated
with construction of an underground station. Please refer to Master Response 12 regarding the
Crenshaw/Vernon Station.

Response to comment 20-07-L.

Please refer to Response to comment 20-07K. The vision of the Leimert Park area was provided to give an
indication of what could occur. Any potential development or joint development around the Vernon
Station would be a function of the existing fiscal climate, the relevant political jurisdictions, and interest of
private developers.

Furthermore, Metro has undertaken work to identify how linkages and pedestrian infrastructure around
stations can be improved. Metro will continue to work with implementing agencies such as CRA and
LADOT to support the incorporation of these linkage improvements into each respective agency’s
investment plans.

Response to comment 20-07-M.

Bored tunnel construction was considered for the Leimert Park Village and the construction contracts will
be procured to allow contractors to propose them. Single bored tunnels were determined to be much more
expensive than twin tunnel bores due to the higher volume of soil to be moved. The consideration of this
technology was therefore not carried forward. Open cut stations have definitely been considered in the
design of underground stations along Crenshaw Boulevard. Due to physical constraints, they have only
been incorporated into the design of the below grade station at Crenshaw/Vernon (Design Option 5). All
construction processes will be closely monitored to reduce any impact to soil conditions at the surface.
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Response to comment 20-07-N.

Section 13 of the Crenshaw Specific Plan requires that to the extent physically feasible, all new utility lines
that directly service a Project shall be installed underground. In areas along Crenshaw Boulevard where
the alignment is underground, the utility lines that provide electrical power would also be underground.
Where the alignment is at grade along Crenshaw Boulevard (60" to 48" Streets), it would not be physically
feasible to place utility wires underground because the entire Metro light rail system is run by overhead
electrical wires which require the utility wires to be above the light rail vehicles. Therefore the
Crenshaw/LAX Transit Corridor Project would remain consistent with the Crenshaw Specific Plan, as
stated in the Land Use Section of the FEIS/FEIR. The cost of constructing a fully grade-separated project
along the entire length of Crenshaw Boulevard, including the area designated under the Crenshaw/LAX
Corridor Specific Plan, is beyond Metro policies and environmental considerations, exceeds the scope of
the approved Metro budget for the project, and is financially infeasible.

The large majority of community activities and events occur near Leimert Park or the Baldwin Hills
Crenshaw Plaza, both areas where the alignment is below grade and would not prohibit these events from
occurring in the future. Should future events occur in an area where the Crenshaw/LAX Transit Corridor
Project is operating at grade, either half of Crenshaw Boulevard could still be closed for a parade and the
other side could maintain restricted traffic flow.

Traction Power Substations for the Crenshaw/LAX Transit Corridor Project would conform to all
applicable regulations and design guidelines, including those listed under the Crenshaw/LAX Corridor
Specific Plan.

The aerial segment originally included as part of the Base LRT Alternative was excluded from the locally
preferred alternative. The segment between 60" Street and the Harbor Subdivision Railroad right-of-way
will now be in a below grade configuration.

Response to comment 20-07-O.

All street furniture and landscaping for the Crenshaw/LAX Transit Corridor Project would conform to all
applicable regulations and design guidelines, including those listed under the Crenshaw/LAX Corridor
Specific Plan.

Response to comment 20-07-P.

Metro adopted a Grade Crossing Policy for Light Rail Transit in 2003 to systematically address the
issue of grade-separating Light Rail Transit Facilities. This policy has been in use as a planning and
engineering assistance tool and it requires that each rail and highway crossing be analyzed in a
sequence of steps at increasing levels of detail. This policy is applied to all Metro project corridors
regardless of the socioeconomic status or race/ethnicity of adjacent neighborhoods. The grade
crossing analysis found that grade crossings were not required at Oak Street, Hindry Avenue, or
Arbor Vitae Boulevard as suggested by the commenter.

The Cedar crossing cannot be closed because it would eliminate or restrict access to the two

industrial businesses and truck trips that rely on it for access. Extending the below grade segment
from Victoria Avenue to west of Redondo Boulevard would incur severe cost implications and would
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not likely result in any benefits to safety and park access. This section of the Harbor Subdivision is
located in an industrial area and park access is to the north of Redondo Boulevard.

Grade separation for light rail could result in increased safety, such as extending the aerial section
from the LA Cienega/I-405 east to Oak Street. However, it would introduce cost implications and
could introduce substantial new visual and noise impacts. The FEIS/FEIR found that no adverse
effects to safety would occur from the light rail line operating at-grade. A sound wall on an aerial
structure would exacerbate the potential visual impacts to these residences and would have
engineering constraints. Similarly, extending the aerial section from the LA Cienega/I-405 west to
the Manchester crossing would introduce cost implications and it could introduce substantial new
visual and noise impacts to which the Westchester community has expressed concern. A grade
crossing at Arbor Vitae would introduce cost implications at a minimal benefit. The Amino
Leadership Charter school in Inglewood is located approximately 700 feet from the alignment, has a
relatively small enrollment and a small number of students who walk to and from school.

Response to comment 20-07-Q.

Because the Crenshaw/LAX Transit Corridor Project is located along an existing railroad right-of-way and
major arterial, the displacement that would occur would be limited to primarily industrial uses and some
commercial uses. The FEIS/FEIR found that only a few would be displaced as a result of the
Crenshaw/LAX Transit Corridor Project. The socioeconomic effects of the displacement of businesses
would be offset by the enhanced access to members of the surrounding communities, particularly near
station areas that would occur with a light rail transit system. In addition, for all of the property
acquisition, relocation assistance and compensation would be provided by Metro as required by the
Uniform Relocation Act and the California Act. Relocation assistance given to residents under the
Relocation Act ensures that any potentially displaced residents or businesses are relocated in a similar
situation than the one they were relocated from.

Metro acknowledges that the construction of the light rail line would change traffic patterns, reduce on
street parking and change access to local businesses during construction. Metro will work with and
coordinate with local businesses to minimize adverse effects to the extent feasible. During operation of the
Crenshaw/LAX Transit Corridor Project, access to surrounding businesses and residences would be
improved.

Response to comment 20-07-R.

The schedule for the naming of the Crenshaw/LAX Transit Corridor Project and corresponding
stations has yet to be established. Metro’s naming policy is designed to provide clear transit
information to our customers — both frequent patrons as well as visitors and infrequent users. In
addition, the policy is intended to ensure timely, cost-effective and rider-friendly property naming
efforts.

Properties will be named with the maximum benefit and convenience of the transit system user in
mind. Naming will provide customers with travel information in a simple, straightforward and
unified way in order to assist patrons in successfully navigating the transit system and
correspondingly the region. Property names will reflect the following principles:
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Transit system context — Names will provide information as to where a property is located within
the context of the entire transit system; property names will be clearly distinguishable with no
duplication.

Property area context — Names will provide specific information as to the location of the property
within the context of the surrounding street system, so that users can find their way around after
their arrival and to support system access via automobile drop-off and parking.

Neighborhood identity — Where appropriate, property naming will acknowledge that system
stations and stops serve as entry points to the region’s communities and neighborhoods.

Simplicity — Names will be brief enough for quick recognition and retention by a passenger in a
moving vehicle, and to fit within signage and mapping technical parameters.

The property naming process will include both staff consideration of the above elements and
community input through a defined process.

Your comments regarding naming will be included as part of this record.
Response to comment 20-07-S.

Comment noted. The Crenshaw/LAX Transit Corridor Project will provide a critical link in Los Angeles
County’s rail system, not only enhancing mobility for the corridor, but also generating economic
investment and mixed-use development opportunities. In anticipation of these opportunities, the Metro
Board of Directors approved a community relations consultant contract to assist in the formation and
support of a community-based leadership council. The council will represent key constituent groups along
the alignment to prepare the community for the introduction of this new system, as well as the short term,
but significant, inconveniences associated with construction of the line. The council will be a multiple year
standing body that broadly represents the interests and population of the Corridor and will meet on a
quarterly basis to provide input and feedback to Metro on major Crenshaw/LAX Transit Corridor Project
issues, including construction impacts, design, transit system safety, economic development, contract
procurement and job opportunities within the Corridor’s communities.
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COMMENT: 20-08. The Sierra Club.

Abbott, Matthew

From: Carrell Clarke [darrclarke@omail.com)
Sent: Maonday, October 26, 2009 3:55 PM
To: Diaz, Roderick
Subject: Sigrra Club commeant on Crenshaw Drafi EIS/EIR
Attachments: Sierra Club Crenshaw DEIS comment. paf
Sierra Club

enghavw DEIS comm

Attached iz the Sierra Club's comment letter on the Crenshaw Draft EIS/EIR.

Thanks,
Darrell Clarke
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SIERRA

3435 Wilshire Boulevard C [-U B {213) 3874287 phone
Suire 320 R (213) 387-3383 fax
Loz Angeles, CA 90010-1 %04 Angeles Chapter wow angeles siereaclub.org

Ocrober 26, 2005

Raoderick Diaz, Project Manager
Mwlerro

One Gateway Plaza, M/S 99.22-3
Les Angeles CA 90012

Wia email- gj'a’aglg g.-'g-kgé Taedr . el

Fe: Comment on Crenshaw Transit Corrdor Dirafe EIS/EIR

The Sierra Club recognizes the compelling need for improved Metro service in che area of
the Crenshaw Corridor. Acknowledging the leng standing public demand for 2 modem
transit project to serve the neighborhoods along the Corridor, the Club encourages Metro o A
focus resources and attention on this project so that it may move from environmental review
to construction and operacion as quickly az possible.

We would like to see the Carridor reach s full potential az a Marth-South line in the averall
Metro system. The concepts and ridership projections presented in the Diraft EIS/EIR would
benefit greatly from an expanded vision of wansit to serve the area, one thart beorer links the
main service lines in i vicinity, In partiealas, further connectivity oprions should be
cutlined to the Marth into Hollywood and to the South via an extension of the Green Line. B

Likewise, because permanent transit infrastrucrure can grearly inHuence land-use decisions
and growth patterns, the Club encourages consideration and support for appropriate transit-
oriented development along the Corridor. [n addition to local economic benefies, mixed-use,
il'l.t-ﬂ.l. df\'t‘lL'le.tﬂr. JJ.'U].'I.E_ Lraalsii ].'iII':,E I&- & proven slrat::f:.—' fﬂr rcducinﬁ auj:umul:lil:: 1.I'i|.'|! .!.I'.I.d
the associared pollusion thar is both harmful o public health and 4 major conriburor o the
climare crisis,

We understand the resowrce constraints o the COncEpls for an extended vision to the
Corridor and realize thar these may need 10 be pursued in furure phases. Considering future
]J'.ukagc,s in pla.rmmg the current project, however, will 'EI:I:IJ.‘If' enhance the foundation for the
Crenshaw Transit Corridor Project.

]

We ook forward o the successtul completion and aperation of the project.

Drarrell Clarke
Angeles Chaprer Chair and Transportation Co-Chair
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Response to comment 20-08-A.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process.

Response to comment 20-08-B.

Metro appreciates the ideas of the commenter and public input is an important part of the planning
process. The increased potential connectivity of the LRT Alternative and permanent transit infrastructure,
which would be more likely to encourage future development, were two of the factors that led the Metro
Board of Directors to select the LRT Alternative over the BRT Alternative.

Response to comment 20-08-C.
Comment noted. Metro appreciates the views and input from the commenter as it is an important part of

the planning process. Future linkages were considered by Metro during the final design of the project so
as not to preclude these future connections.
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COMMENT: 20-09. The Festival Companies.

Abbuott, Matthew
From: Bryce Ross [B Rossidfestivaleos. com)
Sent: Frday, Cclober 23, 2009 4:38 PM
To: Dizz, Rodernck
Ce Fesaling Schurgin
Subject; Crenshaw Transit Corridor DEIS/DEIR Comments from Babdwin Hilks Crenshaw Plaza
Attachments: Crenshaw Transit Corndor DEIS-DEIR Commenis frem Baldwin Hills Crenshaw Plaza - 10-23
08, pedt
Radenck:

On behall of the cwner of the Baldwin Hille Crenshaw Plaza attached are cur commants on the Crenshaw Transit
Carridor DEISIDEIR, we have also sent the comment [etter 1o your allention via overnight caurier (tracking
information s included in the attached POF). Please call me direclly with any quastians.

Regards,
Bryce Ross
The Festival Companies

Festival Retail Fund Management, LLC

g, Suike FLG

1175720059
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g_‘j;;% 20-9

Tutegrated Solutions to Real Extule & Developmest

Bryce Rots
310-665-2636

Vi Email: di TR &
Otk Delivery 800 0010237485407

Cictober 23, 2009

Mr. Roderick Diiaz

Project Mangger

Los Angeles County Metropalitan Transportation Authority
Cme Gatewsy Plaza

Mail Stop: 949-22-3

Los Angeles, CA 90012-2952

RE: Baldwin Hills Crenshaw Plaza - Crenshaw Transit Corridor Project DEIS/DEIR Comments

Drear Mr. Dinz:

The Festival Companics on behalf of Capri Urban Baldwin, LLC and Capri Urban Cremshaw, LLC
{collectively “Owmer™) the Chwner of Baldwin Hills Crenshaw Plaza (BHCF) is submitting comments on
the Crenshaw Transit Corridor Project DEIS/DEIR. BHCP s an approximate 43 acre property which
containg an enclosed and open air shopping mall in the heart of the Crenshaw Distriet. We have reviewed
the Crenshaw Transit Corridor Project DEISDEIR, and enthusiastically support the project”s objectives to
imprive the local transit system, provide greater accessibility to residents, #nhance public safety and
promote sustainability.

This propessd project has great potential for South Los Angeles in that it creates the opportunity for new
jobs, investment and economic revitalization. 1t has the ability to bring about significant benefits, not just
tor our customers but to the hundreds of thousands of people who live, work, shop, recreate and worship in
the commumnity.

While we understand that MTA must consider all alternatives sudied — incloding the Light Rail Transit
{LET) Alternative, Bus Rapid Transit (BRT) Alternative, No-Build Alernative and the Transportation

Systems Management (TSM) Altemnative — we believe the LRT alternative offers the greatest potential
benefits to the community.

Due to the prosimity of BHCP to the proposed corridor, and our interest in ensuring the future health and
vitality of our center and the surrounding community, we have prepared the following comments on the
BRT and LET altermatives with the gonl of seeking clarification in limited areas covered in the
DEIS/DEIR:

1. Light Rail Transit : Ly
i The DEISEIR indicates that the LET Altemative will not create significant traffic impacis or

additional delays in the vicinity of BHCP along the Crenshaw corridor, BHCP supports the
LRT Alternative.

FESTIVAL COMMERCIAL REAL ESTATE SERVICES
DE4] ArprorT BouwEvamD, SUame 700 - LOE ANOELES, CALIFORMLL WS
T, 3H0-EE5-BE00 - Fas: 310-645-0HF
wearse festividons com
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ii. We strongly suggest that the proposed Crenshaw & Martin Luther King Jr. Station hive
uccess portals at all four (4) corners of the station box and a pedestrian undercrossing access
al each portal. This station is located mmmediately adjacent 1o the BHCP (along with many
other private properties) as well as many existing heavily traveled transit routes and bus s10ps
Also, there are high volames of pedestrions who cross at that particular intersection.
Providing four (4) cnirance/exit portals to the station and creating an undercrossing option for
pedestrians would not only improve pedestrian aceess to the LET line, but minimize the
oumber of at-grade pedestrian crossings as well. -

ili. What is the planned design process for the proposed new station and how can BHCF and
other local private property owners potentially intearate the new station info their own uses?

iv, BHCP supports the LRT Design Option 5 for the additional station at Vernon Avenue and
Leimert Park.

v, BHCP does not support moving the proposed Crenshaw & Manin Luther King Ir, Station
south if Design Option 5 is nol implemented, s it would make it more difficult for
pedestrians (o access the LRT Station from BHCP.

wi. Ttisunclear in the DEIS/DEIR ifin the LRT Alemative the Northbound left turn lans: on
Crenshaw Boulevard to 39% Street would be climinated. BHCP feels that it is important that
this existing left tum be maintained in all cases.

I BusRapid T i ativie:

i. The DEIS/EIR indicates that the BRT Alternative will significantly reduce peak pertod
roadway capacity, and create significant traffic impacts and additional delays in the vicinity of
Baldwin Hills Crenshaw Plaza along the Crenshaw corridos. This will also kave significant
adverse impacts on traffic circulation on Crenshaw Boulevard in the vicinity of the Mall as
well as to traffic accessing/egressing the Mall. Az a result of thess significant impacts and
traffic delays BHCP cannot support the BRT Alternative (s defined adjacent to the Mall in
the DEIS/DEIR) because it will also have significant adverse impacts on the viability of the
BHCP property.

il. The BRT Altemative indicates that a new 120" = [ 35" station platform will be constructed
adjacent to the BHCP commercial buildings at the southwest corner of Martin Luther King Ir.
& Crenshaw Boulevards, What is the planned design process for the proposed new station
platform and how can BHCF and other local private property owners potentially integrate the
new station platform into their own wses?

iii. The DEISEIR suggests there is no proposed widening of the curb-to-curh street dimension
adjacent to the BHCP, and that no additional “right of way™ takes are proposed. Please
confirm this is the case, BHCP is concermed about reducing existing sidewalk widths adjacent
to the Mall due o the high number of pedestrians curmantly using those sidewalks and the
desire to improve the pedestrian environment,

3. Parking (BRT & LRT Alternatives}:

i The DEIS/DETR suggests that the BRT and LET Alternatives would require approximately
100-300 parking spaces located near the proposed Martin Luther King Jr. and Crenshaw
Boulevards Station Ffor “Park and Ride” users. [f these projections are low, the “Park and
Ride" parking facilities referred to in the DEIS/DEIR would be inadequate, causing riders to F
find other places to park. 1f riders wers to park in the BHCF parking fields which are owned,
operated and maintzined by BHCF, this overflow would have detrimental effects on our
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customers, tenands and the owner of BHCP. It 1s important to note that BHCP is required to
make these privase parking ficlds available to customers and tenants of BHCP. Please
demonstrate that the 100-300 “Park and Ride” parking spaces contemplated in the
DEIS/DEIR, are sdequate and that a parking deficit will net impact the surounding property.

The DEISDEIR does not adequately address the potential for “Park snd Ride™ transit user
demand for this Station (or other Stations), nor the potential for the impact that “Park and
Ride™ user parking could have on the parking fields st BHCP, Additional analysis nceds to be
done to determine the potential parking impacts of the BRT and LRT Alternatives.

4. Construglion;

i

iii.

vi.

BHCP is very concerned ghout potential disruptions to business activities at the Mall dunng
construction, particularly from any significant reductions in roadway capacity along
Crensherw Boubevard or other streets adjacent to the Mall, BHCP requests that Metro
coordinate both the development and operation of the Traffic Management Plan with BHCF
and other property owners m minimize disruptions and impacts on private property users.

Will there be any distuption of the existing bus stops during the cowrse of construction of
gither the BRT or LRT Alternatives? It is critical to the renants of BHCP that the existing bus
routs and stops remain open, operational and accessible during all phases of construction. A
significant amount of BHCP's patrons, tenants, and employees walk to the property or amive
via the existing mass transit systoms. 1f the existing mass transit system (bus routs, bus stops)
or pedesirian access to BHCP are significantly disrupted or impacted by construction, it will
have detrimental effects on BHCP,

Full vehieular aceess and turn movements for accessing the BHCF need o be continuously
maintained during construction

Al sidewalks adjacent to the Mall should remain open during construction due to the exisling
high volume of pedestrian activity.

Construstion-related disruptions and impacts on sccess (vehicular, mass transit, znd
pedestrian} during the months of October — JTanuary of any given year (times of highest
activity at the Mall) should be avoided to minimize impacts on the customers, tenants and
owner of BHCP.

The DEIS/DEIR does not address disruption and interruption in utility services that serve
BHCP and other private property users. Utility disruptions would have detrimental impacts
on BHCP and other private property users. Please outline any potential utility disruptions and
provide mitigation that reduces any impact on surrounding properties.

We look forward fo the opportunity to work with the MTA as it continues to evaluate the bagt transit
options for the Crenshaw Corridor. Thank you for considering our comments,

Sincerely,

& <

Bryce Ross

Acquisitions and Development Direclor
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Response to comment 20-09-A.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process.

Response to comment 20-09-B.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process.

Response to comment 20-09-C.
Please Refer to Master Response 6 regarding selection of the locally preferred alternative.
Response to comment 20-09-D.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process. Please Refer to Master Response 12 regarding a Crenshaw/Vernon Station.

Response to comment 20-09-E.

Please Refer to Master Response 6 regarding selection of the locally preferred alternative.
Response to comment 20-09-F.

A parking utilization survey conducted during the Advance Conceptual Engineering Phase determined
that the loss of on-street parking would not result in a parking shortage for the area. The location and size
of the park and ride facilities was refined during the Advanced Conceptual Engineering Phase. The
Crenshaw/LAX Transit Corridor Project will have park and ride sites at the La Brea, West, and Exposition
Stations. The West Station park and ride lot will contain approximately 120 spaces, the La Brea Station
park-and-ride lot will contain approximately 100 spaces, and the Exposition Station park and ride lot will
contain approximately 110 spaces. Together, these facilities would serve the transit corridor’s parking
demands.

Response to comment 20-09-G.

Metro acknowledges that the construction of the light rail system would affect surrounding communities
during construction. Metro will coordinate the development and operation of the Traffic Management
Plan with the Baldwin Hills Crenshaw Plaza and adjacent property owners to minimize adverse effects to
the extent feasible during construction. Upon completion of the Crenshaw Light Rail Project, operation of
the light rail system would provide enhanced access to the Baldwin Hills Crenshaw Plaza and members of
the surrounding communities.

Restricted turns and intersection closures from the Crenshaw/LAX Light Rail Project will occur at
locations along Crenshaw that are removed from the Baldwin Hills Crenshaw Plaza and should therefore
have no effect on vehicle access into the plaza. No sidewalk closures would occur during construction of
the Crenshaw/LAX Transit Corridor Project. Should a portion of sidewalk require temporary disruption,
alternate routes would be established to maintain pedestrian circulation. Metro acknowledges that the
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months of October to January represent the peak season for the Baldwin Hills Crenshaw Plaza and will
take that information into account when developing a construction schedule to minimize disruptions. No
utility disruptions to the Baldwin Hills Crenshaw Plaza are anticipated to occur during construction of the
Crenshaw/LAX Transit Corridor Project.
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COMMENT: 20-10. The Neighborhood Council of Westchester/Playa.

Abbott, Matthew

From: kentwoodnw [kentwoodmwiiacl com]
Sent: Sunday, October 18, 2005 8:16 PM
To: Diaz, Roderick

Ce: denny schnesder

Subject: Letter fram NCWP re Crenshaw Line

Attachments: MTACrenshawLine 101808 pdf

Roderick,

Please see the attached correspondence from the Neighbarhood Council of
VWesichester/Flaya.

Fegards,
Cyndi Hench
MNCWP President

1 1752009
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20-

LT

B726 South Sepubveda Boulevard, PMB 1914
Los Angeles, California 90045

213.471.7023 phone

310.310.3564 fax

Email: inquiries@ncwpdr.org

WAL NCwWRdrorg

October 18, 2009

Mr. Roderick Diaz

Project Manager

Los Angeles County Metropolitan Transportation Authority
One Gateway Plaza MS-99-22-3

Los Angeles, CA 90012-2952

[rear Mr, Diaz,

The Meighborhood Council of Westchester/Plava, the official LA City chartered advisory
organization for the communities of Westchester, Plava del Rey, and Playa Vista would like to
thank the MTA for attending our board meeting on August 4 to inform us that the Crenshaw
Corridor Line Light Rail is slated to go through eastern Westchester and that release of an
EIS/EIR is imminent

Owr organization supports the development of an effective light rail system throughout the region
and expects it 1o be supported with a feeder bus system resulting in convenient public transit for
Southern California,

We have reviewed the portion of the subject project in our community and make the following
general reservations and recommendations for further study by MTA before the project is
finalized and approved:

1. A stop near Century/Aviation coineiding with a proposed LAX airport multi-modsal
project is desirable and appropriate. A

2. Adversely impacting major highway/street traffic with at-grade crossings is
unacceptable, particularly al Manchester Ave.
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3. Train station accessibility should be as convenient to riders as possible with the
minimum impacts on local businesses and residences.

4, Train operations near residential communities should be as quict and air non-polluting as
possible.  We expect effective use of tussling and sound walls near our community.

Specilic comments and recommendations regarding the proposed park and ride station and

proposed maintenance yard in the Westchester area bounded by Osage on the west, 83™ Street on

the north, LaCienega on the east, and Florence on the south:

1. The proposed “kiss and ride” at Hindry/Florence is far from optimal. The area 1s
adjacent to single family homes, It cumently contains community serving businesses and a
lifly vear landmark operation in Westchester, the Kentwood Plavhouse,  An allernative
station site could be located just south of the Manchester! Aviation/Florence intersection
where, unlike Florence which has no bus service, Manchester Ave. has an established bus
route which is significantly utilized. This proposed location will not adversely impaet
residences, This location is populated by commercial shippers and undeveloped land
around/near the MTA rght of way. Further, a Manchester station would be more convenient
for travelers from the rest of our community.

2. Closure of Hindry Avenue at Florence for either a station or proposed maintepance yard
is unacceptable. This street is one of the few egresses of the nearby residential community.
Anv station near that intersection would cause increased cut through traffic onto the few
remaining cgresscs

3. The proposed station sile near Hindry was once the lecation for a metal plating and
fabrication fau.:i]il:}' that is under imvestigation by the DTSC. 1t is known to be a polluted area
which will need extensive mitigation.

4. Whercas details of the proposed maintenance vard are sketchy at best, we oppose this
location and recommend that it be located ina more commercial orniented area, such as the
proposed El Segundo site.

Metro

We look forward to working more closely with MTA in the future as this project becomes more

fully defined.

Sincerely,

Celerid—

Cyndi Hench
President, Meighborhood Council of WestchesterPlaya
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Response to comment 20-10-A.

An aerial station at Century/Aviation was incorporated into the locally preferred alternative to facilitate a
connection to the Los Angeles Airport. Metro, throughout the planning process, has coordinated with LAX
to develop a connection which would satisfy all interested parties.

Response to comment 20-10-B.

An aerial crossing at Manchester Avenue was incorporated into the locally preferred alternative to alleviate
potential impacts from traffic and safety.

Response to comment 20-10-C.

Pedestrian accessibility and minimizing potential impacts to surrounding businesses and residences were
incorporated into the station area planning process.

Response to comment 20-10-D.

The DEIS/DEIR determined that the operation of the Crenshaw/LAX Transit Corridor Project would not
result in adverse noise impacts. Mitigation measures, such as sound walls or tussling, was determined not
to be necessary. The federal air quality thresholds would not be exceeded during the operation of the
project.

Response to comment 20-10-E.

The proposed park and ride facility near Hindry and Florence Avenues was removed from consideration
during the Advanced Conceptual Engineering Phase. The optional station at Manchester was also
considered at the aerial crossing over Manchester Avenue where it would provide a better connection to
pedestrian linkages and bus transfers in addition to the at-grade location near Hindry Avenue..

Response to comment 20-10-F.

Hindry Avenue will remain open and will not be closed during the operation of the Crenshaw/LAX Light
Rail Project.

Response to comment 20-10-G.

The metal plating and fabrication facility site referred to by the commenter would not be required for the
construction and operation of the Crenshaw/LAX Transit Corridor Project. Therefore, no remediation for
ground contamination would be required.

Response to comment 20-10-H.

Please refer to Master Response 2 regarding comments pertaining to the effects of potential Maintenance
Facility Site B or D.
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COMMENT: 20-11. United Community Associations/Citizens' Campaign to Fix the Expo Rail
Line.

Abbott, Matthew

From: Diaz, Roderick

Sent: ‘Wednesday, Movember 04, 2000 11:00 AM

To: Pan, Fanny; Asuncion, Fulgene

Subject: Fwy WCAFIx Expe Campaign Comments o Crenshaw Transit Cormdor DEIRSS

Follow Up Flag: Follow up
Flag Status: Red
Attachments: UCA Comments pdf; Diaz, Roderick vcf

Rodernck B. Diaz
Transportation Planning Manager V
Fouth Bay Area Team

Les Angabes Counly Metopolitan Transporatan Authanty
One Gateway Plaza

Miail Step: 95-22-3

Los Angeles, G

a0012-2852

[213) 922-3015

diazroderickid metro. net

From: Damien Goodmon [mailto; damienwg @amail.com]

Sent: Monday, October 26, 2009 5:15 PM

To: Diaz, Roderick

Subject: UCA/F Expo Campaign Comments to Crenshaw Transit Corridor DEIR/S

Mr. Diaz;

Aftached are the comments of Umted Community Associations 'Citizens' Campatgn to Fix the Expo Rail
Line to the Crenshaw Transit Comidor Draft Environmental Impact Report Draft Environmental Impact
Slalement.

W greatly appreciate consideration of these matters and look forward to continuing to participate in this
process,

Sincerely,

Damien Goodmon
dgigfixexpo.org

PO Box 781267

Los Angeles, CA 90008
{3233 761-06435 (phone/fax)

www FixExpo.org

110100 200
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UNITED COMMUNITY ASSOCIATIONS

Unite. Educate. COirpanize. Empowwer. Change,
October 26, 2008

Eoderick [haz

Las Angeles Counby Metropolitan Transpartation Authorily
Crenshave-South Bay Transit Line Froject Manager

Ope Gateway Plaza, M5 99-22.3

Laos. Angeles, CA S0013-2957

diazroderick@metro.net

Dear Mr. Diaz

The I'u|.|l.:-‘\.'\.".|:15_ arae Unibad L:r:u::nr:mr.il_n. Association, [ne. comments to the Crenshaw-South BH_\. Teamadt Line Dreaft
Envirotrmental Impact Report/ Thraft Envircnmental Irmpact Statement completed by the MTA and FTA.

UCA is an all-volunteer non-profit based in South Los Angeles. Wa are mwost noted for our project the Citizens”
Campaign to Fix the Expo Eaill Line.

We thank you for your consideration of these matters, and look Forward to continuing to participate and monitor this
process to ensure the legal rights are maintained.,

i ru:'l".l,-|}-.

Damicn Goed mon
Chairman, United Comnwnity Assoclations, Ine,
Coordinator, Citizens’ Camypalgn to Fix the Expo Fail Line

[', 0. Bos 781267
Los Angeles, CA 80018
www FixBxpa.oig

P () Box TH1267 Los Angeles, CA 90016 * Phone & Foo 3227616435 ® www.ounitedenorg
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L. INTRODUCTION

[he Crenshew Line DEIE/S for the project has numercus, serious deficiencies that must be remedied before the project
Y ha apprmﬁrd and the EIE certified as in Lt:rn.r.l]:iam."u with all u]'.!'F|i-."t||:||e laws, im’.‘]udin.g the California Envirormmental
Quality Act (CECQAY (Pub. Resaurces Code, § 21000 et seq.) and the CEQA Guidelines (14 Cal, Code Regs. & 15000 L seq.)
{Guidelines). In particular the DEIE/S:

*  Provides an inadequate study of project alternatives;

' Provides an inadeguate description of the project and the prajecl’s environmental setting: B

+  Ltilizes improper threshelds of significance;

*  Falls to adequately disclose and/or analyze project impacts;

*  Fails to adequately analyze the cumulative impacts of the project;

*  Fails to adequately analvze the costs of the praject;

*  Fails to provide adequate mitigation measures for the project and fails to analyze the environmental mpacts of
the proposed mitigation measures; and

*  Fallows on the heals of procedural viclations af CECQA.

II. [MADEQUATE STUDY OF PROJECT ALTERMATIVES

CECA and the Guidelines mwst be interpreted “in such a way a5 to ‘afford the fullest possible protection of the
ervironnent™  [See Frionds of the el River v. Somome Cownty Witer Ageroy (2003) 108 Cal AppAth 859, 888 “[1he
purpase af CEOA is nel o generale paper, bul Lo compel governmenl at all levels o make decision with environmental
COMBEQUENTes in mind.” I:'H.:l The FIE for any ]'|r~:1j-:'|:'1. BOTVES 5 vil.n||:.r impmrLﬂnL purpase: "'|L'||'|r FR iz the ]'.!rinwr_y 0 e 15 ]
of achieving the Lepgislature's considered declaration that it is the policy of this state to “take all action necessary to
protect, rehabilitate, and enbance the environmental quality of the state,” [Citation ] {(San Josgein RaprordVildige Resoe
Cenfer v, County of Sterfslans (1904) 37 Cal. Appdth 713, 721} The EIR is a decument of accountabilily, which is “intended
‘o demonstrate to an apprehensive ciizonny that the agency has, in fact, analyzed and considered the coclogical
implications of its action.™ {Id) As the comments below will illustrate, the DEIR/S fails to demonsteate to the public,
that the full adverse environmental effects of the project have been disclosed and analyzed.

A, The DEIR/S hMust Adequately Analyze a Reasonable Range of Feasible Project Alternatives.

CEQA states thal it is the pelicy of the state thal public apencies should nol approve projects as proposed if there are
feasible alternatives or feasible mitigation messures available which would substantially lessen the  significant
environmental effects of such projects ... (8§ 210020 The Guidelines further outline this mandate:

"An EIR shall describe a range of reasonable alternatives bo the project, or te the lecation of the project. which
wiould feasibly attain most of the basic objectives of the project but would avoid or substantially lessen any of the
significant effects of the project, and evaluate the comparative merits of the alternatives.”

tGuidelines, 3 15126.6, subdi {a)) Additionally, the EIRE's discussion of alternatives must focus on alternatives that are
capable of avoiding or substantially lessening any significant environmental impacts, eoen 3 e eiternatioes gonld be oo
costiy {Guidelines, & 15120.6, subd, (b))

The Guidelines also require an EIE toidentify any alternatives that were considered by the agency, but were rejected as
infeasible during the scoping process. (Guidelines, § 151266, subd. (<)) The EIE mmust explain the reasons why the
agency chose to reject any alternatives. (fif) “The fact that an alternative may ke more expensive or less profitable is not
suffigient Lo shaw that the sllernative is linsncially infeasible, Whal is required is evidencs thal the additional cosls or
lost profitability are sufficiently seoere s to render it impractical to proceed with the project.” (Ciffzens of Golete Valley v,
Bowrd of Supervisors (Goleta [) (1968) 197 Cal.App3d 1167, 1181, emphasis added.)

1 , :
All unnarmed sections in this letter are 4o the Public Resources Code unless otherwise Indicated.

1]
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Additicnally, the EIR must include “sufficient information about each alternative to allow meaningful evaluation,
analyais, and compariacn with the proposed project.”  (Guidelines, § 15126.6, subd. {d)} The EIE must provide a
quantitative, comparative analysis of the different alternatives. (See Kings County Form Boean v Ciny of Hanford [1990) 221
Cal.App.5d 692, 733,

A legally aclequate EIR " 'must produce information sufficient to permit a reasonable choice of alternatives so far
as environmental aspects are concerned.” (Citations.) It muoat contan sufficient detail to help ensure the integrity
of the provess of decisionmaking by precluding stubbom problems or sericus criticism from being swept under
the rug. (Citations.) ... An EIR which deoes not preduce adequate information regarding alternatives cannot
achieve the dual purpose served by the EIR, whick is to enable the revdeiving agency o make an informed decision and to
wiake e decisonmaker’s reasoning accessible bo the puldic, hereby pratectizg @ formed self-gooepnment.”

ilif, emphasiz added.) The DEIR/S does not discuss a reasonable range of feasible alternatives, improperly rejects
sugpested feasible belewegrade and serial design suggestions, and fails Lo previde safficient information reparding a
chaice of allernatives that would significantly reduce or eliminale significant environmental impacts. The DEIE/S Lhus
effectively sweeps the public’s concerns about the DEIRSS’ limited choice of alternatives under the rug,

The DEIE/S Must Include Skhudy of o Pelow-Grade Alternative i'n::lwz:l-g -'Iﬂh and 30th Streels, Below-Grade Allernative
; Wi is an a, L3 Separati i r ¢ jon of Oalk.

Dwring the scoping process, a significant percentage of the community members, property owners and merchants in the
neighborhoods affected by the proposed project specifically requested that grade separated alternatives be studied, in
]'.!ﬂrlil.'u]m' a b=l gmc{e allernative in the Crenshaw Blvd r~|.:-1'IJ|.'.hn of the r!mjo.—l'l. .'5'.|-:1z15 BT E‘.ll::-ﬂiﬂn': of the line the E
alternative was not considered, analyzed, or even discussed in the DEIE/S. The alternative should be studied in the
DEIR/S, because each of these alternatives can reduce or eliminate potentially significant impacts to a greater degree than
the alternatives that were studied. Treaffic, noise (ceossing bells), vibration, satety (vehicular, pedestrian, emergency
vehicle response time), aesthetic (light and glam, physically dividing a community with walls), environmental justion,
Section HE] and other lmpacts to the communities along the alignment would be further reduced or completely
eliminated with a balow grade design.

D o tiv

In analyzing a reasonable range of alternatives, the EIE/S s held to a "rule of reason” in light of the statutory purposes of
CRQA. (Ses Cizens of Golefa Valley v Board of Supervisors {Galeta 1) (19900 52 Cal3d 553, 57)) Under Golefa I, an
.s,dﬁ.]uul.e- alternabives ;lna]}-ais must contain a discussion of alkernatives which l:"!_l affer substantial environmental F
acvantages over the project proposal, and (3) are foasible, (Jd, If the EIE proposes alternatives that have ne chance of
being adopted because they are precluded by other plans or policles, then the EIF s alternatives analysis is flawed uncler

CEQA).

[1l.  IMADEQUATE PROJECT DESCRIPTION AND AN INADEQUATE DESCRIFTION OF THE PROECT'S
ErvIROMMENTAL SETTING

An BIE must contain an adeguate project description. (See Guidelines, § 13124 The project deseriplion must be accurate
and consistent throug hout the EIE, “An accurate, stable and finite project description is the sine que ron of an informative
and legally sufficlent EIR." {Coumty of Inyo v. City of Los Angeles (1977) 71 CalApp3d 185 193.) An EIE that fails o
provide all malevant Information regarding a project precludes informed decsion-making and informed public
participation, and therdby thwarts the stalutory goals of the EIR process. (See Sen Jorqen Raptor, 27 Cal Appdth 713, 721-
&2,

A, The DEIRSS Does Mot Disclose Whether the Froject Could Even Legally Be Built, G

The CELIESS must inclade a list of permits and other approvals required to implenwent the project, and a list of related
ervironnwental review and consultation requirements required by federal, state, or local laws. [(See Cuidelines, § 15124,
subd, (ER(CL] "To the fullest extent possible, the Lead Agency should integrate CEQA review with these relabed
erwironmental review and consultation requirements,” (Guidelines, § 15124, subd, {d){C).) The project description in the
DEIE/S should disclose whether the project cowld legally be built in conformance with applicable Califormia Public

2|
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Uilities Commission {“CFUCT) and other approving agency pelicies, For example, de the project’s numersus at-grasde
crogsings conform to the CPUC's policies? The court in Central Delfe Water Agency v. Stete Waler Resonrees Control Board
(2004] 124 Cal Appdth 245 invalidated an approval of the State Water Resources Control Board (SWECE) o ssue a
permit ke appropriate water. Among other things, the court neted that the Water Code required the SWECE to identify
the end user of the water, and the court invalidated the SWECE approval for failing to identify the end user, Becausethe | &
SWECE was required to identify the end user according, to the Water Cade, the court ordered the SWECB to disclose and
analy ze the environmental effects of the project selevant to this end wser. (Id. ot 353, 258.054, 272 Like the applicant i
Cenfrul Delte Water, the DEIRSS does not disclese whether the project could legally be built as proposed - that is, does the
project as currently desipred conform to all applicable CPUC regulations and all sther applicable policies?

B. The DEIR/S Impmperly Restricts the Study Area for the Project and thus Fails to .-‘hde.qtlateljr
Disclose the Environmental Setting of the Project

The DEIR must also sdequately describe the “environmentsl setling” of the projecl. (Guidelines, 515125 The DEIR
must describe the physical environmental conditions in the vicinity of the progect, from both a local and a regional
perspettive. [Guidelines, § 15125, subd. (a).}

"Knrmludgr of the 'r|r5i4:r]'|..1| st'{l'in.g is eritical o the assessment of environmental impa-:;b;. Hrﬂ'id em]'!ha.:'i};
should be places on environmental resources that are rare or unigue to that region and would be atfected by the
praject.  The EIE must demonstrate that the significant environmental impacts of the proposed project were
a‘je-q_uuh:t[-( iﬂ\'i"!i{'il—',i.i#“d and discussed and iL must r.u-'srniL Lhe s;i]_;:l'liF'i-:'urll effecls of the r.!l'l.:ljl:“.l.'l. b he ronsiderad in
the filll engdronmental context,”

{Guidelines, § 15125, subd. (c). emphasis added.) In Cadiz Land Co.ove Bail Cycle {2000 83 Cal. Appath 74, the court held
that an EIE far a landfill praject that failed to disclose the valume of water in an aquifer underlying the proposed landfill | H
did not conform to Guidelines section 15125, subdivision (c). {See Cadiz, 83 Cal.Appadth 74, 9294 “The amount of
ground water at stake must ke disclosed to the public and government agencies. As the vears pass, it 1s anticipated that
the public’s demand for water will increase ared the potable water contained in the aquifer, if any, will increase in value.”
(id- at 94,1 The court stated that the public had a right to know whether the water in the aquifer would be contaminated,
{1} Because the EIR failed to include this information, the courtinvalidated the EIE. (14, at 95}

In this case, the DERI."E utilizes an Irrrp-l'aper]}- narrow area af .-klud}'. thus rr\enn:nt'in‘t: ary inaccurate, and inlﬂmpiﬂk'
picture of the environmental setting, Like the demand for water in Culiz, the public demand tor fravel on the public
roadways will also increase dramatically over the vears, and thus deserves to know the true effects of the project on traffic
in the area. One |.:-|‘||'_5r ety attempl Lo trevel an surface steeels or the fn-e'.-eWu}':t in the Crermshaw-South B&}- corridar o
kraw that space on the readways is a particulardy scare resource in the Los Anpeles ares, However, the DEIRSS impairs
the public's ability te discern the true effects of the project on not only traffic congestion, but also satety, aesthetics,
parking, and greenhouse gas (GHOG) emissions, because it artificially limits the study area in the DEIR/S, The study area
i% a marrows Z=rmale radius of all allemnative a.|i51'|rn-::r|L-:-. Rx—gar\dinﬂ traflic in pu:rli-:'u]ﬂr.. the inexcusable Failure of e
DEIESS o disclose the brue nature of traffic congestion, and the projects impacts on thal traffic congeslion in the
Crenshaw-Scuth Bay corrider due to the artificial limitation of the study area renders the DEIR/SS inadequate as a
disclosure document. Az in Codiz, the public has a right to know the true impact the peoject will have on the surrounding
epvironment Why is the slody area se small? What is the tree nature of traffic congestion on Crenshaw-Soulh Bay
carriclor?

IV, IMPROPER THRESHOLDS OF SIGNIFICAMCE

CEQA requires that agencies adopt standards or criteria for determining whether a given impact is “significant”. (§
HOBZ, see Guidelines, h 'JE{'.EH.?.:I These standards are koown as “theeshalds of n'igm:t'if.'unl.'\e-.." I:Rern.}: et al., Guide o
CEQA (11th ed. 2008), page 210.] However, in preparing an EIR:. "the agency musl consider and  resolve every fair I
argument that can be made about the possible significant effects of a project, irrespective of whether an established
thresheld af significance has been mrel with respect be any given effeet” [ Protect te Historic Amader Wirtermays v, Awmader
Witer Agency (2004) 116 Cal. Appd th 1099, 1108}

Specifically regarding traffic, agencies must consider mll of the substantial evidence supporting a fair argument of
3]
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and Fails to be Consistent with lts Own Defined Study Area.

The DEIESS fails b provide a “sulficient degree of analysis” that would allow decision makers and the public to discemn
the true inpact of the project on regicnal traffic congestion, (See Guidelines, § 15151.) The DEIR/S's treatmnent of traffic
Impacts is inaclequate and misleading because it does not include or study several key intersections that will be impacted.
A mentioned above, the DEIRYS improperly narrows the study ama toa 2 mdle radius arcund all alternative alignments.
However, the intersection of Slauson ond Wesl is only three tenths of o mile (0.3 miles) from Crenshaw Blvd, wohere il
intersects Slauson, and it is not included in the study intersections in the DHEE/S.

The Crenshaw-South Bay Corriclor is highly congested. The east/west streets along Crenshaw and northy south streets
along the Harbor Subdivision ROW ame heavily impacted with existing traffic. They will be impacted cven mem
sigrificantly with motorists waiting for light rail teains to cross a given thoroughfare atgrade and for crossing gates to
g, particularly with traing crossing each street every 25 minutes durting peak periods. Slauson supports a significant
partion af traffic between the Fox Hills major employment centers. At a manimurm, teaffic counts: and analvsis should
occur at all signalized intersections within the corridor.

Additicnally, of the project will cause significant congestion on surface streets, how would the congestion then back up
the Fregway off-ramps? How would this fucther add Lo congestion on the I 10and T-405 Freeways?

Light Bail nor Bus Rapid Transit Will Mot Beduce Traffic Impacts fromy Ak Greade Crossings,

The construction and operation of the light rail or bus rapid transit on the Crenshaw-South Bay Corvidor will not ceduce
traffic impacts, but in fact, will increase them, particularly if constrected at grade. These delays and increased tratfic
congestion are & result of the wait imes for vehicles traveling esstbound and westbound on the above-mentioned streets.
A below prade aligament would eliminate the significant impacts to the eastwest streets caused by an at-grade L
alignrrent,

The DEIRSS also argues that traffic congestion would decresse because people would utilize the light rail rather than
drve. However, this assumpbion ignores the increase in traffic expected over the next several cdecades, and ignores a
furndamental tralfic -::-::ln-c'l.-:]'!l known as "latenl demand.” This Lﬂrl-:wer:L slales thal even if rv1.|1'|]||.' lransil is conslrweksd, and
a number of people take public ransportstion rather than drive, that the "varances” on the roadway from those former
drivers would anly be filled by the drivers who wanted to drive before the light rail was built, but could not because of
the conpestion. The DEIESS thus assumes that the demand for space on Lhe public streats will decrease, however it does
nob lake inta accaunt the “latent demand” lor Las }\nﬂrh-s area streets that exists now. Whalt is the latent demand for
space on the regional surface stroeks and freeway svstem, and how will this latent derand impact traffic congestion in the
areq if the project were to be built?

Viehicle € Jucuing

[he medeling methedalogy and assumptions used in the DEIE/S and that the traffic impacts discussed in the DEIE/S
under-represent the associated safety risk of traffic quening across the racks, The methodelogy and assumptions used in
the I'JF.IR,FF- mus=l he revised o use the 5_'.-'11:'1111:- simulation model, which examires the 95% Lraffic gl |1-nE|J'| besmed on
the nationally recognized Highuwy Copacity Memarl, to ensure that the risk of gueuing on the tracks ccours no more than
5% of the tme. A higher peaking factor must be used to be consistent with MTA's Crde Crossing Policy to assess cribical M
queue lengths and to ersure that the gueue length iz not excesded moee than 3% of the time, The DEIR/SS tratfic study
must uge HOM's Synohro modeling methedology and assumptions e comply with nationally recognized standards and
must use peaking factors consistent with M1IAs Grade Crossing Polioy.

Cueue-cutter signals in general can cause negative impacts both upstream and downstream from nearby sipnalized
intersections. Queoue-cutter signals can adversely impact operations at rearby adjacent signals due to short signal spacing
and that thelr analvsis demonstrates that motor vehicle teaffic would extend upstream of the tracks into adjacent
sigmalized intersections, thus creabing intersection gridlock in somwe cases.  Motor vehicle teaffic extending sufficiently
dawnstrearn of the tracks would need to override the sy nchronized timnlog for parallel traffic i other cases. Additionally,
queue-cuther sipnals would need to operate in red (due to long queues) frequently, even without trains approaching, thus
disrupting traffic flow for the cross-street vehicular traffic.

Bl
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he traffic impact to the Harbor Subdivision 15 not adequately stated.  An Alternatives Analysis 15 currently being
conducted by MTA ko add mwore trains to the portion af the Harbar Subdivision from Crenshaw to Aviation stslion, H
[hese additional trains, require additional crossing gate down bime and delay to motonst resulting in more idling engines
and worsened air quality,

B. Safety

[he DEIESS must fully disclose and analyze all potential impacts to public safety, including the potentiallv disastrous
'irnpn-:'L-t that could accur as & resall of not t-;radn-n-:-ruraﬁnt; Ly p:rL:il.-;'l. When & train ar ]lt;ht rail Funs lhrl.mrrh an urban
aren, the potential for collisions with vehicles, bicyclists, and pedestrians is great. The DEIRSS must disclose these sofety
implications,

Other Stabe Policies and Regulations Recoenize the Safety of Grade Separation.

Other regulations and policies in Calitornia recognize the safety implications of running a train atgrade through an urban
areq, and advocate for grade separaticn. The DEIE/S does not disclese this. The CPUC has (s awn policy requleing
grade-separation crossings. The CPUC's Eailroad Safety Action Flan shows a graph of train accidents from 1997-2005,
which incressed from 103 to 228 sccidents a year during that period, Furthermore, California Streets and Highways Code
Section 190 requires California’s annual budget to include seaources specifically ta fund projects to gradeseparmate or alter P
existing public at-grade erossings. This program is commanly known as the Grade-Separation Fund Program, and was
enacted to retroactively repair atgrade crossings because of the public safety issue. In fact, on February X, 2009, the
CPUC approved Commissioner Chong's Eevised Alternate Proposed Decision to require a pedestrian bridge at Farmdale
by Dorsey High School on the Expo Phase 1 Transit Praject route o specifically address this public safety issue. This
action by the CPUC is clear evidence thal an al-grade alignment, especially around schoel sites, i extremely hazardows.
Howr consistent is the project with the CPLUC s grade-separation policies?

Lhe DEIE S does not Disclese or Address the Significant Satety Kisk toSchool Age Children,

The use of an at-grade ceosaing in the lmrmediate vicinity of View Park Prep Schoal, Crenshaw High Scheol, St Jobn the
Evangelist Catholic Scheol, Edward Vincent Park poses a significant safety hazard, partisularly to young achool age
children, that has not been adequately addressed in the DEIRSS.

The DF[R..I"H in'!]'! rv:1i'.|le-.r§_}' concludes that rightr L*‘-WH.‘_'( acciclents would ot be a :s:it.ni.l':i-:'urll‘. irnp.hl.'L [ |-~4:-.-d1:-:1[.'ri:|1'|:1J
particularly school age children, because of the installation of crossing berriers and fencing., This contradicts other lal]
sectiors of the DIEIR/S that stale walls would anly be irstalled if necessary for nodse and aesthelic mitigation compliance.
Since Lhe installation of walls ardfor fences is not being proposed under any circumslances aleng Lhe enlive length of the
projech the use of crossing gates would not sufficiently pratect the children who must crass the path of the proposed light
rail line. The DEIE /S should fully disclose these risks to the schools, and should propese adequate mitigation measures
o mitigate the risks Lo school children in the form of a below-grade alternative from 480 Streel o 390 Streel and Victoria
]1.':|:<L Fedonde on the Harbor Subdivision. I the |1g|1.l'. rail is below or above Erﬂdt". the risk that schaaol children will
inachvertently enter the tracks when the: light rail is coming is adequately mitigated. (See section A, supnt; section B, fnfae)

The DEIRSS does nok Provide Anyv Evidencoe thal the Safely Mitignlions Proposed fior ALGrade Crossings Wil .*".L'lun_ﬂi
Waork

E
The DEIE/S simply provides a basic list of peneric passive wamning devices with anv site-specific determination or
evidence that the devices will actually work, The only way to reduce the hazard of at-grade crossings to less than
:1-'igr|'r|':i-:'ur|L iz wilh t’_rﬂde‘: separation.
Sabe Routes to School.
Though aware of the program, Lhe DEIR/S has failed to actually propose mibigation for impacts to the Safe Roules
l'le*_'.-'ﬂnrj student education and pedﬂsh:id'r‘l crasking pales. 3

]
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fiel 1 e Aocpss fo 1
and [nereasas Trattic [mpacts on Selected Stroets.

The DETR/S includes restnicted scoess on cerlain streets in the arca. Limiting acoess allfects tralfic cireulabion, increases
traffic on other streets and further slows the abdlity for emergency responders to access neighborhoods in a timely fashion
to provide service for medical emergencies, fires, and crime. The proposed street modifications that would limit egress
fram residential neighborhoods also increase puklic safety rizke for residents whao need to evacuate the area in a natural
disaster such as an earthquake or & manmade dissster such as o Fain wreck or an explosion.

L |

Cromsing Geometry and Possibility of Depailment

The EIR should include evalualion and mitigation of derailment risk al the Harbos Subdivision ! Crenshaw CROSSINE.

Further, CPUC requires a minimem line-of-sight at any at-grade railrsad crossing and the current diagonal crossing,
between Vicleria and Fedenda, and at Hirdry and Oak have an imsuficient line of sight.

Ab-grade crossings foil to canform with the City of Los Angeles” Cityreide Getgral Plan Franceipork
. Parking

[he Femoval of Frontage Foad is & Significant Impact

The parkirg impacts to Crenshaw Blvd from the Base LET and BET alternatives are significant. The DEIR/S inaccurately
determines that despite the removal of over one hundred parking spaces along the commercial beart of black Los
Angeles, there will not be a substantial impact.  Accordingly, it does not even propose any mitigation meassures. This
inaceuracy begins by failing to specify the time of day that the proposed site visits to make the determination were made.
Fuethermaore, several of starefrants on Crershaw Blvd are nol performing at their traditional level in part because of the
economic downturn,  The DEIRE/S also fails to identify the locations of the excess parking iz located. Sufficient parking
waould not with the renowal of fromtage road.

F:I'I!-'I'ILHBH R.n.'\l’ld HE‘J’VE'J‘ s 8 q}!rﬁ"l:: HHI’T'II‘.E EI:IF FH"I'I("H! ]—JH'\' l:._.ﬂl.'\t" n'!l'l\'.l I:-“I'H.I I.'\C'E'I Piii\.l I'_fp ﬂl'ld T:IT‘CJD-":I IT

The many schools, day cares and churches along Crenshaw Blvd, use frontage road as a pick-up and drop-off. The area | 4
serves as an imporiant safety barriern particularhy for students and the elderly from the thoroughfare traffic on Crenshaw
Blvd. Eliminatng frontage road will significantly increase the safety hazard (o patrons of Crenshaw Blvd business as
wel

Eliminating Frontame Foad will [nceesse Cut-Through Traffic and Parking in Adjacent Besidential Communities.

The DEIESS does not identify nor address the sawe of additional parking in adjacent residential communities and cut-

through traffic that result from the elimination of frentage road. This impact will be particularly severe around View
IMark Schoal, Traffic currently back ups on 5™ Street and on Crenshaw Blvd adjacent to View Park School, where double
parking will leacl to more risk-taking drvers and queuing on the tracks.

. Aesthetics

The Base LET Violates the Crenshase Specitic Plan

The at-grade and elevated alignments on Crenshaw Blvd of the Base LET would be a violation of the Crenshaw Specific W
Plan, which prohibits averhead utility lnes. An LET that remains underground on Crenshaw Blvd would be consistent
with the Crénshaw Specific Plan.

9 ot

The DEIESS falls to identify, analyze or mitigale several scenic wistas, including but not limdted to the veirw from
F|-e1rr11l1~_,l"':._'rrm§-|uw to the Sanls Monica mounlains, which will be s;l.t-_n'i'l'hmnll_'( imrﬂL'lHi wilh e elevalted Base LET *
cramsing: and the scenic vistn of the Vision Theater tower which will be significantly impacted by the overbesd wines,
Bath can be mitigated with a below grade Crenshaw Line on Crenshaw Blvd,
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E. Air Quality Impacts

Sensitive Receplams

Sorme land uses and population groups ave considered mare sensitive to changes in air quality than others. The California
Air Eesources Board (CARB] hes identified the following people who are most likely to be affected by air pellution:
children under the A af 14, the L-e|d|.-e:r]}' aver the age of 68, athletes, and Fﬂ.—l.'&ph" with cardiovascular and chronie
respiratory diseases. These groups are classified as sensitive population groups that may inclede individuals with a low
talerance for air quality pollutants such that negative health impacts could occur. Locations that may contain a high
concentration of these sensitive population groups include residential areas, hospitals, daycare facilities, elder care
Fesciliies, |.-|¢~rn-e~nL3r}' r«'h-::-u]x-.. and outdoor ]'!etrk and recrealion Facilities, These locations are called sensilive I‘rﬂl.'l"]'."l.ﬂrs.
[here are several sensitive receptors along the Crenshaw Transit Corridor .

Additicnally, the staterment that the Base LET would not result in increased traffic congestion: therefore traffic volumes
would nel resull inan increase in Jocalized OO concentrations ab nearby infersections (that could affect sensitive
receptors) to levels that exceed national or state standards and claime that there would be no adverse affect since there
waould be no increase in traffic congestion is false. The project would not decrease traffic congestion for several reasons,
including but not imited to: traffic delays caused by veldcle queuing while waiting for light rail trains to cross streets at
grade and increased developrment that may cocur berause of the operation of the light rail, Traffic delays caused by
queutng of vehicles may create CO hotspots that would exceed Southern California Alr Quality Management Dastrict
(ECADMDY) threshalds, The DEIR only sdentifies significant air quality Impacts during construction activities and aot
during aperation of the light rail. The bas:s for these conclusions appears flawed and numerous sensitive receptors will
be affected, The DEIE/S needs b re-evaluate the traffic information that is the basis for this conclusion and make
carrections to the TDEIR/S.

F. Privacy

A elevated alignment where train passengers and employess have unblocked viewing of the homes, windows and vards
of residents results in a “taking” of the assunption of privacy that homes along Crenshaw Blvd and Harbor Subdivision
currently have. The DEIR/S offers no mitigation for the likelibood of loss of privacy to homes due to the construction of
an elevated guideway and therefore likely to allow visual intrusion into the property or homes of residents residing aleng z
the alignment. During construction, mitigabon must be implermented to protect residents from the loss of prvacy due to
emplavess over locking on the private property of amea ressdences. Design features of stations, parking, track design and
alignment must be such that they maintain the undisrupted privacy of vards and homes adjacent to the alignnwent, A
below grade alignment in residential aress would mitigate the privacy issues.

G, Land Use Impacks

Meimuzation of Ulses In An Urbanized Area.

Implementation of a below-grade light rail design would maintain much meeded open space that could be used for o
bicycle path, both as an additional aliernative ransportation mode and as a mereational amenity.  Furthermore, more
usable land would be retained that could be used for passive and active open space uses {eg., a jogsing tratl, ete).
Alternately, the Opportunity Cost of developing the MTA real estate along the Harbor Subdivision FOW in a masner AR
consistent with curront land use designations should not be overlocked. TFunds derived from the lease; sale or
development of the Harbor Subdivision ROW could be used to fund grade separations, thus mitigate the adverse impacts
ceeated by at-grade erossings and alignment.

The DEIE /S Mislabels {:L:-n-lmun'ihm_g_nd Prajects

Fhe DEIESS insccusately labels the District Square development is as “the Fashion Square development,” and omits the
scale of these and other developments along the Crenshaw coseidor, resulting in an inadequate evaluation of the
corridor’s fubure tratfic demand and ridership potential, The DEIR/S also fails to disclose that the West Adams-Baldwin
Hills-Leimwert Community FPlan iz undergoing a revision,

BE

H. Noise and Vibration

#]
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The THEIR,/5 fails to consider the Doppler effect from U-cross.

I Construction Impacks.

The DEIR/S indicates that the construction is anticipated to accur over a period of four vears. Clarification should be
provided as o the methodelogy used to determine the construction duration and if typical transportation construction
delays are built into the estimated timwe, The constraction impacts are significant when they extend over such a long
period of time. The construction dmpact analysls ia vague in several aress and dees sot peovide a clear detalled
discussion of the staging of trucks and equipment. There i no discussion of, or nutigation provided, relating to the
length of ime that vehicles can idle and that neise blankets should be required to muffle equipment noise, The DEIE/S is
unclear it trucks are expected to drive on the right-of-way primarily and only enter anto streets where the right-of-way
stops or where intersections cocur. Further, there is no discussian of, or patigation provided, that addresses trucks and
eguipmient tracking mud and debris onto city streets.  Wheel and street cleaning must occur on g daily basiz with
provisiens for prompl clean op of any spills of earth or materdals. Miligaton must be provided addeessing all of thess
arens. The time during which construction can ocour is also vague, only referencing davtirne hours. The mitigation
measures should address and lirit the consbrucbon activities to construction hours fram 3:00 am to 6200 porme, Monday
lhrt:ugh Fr:du}- due to the an LLL'iFH.l.tEIj |u:n|:-; duration of the construction '|'|E1'ir:'uj [4 _}'ea.m':l.

[he DEIRSS In Error States There Would Be Mo Significant Impact from Cutand-Cover Construction in Leimert Park

The conclusion that there would be o sigrificant impact from cut-and-cover construction in Leimert Park from 396 to
Brynhurst iz laughable, What basis and historical reference did the DEIE/S use to come to this ridiculous conclusion?
The permanent reduction in parking for years of construction, massive barriers down the middle of the boulevard would
have severe impacts to the majority black cwred small businesses, which are patronized by a majority of minorities.

The DEIR/S Fai Snecific What Safel and 8  Will be Laip | Disine Construckion,

I.  Greenhouse Gas Emissions/Global Climate Change

It iz undisputed that the DEIF must discuss the inpacts the project will have on Clinate Change and Global Warming, In
three recent Caltfornia Superios Court Decisions, the court found that an analysis of the direct and cumulative impacts of
a project’s impacts to global warming and climate change should be evaluated in the EIR2 Further, the DEIR itself sets
farth the regulatory structure that requires analysis of GHG emissions and the project’s effects on climate change ina
CEQA enwironmental document.

The issue of climate change, and greenbiouse gas endgsions (GHG) i raised n the EIE, however the full magnitude of the
effects the project will have on GHO emissions is severely understated, Only two short paragraphs touch upon the LRT
alternatives’ ftopacts on climate change. (DEIE at 25-6.) The DEIE concludes that thess will ke a decrense in vehicle
mubes traveled (VIT) and therefare, there will be a net decrease in GHG emissions, even though the light cal itself would
:i:r||.:|'i'n.-e|.'l|_'.L' contrbule o climate -:'ha:lnt:-:-. Berause 1L uses ¢~|u|.'|.ric':|l.v EHDO.-FHI#.L" ]'!_'\_r the l'!urrli:nt; of Towsil Tuels. Mo mention is
made of the fons of GHCGs that would be refeased into the atmosphere from idling cars stuck in watfic gridleck caused by
the numerous at-gracde crossings. Mo mention is made of the increased use of the freeway systermn and surrounding
surface streets in spile of the ndership on the lighl rail.  What would be the increase in GHOG emisgions from the
thowsands of idling cars? ¥What would be the increase in GHG emissions from increased vehicles on the freeway system
and the surrounding strests?

K. Endangered Species

“ In 2 2007 Superior Court decision, the court held that an EIR's analysis aof GHG emission was inadequate in light of Governor
':in.'hwamcnuggcl."'a exccubive order (5305 on 3|Gbu] wa.rm:inE_ and “the Lcﬂi.-:L:tiJ.'\c raqu.i.r\cml.-rd. that gn:\:nhnu:-r Fas |GHG ) emission b
reduced to 1900 kevels by the year H20% (Engo. Conned af Sac. et ol v, Stale of Califoring (Super. O Sacramento County, 2007, Mo
0FCS109571) The relevant portion of this decision is attached to this letter as exhibit E. The Superior Court of Riverside County also
found an EIR's discussion of a project’s impacts to 5]|.1|:u.| warning i.n.h'ln:qu.tu_' where the EIR did not make a ml.\an.'mﬁ.l'u| attempt to
analyze such impacts. {Cir. for Sidogical Owversity e al v. City of Desent Hot Sprngs ef al (Super. Ct. Fiverside County, 2008, MNo
RIC4043850) This dacision s attachad to this letter as axhibit F.

|
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The DHEESS identifies several endangered species and trees that would be adversely impacted and put at risk by the
construction of at-greade crossings and overhead centenary wires.

V1.  ENVIRONMENTAL JUSTICE

When this line is extended to Wilshire, every partion north of the 110 freeway will have to be underground.  The
enwironmwental injustice of requiring residents in Hyde Park, Park Mesa Heights and Leimert Park to endure the train
accidents, traffic congestion and noise level from street-level trains, while residents in Hancock Park, Park Mile and

Oby mpie Parx will not ks not acceptable.

[he DEIR % Disenfranchised S panishr-Speaking Fesidents Along the Crenshaw Corridor.

The DEIE/S appropriately identifies a lage Spanish speaking population, yvet the DELE /S was caly availakle in English,
eliminating the apportunity far a significant portion of the Crenshaw Transil Corrdor residents to parbicipate in the HH
dacision re-.gan.{ing Lhe ]'!1'\-:1p|.mﬂ] selivilies thal will effect their environment and health, The THE] E.u"[q should be ranslated
and re-released for 45 daya,

The DETE S Comment Form Dhid Mot Tnclude s Checkbox for Environomen bal Tustice

The failure to include the checkbex likely resulted in a reduction in the mumber of comments from Comment Forms
related to environmental justice.

Table 4-95 states that grade separation can be found at B3% of the crossings on the Blue Live in non-minority areas and
65% of the crossings in norelow income aress, compared to anly 25% of the crossings in minority aress and only 22% of
the crossings in low-income areas, System-wide, grade separation can be found at 83% of the crossings in ner-minorities
areas and §3% of the crossings in norelow-income areas, compared to 66% of the crossings in minodty areas and &% n
lomw -incorme anas.

The DEIESS Fails to Identify, A ; s Mlitigation for California Government Code Section 11135 Impacts
The DEIE/S must identify, analyze and propose nutigation for Section 11133 Impacts:

()Mo person in the State of California shall, on the basis of race, national origin, ethnic group identification,
religion, age, sex, sexual orientation, coler or disability, be unlawhully denied full and equal access to the benefits
af, ar be unlawfully subgected to discrimunation wunder, any program or achivity that s concducted,; operated, or
administered by the stale or by any state agency, is funded directly by the stale, or receives any financial
assistance from the state, Motwithstanding Section 11000, this section applies to the California State University.

(B} With pespict bo discrimination on the basis of Jina.'l'!||'i1._'5.'. programs and activities 51.|]"|je~::L to subdivision (a) shall
meel Lhe prolections and prohibitions conlained in SecBon 202 of the Americans with Disabilities Act of 1990 (42
LI5S0 Sec. 12122), and the federal rules and regulations adopted in implementation thereof, except that if the
laws of this state prescribe stronger protections and prohibitions, the programs ancd activities subject to
subclivision [a) shall be subject o the stranger protectons and prohibilions.

[eH1pAs uzed in this section, "disability® means any mental or physical disability, s defined in Section 12926,

The DETESS Fails bo Provide Demopraphic Information abowt the Wilshire /T.a Brea Station Area

The DEE/S fails to provide demographic information the the Wilshire /La Brea station ares, and accordingly fails o
adequately address the disproportionate impacts to the affluent noreminority Park Mile community compared to the
South Los ﬁ.nb'\ce]t:x carmrmu il v, T|1.n'.1ua]'| the praject, the praject i !'.u-eing built with the clear inlent o exlend the line
northern in the fulure. Failure o colleclively consider the impacts in the DEIRSS resulls would viclale CECA
prohibiticns against segmentation.

10|
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VII. Sarery & HEALTH

DEIR/S fails to provide anannual sccident prediction from akgrade crossings,

The DIEIESS fails to provide an annual sccident prediction or their costs o the MTA over the life of the project through
litigation, reconstruction, infrastructure repain, recovery teams, and a public relations team/ campaign to Blame every )
accident on the public and not MTA, Accordingly, the Operation and Maintenoance section of the DEIR/S fails to II
accurately depict the true costs of operating the project with street-level crossings.

The DETR /S in Errer States There is Salety Change {rom Base LET (o Oplion 1.

Option T weuld result in a grade separated station, eliminating the pedestrian station crossing in the Base LET. The
DEIR/S should reveal how many Blue Line passengers have been hit and fatally wounded at pédestrian crossings at | JJ
stations if ik is to conclude that there s no imprevement in safebr from Base LET vs. Optien 1.

Crassing conditions aften change from inlerseclion o intersection, and region Lo egion. Implementing a new light cail
system along & corrider and in a city without much familiarity is cerlain be resultin accidents and fatalities, The DER/S
fails to state it's basis for determining no significant safety hazard from at-grade crossings. 2007 FLA Statistics indicate | KE
primarily at-grade light eail ts the mest accident prone of public transit modes, It Implementation and introduction on
the hig]‘li}' -:'l:.hngm;li-;_m Crenshaw comidorn, which is lined with hc-.;.'n-'_-.-' pq'd-o::{nan trafGe 15 sure to result in acoidents and

deaths,

Inconsistent Train Speeds on the Harbor Subdivision Coupled With Blind Corners Crossings at Victoris, Brynhurst and
West Blvel Pose a Significant [naredtigable Risk to Pedestrian Safety

The Base LET's Harbor Subdivision portion from Victoria to West is unlike any crossings on the Mebro system in that it
combires a freight and light rail at an angled crossing withno line of sight. Frelght and light rail in this portion, indeed
along the entice Harbor Subdivision is likely to be traveling ot speeds much slower than light rail, The result of the
inconsisbent train speeds will be mere risk taking behavion as pedestrians wsed to experiencing slow freight are more | LL
likely to go under the crossing arms and through the pedestrian swing gates without knowing that a higher speed light
rafl train s approaching. This has been the cause of nany Blue Line light rail accidents and will be the cause of accidents
if grade separation is not included. The crossings must be grade sepamted, and studied for grade separation in the

DEIR /S,

VIIL. TUNNELING & STATIONS

The DEIESS fails Lo study a Binooular Tunnel Boring hethod o Mitieate Conslroction Tonpesels.

Binocular Tunnel Boring Machines result in less soil extraction compared o twin bared tunnels and single large tunnel. | gy
The DEIESS fails to consider this a5 a mitigation to construction and air quality impects. Accordingly, the cost estimates
are equally fawed.

Below Grade Cost Assumptions

The DEIE/S makes several unsupported below grade cost assumptions, sesulting in an insccurate cost evaluation of
project options currently considersd and not yet considered. Specifically, the cost of stations and underground alignment

must be disclosed. An explanation of a detailed breakdown of Eastzide Extension tunneling costs and station as specified | T
in the Eastside FEIE must be compared with those of the projected cost of Crenshaw LET. That evaluation indicates the

cost assummplions far below grade ave a great magmtuds exageerated.

11|
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50 Fimenciol Ancelvsis and Congparison of Aiterniaivas

Table 3-1 presents the total capital costs (in millions of dollars) for Option A and Option B in both 20001
dollars and in year of expenditure dollars. The year of expenditure capital costs vary between 5822 million
(LRT Cption A and $826 million (ILET Option B). The difference in capital costs between the two options
relates (o the treatment of the Indiana Street ransition as descrbed in Chapter 2. These are additions to the
right-of-way costs but reductions in the cost of the special conditions identified in Indiana Street and the

movement of the 1™ Larena stafion to 3™ Indiana balance out the difference between the options. Both NN
Option A and Option B are consistent with the current financial plan of MTA and have funding availabie
for either opticn,
TABLE 5-1
CAPITAL COST ESTIMATES (2001 $ AND YEAR OF EXPENDITURE $)
2001 Dollars in Millkons Year of Expenditure Dolkars in Millions
LET Option A LRET Option B LRET Orption A LET Option B
Construction and
Prog irement
Cranclewiys 31952 L1002 RaL6.2 F2109
' ands and Shops 5.5 55.5 6.4 6.3
Syatems 5658 hed 4 3757 5741
Stations 5855 SR5.6 §97.1 5971
LRT veliwcles and 2006 L1006 $1E313 21133
Laises
Special Conditions 5685 el 5765 e O
Right-of-Way G190 5352 5202 5372
Subidntal 5401 R414 6053 $6077
PFrofessional 11442 Hl44.2 11563 E1563
Services
Project 5545 £551 56T 5613
Conlingency
|_Total Cost ATIRE ST4LE s822.3 816
21.2 Operating and Maintenance Cost Estimates
This section swmmarizes the Operating and Maintenance (O8M) cost estimate For the LET Build
Alternative, Option A and Option B, The O&35M costs were determined vsing the MTA"s O8M cost model.
This cost model was developed to estitnate O&M costs foir MTA s bus, Blue Lige, Green Line, and Bed
Line operating modes, as well as support department costs related 1o operations,
The MTA O8M cost model estimates stalling requirements, labor costs, and nonlabor expenses by transt
maode (i.e., Motor Bus, Blue Line. Green Line, Red Line) and department within each mode. The model i= 0o
calibrated 1o MTA s latest fiscal vear (FY) 20002001 Adogted Boadzet, Overhead costs are allocated to
the transit modes based on the allocstions made for MTA's Adopted Budget, The model uses operating
characteristics {e.g., peak vehicles, nmmber of atations, passengers) to determine future costs, Az future
operating plans change (¢.g., new rail lines are constructed), costs change accordingly.
The model meets Federal Transit Admimistration {FTA) auidelines for esimating operating costs,  These
guidelines apecify that:
*  Costs are computed by estimating labor and materials needed to provide a given level of service, aml
then it eosts are apphied to the estimated future labor and matenal cost items;
Los Angeles Eostside Corndor Final SEISSER Page 52
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Gplion 1! Gentury | Option 2: Manchester| Option 3: Gentinela | Option 4: Hyde Park
Elavatad Statlon Elavatad Undercrossing Tunma
Cotla Gosl Categaries Eate Extimate Increpse | Estimate Increase | Estimate Increase | Estimate  Imcrense
10 Cundeway ard Track Elements 3387181 338,714 O 349641 10,123 346,763 7050 357715 17 88T
20 Btahons, Staps, Terminaks, Iréarmoda 428 50 1405 S0 7000 135 SO0 B 43500 i 138, 800 vl
Suppan Faciltss; Yargs, Shops,
30 Admiristrative Buildings 55,625 55,625 o 55,625 o 55,875 a 55,625 i)
40 Sileworl ard Special Condiliorrs 128314 140,04 TOO 140,327 1,013 140007 f8d| 140,808 1,594
B Byshams G TG4 B, 704 o £ o L I 59,704 o]
Construction Subtatal Td3BE1  TH1.881 TT00  TR4,906 11,136 761803 T 43| TEIAST 18,501
Righ-of-Way, Lend Existing
& Improvemants 128753 109,793 O] eTEd o] 114540 1747 108792 o]
T vehidles BF, ra0 BT 7B o E7. T30 o] 47,780 a 87,730 o
&1 Frofessianal Sefvices 245474 248,05 2,541 223145 3,675 248019 2555 251836 3,435
a0 Unaliocaied Contnoency TR G0 119, ME 1,024 1M ATE 7,489 118 865 .50 1,798 i
1%l Finance CGharges i L i {0 1] i i il
Toa' 1,305,584 1.316,663 11,285 1,321,636 15.281] 1518843 15.250] 1,354,258 24,681
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Splion 6! Leimerst
Fark Vilkage Station
Esfimate  ncrease

333,718 u]
35,600 o 00
553,625 u)
148,258 5,644
i, 141 437
640,842 106,081
109,783 0
ar.ran o
750,481 35,007
132800 14109
o o
1450795 155157

Crplian 6: Expo
Undargraumnd
Estimate  Incresse

400,031 A0,315
26,0876 a0are
55,625 0
154,129 14,815
L] 0
200363 186503
04,0349 5,758
ar,van 0
0,080 S4616
140,127 29,436
n i
1,541,384 235756

Cpticn 1-6: All
Qptlans

Estimabe  Increpse
435201 95,463
A26625 16125
556825 0
187 862 26545
B304 - 1,400
1,062 618 318756
105 B -210E
a7, 7e0 0
JE0AE3 1051E9
B0 ETS 41 984
i} o
1767 424 451325
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EASTSIDE EXTENSION TUNNEL
Tunneling Cost - 1.6 miles Cost Cost Per Mile
16 1

1 Tunnel B7,207 770 42 004 855
2 Tunmel Boering maching mobilization 28,000,000
3 Tunnel mvert & walloway 4187 400 2617125
4 Turnrel liner coat 0 0
5 General requirements 38 960 000 24 975 000
&5 Site mobllizaton B7 000 000 41 575 000
7 Tunrel boring machine remobilization 0 0
& Compast grouting 5827 600 3,917,250
9 Cut-and-cover West Portal ZE2.820
10 Cut-and-cover East Paral 3,000, 350

Station Cost
1 Soto station excavation 4,078,080 4,078,080
12 Marlachl Plaza station excavation 5405120 5,405,120
13 Design and construction of the Solo Station 28,000 000 25 000,000
14 Design and construction of the Mariachi Plaza Station 34,500,000 34,500 0003
15 Al other tunnel and station excavation consiruction costs 0 0

TOTAL 291,588 450

e

g Inflation (2.5% annually from 05-11)

b Fairview station = cpen cut estimated at $25M instead of cut-and-cover

¢ Cut-and-cover estimated at 21008 per mile guidewsy

d: Could be less if mabilization cost includes purchase of TEMs

e Fairfax station pasd for through Subway to the Sea

Ciher open cut station possibilities: LPY, Slauson, Midtown Crossing, King
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EXPO TO RIGHT-OF-WAY: EXPOSITION/CRENSHAW TO 8TTHICRENSHAW

Tunneling Cost - 2.1 Miles Cost Extrapolation  Inflation - 05-"11 (2]

3.1 115

130,215 054 45 747 313

28000 0o 32,200,000

8 113 bas 9 330,051

o 0

T4 500 89,035 875

129,812,500 149 284 575

D i

10,903,475 12,538 996

O 0
Expo Line nan-ravenue cannactor 3,000, g 3,450,000
Station Cost
Slauson station excavation 500,000 7.475,000
Design & constructian of Slauson station 35 000,000 40,250,000
LPY station axcavation & 503,000 7475000
Dasign & construchan of LY station 25, 000 D00 40,250,000
King station excavation B 500, 000 7475 000
Dasign & constructon of King station 35,000,000 40,250,000
Expo station excavation 5,500,000 ¥ 475,000
Design & constructon of Expo station 35,000,000 40,250,000
Fairview Heights Cost - 0.7 mile cut-and-cover (11th Ave - Redondao)
Caut-and-Caver (z) 70,000,000 &0,500,000
West Foral (FRedondo) 3,000, 000 3,450,000
East Fortal (11th Ave) 3,000,000 3,450,000
Dasign & constructian of Fainview station (b 25 000,000 28,750,000

TOTAL 854,488,817 752,838,809
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LAX TUNNEL: 104TH to CENTURY

Tunneling Cost - 0.7 mile Cost Extrapolation Inflation - "08-"11 (2}
0.7 1.15
28 403 399 33,813,909

) 28,000,000 32,200,000
1,831 BE8 2,106, 7 B8
0 0
17,482,500 20,104,875
26312 500 33,700,375
u} a
2,462,075 2,831,385
3,000,000 3,450,000
3,000,000 3,450 000

TOTAL 114,492 462 131,666,331
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WILSHIRE TO RIGHT OF WAY: FAIRFAXMILSHIRE to BT THICRENSHAW

Tunneling Cost - 5.85 miles

Cost Extrapolation  Inflation - "05-"11 (2]

6.85 1.15
287 733,265 330,893 255
28,000 000 32 200,000
17 827 306 20,616 402
0 O
171,078,750 196, 740, 563
2p5, 843 750 328 870,313
] a
24,093 163 27,07 137
] 0
Expo Line nan-ravenue cannactor 3,000 000 3,450,000
Station Cost
Slauson station excavation 6,500,000 7,475,000
Design & constructan of Slauson station 35 000,000 40,250 530
LPY station axcavation 5,500,000 T,.475.000
Dasign & construchan of LY station 35,000,000 40, 250,000
King station excavation &,500 030 7475 000
Dasign & constructon of King station 35,000,000 40,250,000
Expo station excavation 6,500,000 7,475,000
Design & constructon of Expo station 35,000,000 40,250,000
Adams station excavation §,500 000 7,475,000
Design & constructon of Adaims station 35,000,000 40,250,000
Midtowm crossing station excavation 6,500,000 7,475,000
Design & construction of Midtown cressing station 35,000,000 40, 250,000
Fairfax etation excavation (2) 0 0
Design & canstructian of Faifax statian (g) 4] o
Fairview \illage Cost - 0.7 mife cut-and-cover (T1th Ave - Redonda)
Caut-and-Caver (z) 70,000,000 80,500,000
Wast Portal 3, 000, o 3,450,000
East Fortal 3,000, 000 3,450,000
Dasign & construchan of Fainview station {B) 25,000,000 28,750,000
TOTAL (not including Falrfax station): 1,188,676,224 1,343,977 869
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Response to comment 20-11-A.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process.

Response to comment 20-11-B.

Comment noted. The DEIS/DEIR was prepared in compliance with all applicable laws, including CEQA,
CEQA Guidelines, and NEPA. For the comment regarding the inadequate study of project alternatives,
refer to response to comments 20-11-C through 20--F. For the comment regarding the inadequate
description of the project and the project’s environmental setting, refer to response to comments 20-11-G
through 20-11-H. For the comment regarding the utilization of improper thresholds, refer to response to
comment 20-11-I. For the comment regarding the inadequacy of disclosing or analyzing project impacts,
refer to response to comments 20-11-J through 20-OO.

Response to comment 20-11-C.

Comment noted. Metro agrees with and abides by the procedural guidelines and case findings cited by the
commenter in reference to an environmental document. The DEIS/DEIR acts as a disclosure document
to bring forth any potential environmental impacts that the Crenshaw/LAX Transit Corridor Project may
have on the surrounding environment.

Response to comment 20-11-D.

The CEQA Guidelines referred to by the commenter, require that an EIR’s discussion of alternatives focus
on feasible alternatives that are capable of avoiding or reducing significant environmental impacts.

A technology assessment was conducted to determine the type of transit service suitable for operation of
transit services within the Crenshaw-Prairie Transit Corridor. Based on review of a previous planning
studies for the Corridor and the available range of technologies, it was determined that BRT and LRT are
the most practical transit technologies that meet purpose and need and are cost-effective. These
technologies are also generally compatible with other modes in existence, under construction, or being
considered by other corridor studies. These two technologies were selected to carry forward into the
AA/DEIS/DEIR for evaluation against rapid bus under the No-Build and TSM Alternatives.

An Alternatives Analysis was completed during the preparation of the DEIS/DEIR to identify the transit
alternatives to be evaluated in the DEIS/DEIR. The alternatives represent a range of capital investment
choices for addressing the future travel needs of transit users in the study area. The alternatives were
developed based on a review of transit modes, technologies, and alignment locations that serve the
identified transit markets and address purpose and need. They are considered to represent the range of
reasonable alternatives. The alternatives reflect comments received during project scoping and a review of
engineering, environmental, and right-of-way constraints.

The results of the Alternatives Analysis is presented in Chapter 2, Alternatives Considered, of the
DEIS/DEIR. The Conceptual Alternatives for Screening report has been included in the Appendices of the
FEIS/FEIR. This report provides the details and justifications for the elimination of alternatives during the
scoping process. The alternatives eliminated from consideration during the scoping process due to non-
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financial considerations, including, but not limited to traffic impacts, displacement, and engineering
feasibility. The analysis used criteria including but not limited to, regional connectivity, ridership, and cost-
effectiveness to compare the different modes of transit and alignment options and determine which
alternatives would be carried forward for further analysis into the DEIS/DEIR. The Alternatives Analysis
provided a discussion of alternatives that were eliminated from consideration as specified under CEQA
Guidelines 15126.6. The Alternatives Analysis identified that a light rail transit and a bus rapid transit
alternative be studied for further consideration based on the evaluation criteria. The two alternatives
identified for further study in the Alternatives Analysis, along with a No Build Alternative and a
Transportation Systems Management Alternative underwent a comprehensive environmental review in
the DEIS/DEIR.

Please Refer to Master Response 6 regarding selection of the locally preferred alternative.

Section 4.0 of the DEIS/DEIR evaluated a No Build Alternative, a TSM Alternative, A BRT Alternative, and
a LRT Alternative. In order to reduce or avoid potential environmental impacts, six additional LRT design
options were incorporated into the DEIS/DEIR for evaluation. These design options included grade
separations at Manchester Avenue, Centinela Avenue, between Victoria Avenue and 60" Street and
between 39" Street and Exposition Boulevard. Based on public input and direction from the Metro Board
of Directors, two additional alternatives were evaluated as feasibility studies during the environmental
process. A below-grade segment from Wilshire Boulevard to Exposition Boulevard, and a below grade
segment from 48" Street to 60" Street, that would link the below grade sections along Crenshaw Boulevard.
All of these additional alternatives, except the below grade segment from Wilshire Boulevard to Exposition
Boulevard where carried forward for inclusion into the locally preferred alternative or for further
consideration during the final design process. There were no feasible alternatives that avoided or reduced
potential significant environmental impacts that were eliminated solely on cost factors.

Response to comment 20-11-E.

A below-grade alternative from 48" Street to 60" Street was studied during the Crenshaw/LAX Transit
Corridor Project. The study documented the characteristics of such a below-grade alignment. Under the
Base LRT Alternative, where the alignment is at-grade between 48" Street to 60" Street, no adverse impacts
to traffic, safety, noise and vibration, aesthetic resources, environmental justice, or communities and
neighborhoods would occur with implementation of mitigation measures. A below grade segment from
48"Street to 60" Street would not change the determination of impact for any of the significant and
unavoidable adverse impacts that were identified in the DEIS/DEIR. Therefore, the physical conditions
and the lack of significant environmental impacts would not require the alignment to be placed
underground between 48" Street and 60" Street. In addition, the cost of constructing a fully grade-
separated project along the entire length of Crenshaw Boulevard would be beyond the scope of Metro
policies and the approved Metro budget for the project and financially infeasible.

Response to comment 20-11-F.

The Alternatives Analysis contains a discussion of alternatives which satisfies the rule of reason as referred
to by the commenter. In analyzing a reasonable range of alternatives, six design options were incorporated
into the DEIS/DEIR that offer substantial environmental advantages over the Base LRT Alternative and
were determined to be feasible. The DEIS/DEIR also determined that the BRT and LRT Alternatives
would be generally consistent with the applicable jurisdiction’s plans and policies and would not preclude
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them from being adopted as stated by the commenter. Therefore, the alternatives considered in the
DEIS/DEIR were not flawed under CEQA and represent a reasonable range.

Response to comment 20-11-G.

The DEIS/DEIR is based upon several resources and technical reports, including preliminary engineering
drawings. The FEIS/FEIR incorporates the final design engineering drawings to adequately characterize
the environmental effects of the project. Similarly, the CPUC conducts its review and approval of the
project during the design process, when the detail engineering drawings have been finalized. The
FEIS/FEIR contains the list of permits, approvals, and applicable review and consultation requirements
necessary to implement the project. Although CEQA does not require an EIR to state whether a project is
feasible (including legal feasibility), the project description in the FEIS/FEIR discloses that the
Crenshaw/LAX Transit Corridor Project can be legally built in conformance with the applicable local, State,
and federal requirements, which includes, but is not limited to CPUC approval.

Response to comment 20-11-H.

The commenter is accurate in asserting the scarcity of space on roadways within the Los Angeles area.
This situation is exacerbated within along Crenshaw Boulevard because of the unique topography of the
region, which limits the number of north-south arterials in the area. As stated in the Chapter 1, Purpose
and Need, the Crenshaw/LAX Transit Corridor Project was initiated to alleviate peak period congestion,
limited transportation accessibility, and poor connections with regional transportation. The Metro Board
of Directors selected the Light Rail Transit Alternative as the most viable and efficient means of addressing
these growing concerns of traffic congestion. The study area identified under the Crenshaw/LAX Transit
Corridor Project (Crenshaw/LAX Corridor) has been identified and refined in previous planning studies
for over 40 years as an area in most need of transit improvements to alleviate the congestion issues stated
above. The traffic analysis in the DEIS/DEIR took into account the project related traffic, as well as
cumulative traffic in full compliance of CEQA/NEPA.

Response to comment 20-11-I.

Please Refer to Master Response 5 regarding traffic methodology and analysis.

Response to comment 20-11-J.

The commenter incorrectly asserted that the DEIS/DEIR found that only construction air quality impacts
would occur after mitigation for the Crenshaw/LAX Transit Corridor Project. Table ES-3 and ES-4 on of
the Executive Summary, summarize the impacts that would occur for the various alternatives considered
under the Crenshaw/LAX Transit Corridor Project. The DEIS/DEIR disclosed that, after implementation
of mitigation measures, significant and unavoidable impacts would occur to traffic, visual resources, air
quality (construction, operational, and cumulative), construction noise, historic, archaeological, and
paleontological resources, and environmental justice for the BRT and Base LRT Alternatives.

Response to comment 20-11-K.

Please Refer to Master Response 5 regarding traffic methodology and analysis. The project would not
result in intersection impacts, which would cause traffic to back up on the freeway off-ramps.
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Response to comment 20-11-L.

Please refer to response to comment 20-11-K.  The traffic model used for the Crenshaw/LAX Transit
Corridor Project forecast the operation of the light rail system would result in a reduction of approximately
26,000 vehicle trips countywide. The traffic model used in the traffic analysis takes into account the growth
in traffic over the twenty-five year period that the commenter refers too. This forecast of growth assumes
that the demand for space on public streets will increase rather than decrease as suggested by the
commenter. A comparison of year 2005 and forecast 2030 traffic volumes from the Metro Travel Demand
model indicates that the overall traffic growth in the vicinity of the project corridor by year 2030 is projected
to be about 0.2 percent to 2 percent per year depending on the travel direction. These growth factors were
then applied to existing 2008 count data to yield future 2030 volumes for the study intersections for all
future scenarios. The DEIS/DEIR analyzes the potential traffic impacts that the proposed project would
cause when added to the future traffic growth (2030). Latent demand would only apply if the impacts of
the project where considered alone and not combined with future traffic growth, creating a situation where
road “vacancies” are created.

Response to comment 20-11-M.

The LRT alignment features crossings at a number of heavily trafficked roadways and highways, and is in
proximity to the south runways of LAX. To avoid traffic delays, grade separations are being considered at
some roadway crossings and locations: across Century Boulevard adjacent to the LAX south runways,
across Manchester Avenue, across La Cienega Boulevard/I-405, across La Brea Avenue, between Victoria
Avenue and 60th Street and between 48th and 39th Streets. The Locally Preferred Alternative (LPA) for the
Crenshaw/LAX Transit Corridor Project was selected at the meeting of the Metro Board of Directors on
December 10, 2009. At the same time, a number of design options were incorporated into the LPA. These
include the following:

u An elevated station at the interface of Aviation Boulevard and Century Boulevard.
u Grade separation of Manchester Avenue by means of an aerial LRT guideway.
u Below-grade guideway between Victoria and 60th Street.

Please refer to Master Response 5 — Traffic Methodology and Analysis. Queue lengths were used in the
analysis for calculating intersection level of service.

The traffic analysis results did vary from the original DEIS/DEIR average delay estimates. Please Refer to
Master Response 5 regarding traffic methodology and analysis.

Response to comment 20-11-N.
Using methodology prescribed by the LADOT and FHWA, the cumulative traffic analysis took into
account all foreseeable, adopted and approved projects extending to the buildout year 2030. There are no

additional approved projects that would operate in the Harbor Subdivision or add trains to the railroad
right-of-way which would add to increased congestion.
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Response to comment 20-11-O.

The DEIS/DEIR analyzed and disclosed all potential adverse impacts to public safety from the operation of
the Crenshaw/LAX Transit Corridor Project. Please Refer to Master Response 7 regarding safety
treatments and approach to safety for the project.

Response to comment 20-11-P.

Metro acknowledges the existence of programs and policies that support the development of grade
separations. Disclosing the existence of these programs would not result in increased safety, nor is it
required to comply with the environmental process. The DEIS/DEIR disclosed that the operation of the
Crenshaw/LAX Transit Corridor Project would not result in adverse safety impacts. Metro adopted a
Grade Crossing Policy for Light Rail Transit in 2003 to systematically address the issue of grade-separating
Light Rail Transit Facilities. This policy has been in use as a planning and engineering assistance tool and
it requires that rail and highway crossings be analyzed in a sequence of steps at increasing levels of detail.
This policy is applied to all Metro project corridors regardless of the socioeconomic status or race/ethnicity
of adjacent neighborhoods. Achieving pedestrian safety near the operation of a light rail transit line is the
result of several conditions, including safety oriented design, light rail operator training, and public
education. Appropriate pedestrian crossing control devices for at-grade crossings are critical for rail system
safety. In addition to standard cross-walk markings, control devices for pedestrian crossings include
flashing light signals, signs, markings along the outside of the rail line, curbside pedestrian barriers,
pedestrian automated gates, swing gates, bedstead barriers and crossing channelization. When the light
rail transit line is at-grade, it would operate in a semi-exclusive right-of-way separated from automobile
traffic by a raised curb. Pedestrians are permitted to cross the street at designated crosswalk locations
during protected pedestrian signal phases in which light rail vehicles are not present. Pedestrian safety
along the proposed LRT line will involve gated crossings controlled using current Metro standards for
crossings. Each crossing will be reviewed during design based on the California Public Utilities Report
“Pedestrian — Rail Crossings in California”. Pedestrians crossing Crenshaw Boulevard across the LRT
tracks will be controlled using normal pedestrian traffic signal indications; adequate crossing times will be
provided at the traffic signals for pedestrians to cross the street at a normal walking pace. A pedestrian
refuge area will be provided in the median at all crossings of the LRT tracks to provide a space for
pedestrians to wait out of traffic and off the tracks should they not be able to complete their crossing of
Crenshaw Boulevard during one signal phase. Each crossing was evaluated for pedestrian safety based on
site visits and engineering design. The evaluation resulted in a list of design modifications and mitigation
measures identified in the Safety and Security Section of the FEIS/FEIR to improve the level of safety at
crossings. The final determination of safety measures to be implemented near school zones is determined
through consultation and approval by the California Public Utilities Commission.

Response to comment 20-11-Q.

Additional pedestrian counts at major crossings near schools were conducted during the safety analysis of
the Crenshaw/LAX Transit Corridor Project. At Crenshaw Boulevard and 50" Street, approximately 75
pedestrians crossed Crenshaw Boulevard (north leg) and approximately 10 to 15 pedestrians crossed 50"
Street (east leg) in the morning peak hour (7:00 to 9:00 a.m.). In the early afternoon, approximately 65
pedestrians crossed Crenshaw Boulevard, and 25 students crossed 50th Street. After 4:00 p.m., the
pedestrian activity decreased to less than 40 persons crossing the streets. At Crenshaw Boulevard and
52nd Street, approximately 80 pedestrians used the crosswalks in the AM peak hour, and only one quarter
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of them crossed Crenshaw Boulevard. In the early afternoon peak hour, approximately 50 pedestrians
crossed the intersection, and half of them crossed Crenshaw Boulevard. After 4:00 p.m., the pedestrian
volumes decreased to less than 35 persons, and about one-third to half of them crossed Crenshaw
Boulevard. At Crenshaw Boulevard and 57" Street, approximately 20 to 25 pedestrians crossed Crenshaw
Boulevard (north and south legs), while nearly 95 pedestrians crossed 57th Street (east and west legs) in the
AM peak hour. In the early afternoon, approximately 30 to 35 pedestrians crossed Crenshaw Boulevard,
and almost 90 students crossed 57th Street. After 4:00 p.m., the pedestrian flow crossing Crenshaw
Boulevard was still about 30 to 35 per hour, while the pedestrian volumes crossing 57th Street were
reduced by one-third (about 65 total). Please refer to response to comment 20-11-O or 20-11-P regarding
safety measures to be incorporated along the alignment.

Response to comment 20-11-R.

The FEIS/FEIR provides revised safety mitigation measure to provide specific safety design elements and
treatments for the Crenshaw/LAX Transit Corridor Project. These mitigation measures can be found on
in the Safety and Security section of the FEIS/FEIR. Implementation of these mitigation measures would
result in no adverse safety impacts fir the Crenshaw/LAX Transit Corridor Project.

Response to comment 20-11-S.

The safety mitigation measures proposed ion in the Safety and Security section of the FEIS/FEIR were
determined to result in no adverse impacts to pedestrian (student) safety. No additional mitigation would
be required.

Response to comment 20-11-T.

The DEIS/DEIR determined that the construction and operation of the Crenshaw/LAX Transit Corridor
Project would not adversely affect emergency response times. Construction along the alignment would
result in temporary lane closures and disruption in traffic. However, emergency ingress and egress would
be maintained at all times. Operation of the Crenshaw/LAX Transit Corridor Project would occur within
the existing street system and along the existing Harbor Subdivision right-of-way, which would not affect
vehicle or pedestrian access to community facilities. As a result, no impact to emergency response times
for police and fire stations or access to their stations, was anticipated.

Response to comment 20-11-U.

The likelihood of a light rail train derailment for the Crenshaw/LAX Transit Corridor Project is rare along
straight sections of the track. Only two major turns are included along the project alignment: the
Crenshaw/Harbor Subdivision turn and the Aviation Manchester turn. The Crenshaw Boulevard Harbor
Subdivision right-of-way intersection would be below grade and any potential risk of derailment would not
affect the surrounding environment since it would be contained within below grade tunnel.

The crossing at Victoria is being closed and the crossings at Brynhurst, West, Redondo, Hindry and Oak

have all been reviewed in consultation with the CPUC, LADOT and the City of Inglewood. Appropriate
safety treatments have been incorporated into the designs.
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Response to comment 20-11-V.

A designated passenger loading area adjacent to View Park will be provided on Crenshaw Boulevard
designated between the hours of 6:30 a.m. and 4:00 p.m. Parking restrictions on residential streets near
station areas are implemented by the applicable city jurisdictions. Metro will coordinate with cities to help
identify areas where parking restrictions are needed to deter transit patrons from parking on residential
streets. The majority of on-street parking loss would occur on the inner portion of the frontage road
bordering both sides of Crenshaw Boulevard between 48" and 60" Street. There is a total loss of 308 on-
street parking spaces along Crenshaw Boulevard with a loss of 142 northbound and 166 southbound on-
street parking spaces. A study of parking utilization determined that the loss of these spaces would not
create an adverse impact as the parking is not fully utilized and many businesses and the City provide
underutilized off-street parking. Additional parking was created at the Florence/West, Florence/La Brea,
and Crenshaw/Exposition Stations to provide additional parking in the corridor.

Response to comment 20-11-W.

Section 13 of the Crenshaw Specific Plan requires that to the extent physically feasible, all new utility lines
that directly service a Project shall be installed underground. In areas along Crenshaw Boulevard where
the alignment is underground, the utility lines that provide electrical power would also be underground.
Where the alignment is at grade along Crenshaw Boulevard (60" to 48" Streets), it would not be physically
feasible to place utility wires underground because the entire Metro light rail system is run by overhead
electrical wires which require the utility wires to be above the light rail vehicles. Therefore the
Crenshaw/LAX Transit Corridor Project would remain consistent with the Crenshaw Specific Plan, as
stated in the Land Use Section of the FEIS/FEIR. The cost of constructing a fully grade-separated project
along the entire length of Crenshaw Boulevard, including the area designated under the Crenshaw/LAX
Corridor Specific Plan, is beyond Metro policies and the scope of the approved Metro budget for the project
and financially infeasible.

Response to comment 20-11-X.

The light rail system would be similar in character to the existing transportation infrastructure along
Crenshaw Boulevard, which includes lighting, utility poles, signage, and signals. The DEIS/DEIR found
that a light rail transit system traveling at grade in the Crenshaw median would be consistent in character
with surrounding land uses. No significant impacts to visual resources would occur from the operation of
the light rail alignment in an at-grade configuration along Crenshaw Boulevard.

Response to comment 20-11-Y.

The potential operational impacts to air quality and traffic congestion were evaluated in the
environmental document. The air quality analysis uses the sensitive receptors that the commenter
refers to in order to measure impacts. The FEIS/FEIR found that there would be significant and
unavoidable air quality impacts during construction. A localized air quality analysis, which includes
the emissions from automobiles, including CO emissions, queuing at intersections, determined that
no applicable localized air quality thresholds would be exceeded from operation of the
Crenshaw/LAX Transit Corridor Project. Localized CO concentrations associated with the LRT
Alternative would not exceed the federal standards.
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Table 4-26. 2030 Carbon Monoxide Concentrations/a/

1-Hour 8-Hour
(Parts per Million) (Parts per Million)

Existing | Project Existing | Project Year
Alternative and Intersection (2008) | Year (2030)

No Build Alternative

Aviation Blvd/Century Blvd - AM Peak Hour 5 2 3.8 1.4
Crenshaw Blvd/Adams Blvd - AM Peak Hour 5 2 3.9 1.4
Crenshaw Blvd/Jefferson Blvd - PM Peak Hour 5 2 3.9 13
Crenshaw Blvd/Slauson Ave - AM Peak Hour 5 2 3.8 1.3
Crenshaw Blvd/Stocker St - PM Peak Hour 5 2 3.9 1.4
Crenshaw Blvd/Washington Blvd - AM Peak Hour 5 2 3.8 1.4
La Brea Ave/Jefferson Blvd - PM Peak Hour 5 2 3.6 1.2
La Brea Ave/Rodeo Rd - PM Peak Hour 5 2 3.9 1.4
La Brea Ave/Slauson Ave - PM Peak Hour 5 2 3.9 1.4
Wilton P1/Wilshire Blvd - AM Peak Hour 5 2 3.9 1.4
TSM Alternative

Aviation Blvd/Century Blvd - AM Peak Hour 5 2 3.8 1.4
Crenshaw Blvd/Adams Blvd - AM Peak Hour 5 2 3.9 1.4
Crenshaw Blvd/Jefferson Blvd - PM Peak Hour 5 2 3.9 1.3
Crenshaw Blvd/Slauson Avenue - AM Peak Hour 5 2 3.8 1.3
Crenshaw Blvd/Stocker Street - PM Peak Hour 5 2 3.9 1.4
Crenshaw Blvd/Washington Blvd - AM Peak Hour 5 2 3.8 1.4
La Brea Ave/Jefferson Blvd - PM Peak Hour 5 2 3.6 1.2
La Brea Ave/Rodeo Rd - PM Peak Hour 5 2 3.9 1.4
La Brea Ave/Slauson Ave - PM Peak Hour 5 2 3.9 1.4
Wilton P1/Wilshire Blvd - AM Peak Hour 5 2 3.9 1.4
BRT Alternative

Aviation Blvd/Century Blvd - AM Peak Hour 5 2 3.8 1.4
Crenshaw Blvd/Adams Blvd - AM Peak Hour 5 2 3.9 1.4
Crenshaw Blvd/Jefferson Blvd - PM Peak Hour 5 2 3.9 1.3
Crenshaw Blvd/Slauson Ave - AM Peak Hour 5 2 3.8 1.3
Crenshaw Blvd/Stocker St - PM Peak Hour 5 2 3.9 1.4
Crenshaw Blvd/Washington Blvd - AM Peak Hour 5 2 3.8 1.4
La Brea Ave/Jefferson Blvd - PM Peak Hour 5 2 3.6 1.2
La Brea Ave/Rodeo Road - PM Peak Hour 5 2 3.9 1.4
La Brea Ave/Slauson Ave - PM Peak Hour 5 2 3.9 1.4
Wilton P1/Wilshire Blvd - AM Peak Hour 5 2 3.9 1.4
LRT Alternative

Aviation Blvd/Century Blvd - AM Peak Hour 5 2 3.8 1.4
Crenshaw Blvd/Adams Blvd - AM Peak Hour 5 2 3.9 1.4
Crenshaw Blvd/Jefferson Blvd - PM Peak Hour 5 2 3.9 1.3
Crenshaw Blvd/Slauson Ave - AM Peak Hour 5 2 3.8 1.3
Crenshaw Blvd/Stocker St - PM Peak Hour 5 2 3.9 1.4
Crenshaw Blvd/Washington Blvd - AM Peak Hour 5 2 3.8 1.4
La Brea Ave/Jefferson Blvd - PM Peak Hour 5 2 3.6 1.2
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1-Hour 8-Hour
(Parts per Million) (Parts per Million)
Existing | Project Existing | Project Year
Alternative and Intersection (2008) | Year (2030)
La Brea Ave/Rodeo Road - PM Peak Hour 5 2 3.9 1.4
La Brea Ave/Slauson Ave - PM Peak Hour 5 2 3.9 1.4
Wilton P1/Wilshire Blvd - AM Peak Hour 5 2 3.9 1.4

/a/ Existing concentrations include year 2008 one- and eight-hour ambient concentrations of 4 and 3.1 ppm, respectively.
Future concentrations include year 2030 one- and eight-hour ambient concentrations of 1and 1.1 ppm, respectively.
Source: TAHA, 2008.

The federal air quality regional threshold would not be exceeded during the operation the light rail system.
Because operation of the light rail system would result in a reduction of automobile trips, no adverse
greenhouse gas impacts would occur.

The traffic model used for the Crenshaw/LAX Transit Corridor Project forecast the operation of the light
rail system would result in a reduction of approximately 26,000 vehicle trips countywide. According to the
traffic analysis contained in Appendix F of the DEIS/DEIR, 15 of the 46 intersections are currently
operating beyond their capacities in the AM or PM peak periods. The Crenshaw Light Rail Project would
result in a decrease in overall delay or no change at 29 of the 46 study intersections when compared to the
No Build Alternative. The Crenshaw Light Rail Project would result in a small increase in delay (less than
five seconds) at 13 of the 46 intersections compared to No Build Alternative. The remaining four
intersections would result in a delay of greater than five seconds. An increase in delay of greater than five
seconds would result in an adverse traffic impact. The four impacted intersections were determined to be:

Crenshaw Boulevard and Exposition Boulevard
Crenshaw Boulevard and Rodeo Road
Crenshaw Boulevard and 54" Street

Centinela Avenue and Florence Avenue

Traffic mitigation measures were identified on pages 3-53 and 3-54 of the DEIS/DEIR which would
eliminate the impacts along Crenshaw Boulevard at Florence Avenue and 54th Street identified above. The
incorporation of Design Option 6 into the project eliminates the remaining two impacts at Exposition
Boulevard and Rodeo Road.

Response to comment 20-11-Z.

The elevated alignment that the commenter refers to along Crenshaw Boulevard and the Harbor
Subdivision was removed from consideration and not incorporated into the locally preferred alternative.
Therefore, no mitigation for the potential loss of privacy to adjacent residences would be required.

Response to comment 20-11-AA.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process. The narrow width of the Harbor Subdivision Railroad right-of-way, as well as
potential access, limits the ability of Metro to lease, sell, or develop land along the right-of-way. The Harbor
Subdivision was purchased with the intent of supporting an at-grade transit system. During the design
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process, Metro evaluated the incorporation of pedestrian friendly design elements, such as open space and
landscaping.

Response to comment 20-11-BB.

Comment noted. The DEIS/DEIR has been revised to reflect the correct naming and size of the
approximately 300,000 square foot District Square redevelopment project. Consistency with land use
policies are based only on adopted plans and policies. Metro acknowledges that the West Adams Baldwin
Hills Community Plan is undergoing a revision, however project consistency must be measure against the
existing adopted policy.

Response to comment 20-11-CC.

The type of construction, schedule, equipment to be used and location of haul routes and staging areas are
typically determined during the final design of the project. The FEIS/FEIR has incorporated this updated
construction information into the environmental analysis of the Crenshaw/LAX Transit Corridor Project.
The FEIS/FEIR determined that no additional impacts would occur during the construction of the
Crenshaw/LAX Light Rail Project than were previously disclosed in the DEIS/DEIR. The DEIS/DEIR
assumed a worst case cut and cover construction method. Mitigation measures are identified that reduce
the impacts associated with this construction method. The actual methods of construction will be finalized
once the design build contracts for the Project are awarded, which would occur after the completion of the
FEIS/FEIR.

Metro acknowledges that the construction of the light rail system would affect surrounding communities
during construction. Metro will coordinate with the surrounding residents and local businesses of the
adjacent communities to minimize adverse effects to the extent feasible during construction.
Underground segments of the alignment would result in increased disruption to communities during
construction because of the longer time required for excavation. Upon completion of the Crenshaw Light
Rail Project, operation of the light rail system would provide enhanced access to members of the
surrounding communities. This enhanced access would occur along all portions of the alignment,
particularly near station areas.

Response to comment 20-11-DD.

The section of Crenshaw Boulevard between 48th Street and 39th Street would be below grade. In
order to evaluate the worst-case scenario, cut-and-cover construction methods are assumed for all
below grade segments of the proposed project. The cut and cover construction would reduce the
vehicular movements along Crenshaw Boulevard over the open cut sections. A temporary bridge,
which would take approximately four months to complete, would be used to minimize the impacts of
this construction method. Off-peak and night closures would be required during the four month
construction period of the temporary bridge. The construction of the cut and cover box below the
temporary bridge would take 12 months. Full off-peak or weekend closures of Crenshaw Boulevard
northbound may be necessary on a short term basis. The number of traffic lanes on Crenshaw
Boulevard would be reduced as a result, and local circulation would be impacted. Traffic may divert
to Victoria Avenue to the west or 11th Avenue to the east, causing impacts to the residential street
system. On-street parking would be lost for up to 36 months during the construction phase to make
way for displaced travel lanes. The 39th Street portal is also planned as a cut and cover section. The
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alignment returns to grade in the commercial corridor, just north of the Baldwin Hills Crenshaw
Plaza; the neighborhoods immediately to the east and west are residential. Temporary lane closures
are anticipated during off-peak and nighttime periods, this may require temporary street closures
during the off-peak periods for up to six months. The median left-turn lanes would likely be closed
during the construction period, prohibiting left turns onto 39th Street; additionally, all east-west
traffic on 39th Street would be unable to cross Crenshaw Boulevard for up to six months. Traffic is
expected to divert to alternate routes including Victoria Avenue and Bronson Avenue; these routes
travel through residential neighborhoods and residents may experience an increase of pass-through
traffic during the construction phase for up to six months. While on-street parking is not available
on Crenshaw Boulevard, on-street parking is available on the frontage roads immediately to the east
and west. This parking may be temporarily lost because of staging of construction equipment.

With the implementation of Mitigation Measures T1 through T6 in Chapter 3.0 of the FEIS/FEIR,
the adverse effects of construction activity would be reduced for adjacent commercial districts and
residential neighborhoods. Because these effects are associated with the construction phases and are
short-term in nature, no adverse effects are anticipated.

Response to comment 20-11-EE.

The type of safety and security to be used during the construction of the Crenshaw/LAX Light Raul Transit
Project were determined during the advanced conceptual engineering of the project. These construction
safety and security measures can be found in the Construction section of the FEIS/FEIR.

Response to comment 20-11-FF.

The FEIS/FEIR has been updated to reflect the most recent greenhouse gas (GHG) and climate
change actions taken by the USEPA. Updated regulatory information includes discussion of:

B The USEPA Clean Air Act waiver that allows California to apply GHG standards to vehicles
beginning with the 2009 model year;

B The USEPA Final Mandatory Reporting of Greenhouse Gases Rule;

B The Department of Transportation’s National Highway Traffic Safety Administration’s program
to reduce GHG emissions and improve fuel economy for new cars and trucks sold in the United
States; and

B The USEPA finding that the current and projected concentrations of the six key well-mixed
GHGs--carbon dioxide (CO2), methane (CH4), nitrous oxide (N20), hydrofluorocarbons (HFCs),
perfluorocarbons (PFCs), and sulfur hexafluoride (SF6)--in the atmosphere threaten the public
health and welfare of current and future generations.

According to the air quality analysis in the FEIS/FEIR, the Crenshaw/LAX Transit Corridor Project would
result in a decrease of 19,741 metric tons per year of GHGs. The GHGs were calculated using the Metro
Travel demand model which forecasts the regional automobile, bus, and rail VMT, a method which has
been approved by the SCAQMD.

Response to comment 20-11-GG.

Comment noted. The ecosystems/biological resources section of the DEIS/DEIR determined that are
currently no sensitive species or habitat located directly within the LRT Alternative project area. As
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identified in Section 4.7 Ecosystems/Biological Resources, the LRT Alternative and design options may
require the removal and/or disturbance (including trimming) of mature trees along the proposed
alignment. Through compliance with the City of Los Angeles Native Tree Ordinance and implementation
of mitigation measures identified in Section 4.7 Ecosystems/Biological Resources, construction of the BRT
Alternative or the Base LRT Alternative and design options would reduce potential impacts to biological
resources to less than significant levels.

Response to comment 20-11-HH.

As documented in the Chapter 7.0, Public Participation, Spanish translation services were available at all of
the public meetings. There were no requests received for a Spanish translation of the DEIS/DEIR. Had
Metro received such a request, which could have been received any of the public meetings, Metro would
have been more than willing to provide at the very least, a translation of relevant information and
summaries.

The comment form the commenter refers to provided a check box of topics for reference and as
informational purpose only. No data on these boxes was collected or analyzed. Because the environmental
justice topic received the second most number of comments, the lack of an environmental justice box did
not likely affect the potential to receive environmental justice comments.

The Grade separation for light rail transit is typically driven by factors related to design, operational
characteristics and physical constraints, and is not dependent on the type of community where it is to be
located. As shown in Table 4-95 on page 4-514 of the DEIS/DEIR, most of the grade separations that occur
in the existing Metro Rail system are grade-separated at predominantly minority and low-income
communities. The Metro Red and Purple Lines have fifty-five percent of the alignment traveling through
minority areas and 74 percent of the lines travel through low-income areas.

The intent of Executive Order 12898 pertaining to Environmental Justice is to disclose any element of the
planning, design, and alternative selection process and overall decision-making process, which indicates
there has been a systematic bias toward disproportionate focusing adverse environmental impacts, on low-
income, minority, or other communities and neighborhoods of concern. The transparency in the decision-
making process lies at the heart of this consideration. Transit planning involves both policy choices as well
as engineering and environmental impact decisions regarding the modes considered, the level of transit
service, frequency of service, route alignments, and station locations. In many instances, minority and
low-income communities are highly transit dependent. The planning process is designed in large part to
serve the mobility and access of these communities. Serving transit-dependent communities
disproportionately less than less transit-dependent communities would be a severe environmental
injustice. Nonetheless, the placement of transit infrastructure — while the intent is to provide a beneficial
impact to communities, may have unintended adverse effects. The alternatives evaluation and the
environmental review process is designed to disclose and resolve any potential unanticipated problems
that may affect adjacent communities.

The DEIS/DEIR analyzed the Crenshaw/LAX Transit Corridor Project to determine if the project would
cause disproportionate adverse impacts related to transit service equity, traffic congestion, parking,
displacement, community cohesion, health issues, historical, archaeological, paleontological, community
facilities, economic vitality and employment opportunities, safety and security, and construction. The
following considerations were utilized in the environmental justice evaluation of the Crenshaw/LAX Light
Rail Transit Alternative:
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B Whether the proposed project would provide transit equity;

B Whether the proposed project would have any potential adverse effects that would be
disproportionally borne by minority and low-income communities; and/or

B Whether low-income communities have had opportunities to actively participate in the planning
of the project.

When first considering rail modes for the Crenshaw/LAX Transit Corridor, several modes were considered
including heavy rail and light rail. Due to the nature of the existing and planned development along the
corridor and the relatively modest estimates for ridership along the corridor, heavy rail (a mode that is
typically fully grade separated) was deemed to be not necessary and inappropriate for application to the
Crenshaw/LAX Corridor. Furthermore, the Light Rail Transit mode provides an opportunity to connect to
other existing rail facilities in the corridor (i.e., the Metro Green Line). Because Light Rail Transit can
operate at several grades (at-grade, aerial, and below-grade), Metro adopted a Grade Crossing Policy for
Light Rail Transit in 2003 to systematically address the issue of grade-separating Light Rail Transit
Facilities. This policy has been in use as a planning and engineering assistance tool and it requires that rail
and highway crossings be analyzed in a sequence of steps at increasing levels of detail. This policy is
applied to all Metro project corridors regardless of the socioeconomic status or race/ethnicity of adjacent
neighborhoods. Grade separation for light rail transit is primarily engineering-driven, and is not
dependent on the type of community where it is to be located. As shown in Table 4-95 on page 4-514 of
the DEIS/DEIR, most of the grade separations that occur in the existing Metro Rail system are grade-
separated at predominantly minority and low-income communities. The Metro Red and Purple Lines
have fifty-five percent of the alignment traveling through minority areas and 74 percent of the lines travel
through low-income areas. This table illustrates that more grade separation occurs within minority and
low income communities and that these targeted communities are not disproportionately impacted.

Metro, similar to other transit planning agencies throughout the U.S., operates on the premise that
LRT is primarily an at-grade or surface-running transit technology and incorporates grade
separations. This transit technology can operate in at-grade environments ranging from mixed
traffic, to an exclusive right-or-way or guideway. Metro considers grade separations associated with
LRT projects on a case-by-case basis primarily for severe traffic or other environmental impacts and
not on the socio-economic profile of an area. Traffic operations at intersections must be maintained
at an acceptable level of service (LOS) in conjunction with adequate LRT train frequencies and overall
travel times. As described in the FEIS/FEIR, the LPA for the Crenshaw/LAX Transit Project would
operate at-grade between 48" Street and 60" Street, where it was determined that light rail could
operate safely without the need of a grade separation. This determination was based on the width of
Crenshaw Boulevard at this point, proposed operation modifications to traffic signals, and proposed
street geometry changes. No adverse effects related to environmental justice were identified along
this segment.

There has been an extensive public outreach process where alternatives have been formulated, evaluated
and refined. The evaluation process has informed the affected residents of the relative impacts among
options (alignment routes, vertical and horizontal alignments, station locations, etc.). The Metro Board of
Directors, in selecting an LPA, considered the engineering and environmental documentation, as well as
public comments and concerns. In instances where issues have arisen, design and alignment decisions
have been revisited. In instances where adverse effects have been identified, design options and mitigation
measures have been formulated to reduce or eliminate potential impacts on adjacent communities, and on
adjacent minority or low-income communities.
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Metro, during the public participation process, responded to community concerns regarding the safety of
at-grade sections by including grade-separated design options in key sections of the corridor with the
exception of the segment on Crenshaw Boulevard from 48" Street to 60" Street, where it was determined
that light rail could operate safely without the need of a grade separation. This determination was based on
the availability of right-of-way within Crenshaw Boulevard along this section, traffic signal proposed
operation modifications, and proposed street geometry changes. No adverse effects related to
environmental justice were identified along this segment.

CEQA/NEPA requires the analysis of the physical impacts of the environment. Under Section 106, the
Environmental Justice analysis found that no disproportionate environmental impacts would occur to any
of the groups referred to by the commenter.

Under the Crenshaw/LAX Transit Corridor Project, the northern terminus of the line is at the Exposition
Station. The Wilshire/La Brea station area and associated affluent, non-minority Park Mile community to
the north that the commenter refers to would not receive transit service under the Crenshaw/LAX Transit
Corridor Project. A future northern extension of the line to Wilshire is not part of the Locally Preferred
Alternative selected by the Metro Board of Directors. A Feasibility study has been conducted by Metro that
indicated that a future northern extension of light rail transit to Wilshire Boulevard is feasible. Such a
connection is included in the Strategic Element of Metro’s Long Range Transportation Plan adopted in
October 2009. A separate planning process could explore a transit investment in the corridor if a future
update to Metro’s Long Range Transportation Plan identifies this as a funded project. However, no
disproportionate impacts could occur since this prospective extension is not a funded transit project

Response to comment 20-11-I1.

Each potential grade crossing has its own unique situation depending on site distance, signal timing,
pedestrian circulation, as well as many other additional factors. It is for this reason that grade crossing
decisions are made on a case by case basis by Metro and the CPUC. An accident prediction report would
be extremely speculative and could not be based on any substantive data that could be considered
applicable at all grade crossings. Determining the costs from future accidents also could not be reasonably
predicted for the same reason. The operating and maintenance costs of the Crenshaw/LAX Transit
Corridor Project were refined during the final design phase. The updated costs can be found in the
Financial Analysis and Comparison of Alternatives Chapter of the FEIS/FEIR.

Response to comment 20-11-J).

The aerial station at Century is designed such that passengers do not cross the tracks in order to get to the
platform. Passengers are required to exit the platform and go underneath the rail to exit. This
configuration would increase the level of pedestrian safety at the aerial Century Station. Nonetheless, both
configurations are determined to be safe.

Response to comment 20-11-KK.

Please refer to response to comment 20-11-P.
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Response to comment 20-11-LL.

Under the locally preferred alternative, the Light Rail Line would operate in a below grade configuration
from 60" Street to Victoria Avenue where the Light Rail Line would come to grade after it crossed Victoria
Avenue. The Victoria Avenue crossing is, therefore, closed due to the below grade alignment. In addition,
there is a station located at West Boulevard at which the train must slow to a stop. Given these conditions,
the difference in speeds of a light rail vehicle and freight train would not be significantly different at the
three crossings the commenter refers to. Therefore, an unmitigable pedestrian safety impact would not
result, as suggested by the commenter.

Response to comment 20-11-MM.

HMM/Bechtel conducted a comparative evaluation of binocular bored tunnel versus a conventional
circular bored tunnel for the Silicon Valley Rapid Transit Project in 2007. The study examined the
feasibility of using binocular TBMs to construct the tunnels, an examination of cycle time and schedule,
design implications, and a cost comparison. The binocular bored tunnels were found to have lower
footprints and right-of-way acquisition costs; however, they required deeper portal structures, and
significantly higher costs from the TBMs, the additional design requirements, lower rate of progress and
increased risk. Binocular TBMs have a limited history of use, since being developed in 1988 and are
primarily manufactured in Japan. Contractors within the United States have little experience in using this
method of construction which would contribute to an increased risk cost. Case studies have also found
that the tunneling cycles for binocular TBMs are less than half the progress for a conventional circular
TBM.

Response to comment 20-11-NN.

Comment noted. During the advanced conceptual engineering phase of the Crenshaw/LAX Transit
Corridor Project, the costs of construction were able to be more accurately determined with the completion
of detailed engineering plans and geotechnical investigations. The revised construction costs for the
Crenshaw/LAX Transit Corridor Project are presented in Chapter 8.0, Financial Analysis and Comparison
of Alternatives of the FEIS/FEIR.

Response to comment 20-11-O0.

Comment noted. During the advanced conceptual engineering phase of the Crenshaw/LAX Transit
Corridor Project, the costs of operations and maintenance were able to be more accurately determined with
the completion of detailed engineering plans. The revised operation and maintenance costs for the
Crenshaw/LAX Transit Corridor Project are presented in Chapter 8.0, Financial Analysis and Comparison
of Alternatives of the FEIS/FEIR.
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COMMENT: 20-12. United Homeowners Association, Inc.

Abbott, Matthew

From: figcO01 &aol.com

Sent: Monday, October 26, 2008 5:.02 PM
Ta: Diaz, Roderick

Subject:

United Homeowners Association Letter
Attachments: MTA-LRT Support Letter doc

Hi Rodanck

Please find attached the UHA lstter. The hard copy will b farth comming
Theo

B e L
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20-12

United Homeowners Association, Inc.
P.O. Box 43338
Los Angeles, California 90043

www.UHA1979.0org
October 26, 2009

Roderick Diaz, Project Manager,
Metropolitan Transit Authority
One Gateway Plaza, 99-22-3,
Los Angeles CA 90012

On behalf of the United Homeowners Association representing over 5,700 households in the
communities of View Park, Windsor Hills and View Heights, | respectfully request that the Board
of Directors of the Metropolitan Transit Authority vate to support our community’s desire to have
a Light Rail Transit (LET} system.

The Light Rail Transit systern is desired for many reasons the least of all is the banefit that such
a transit will have on the future development of South Los Angeles. The LRT will bring fo our
community a new infrastructure that will be transformative. From the beginning, the LRT will
mean many business opportunities and bring many jobs to the community. The construction
phase alone will be a catalyst for employment for many residents within South Los Angeles.

The completion of the LRT system will mean that South Los Angeles, and particularly the
neighborhoods adjacent to the LRT, will have greater opportunities to participate in the broader
Los Angeles County community, in terms of jobs, education, health services, recreational and
business opportunities. The completion of the LRT would also mean that our community has
convenience access to a broader global community that be accessed via the Los Angeles
Intemational Airport. The proposed LRT terminates at LAX which means that our neighborhoods
will have greater opportunities to participata in the recently approved LAX expansion plans.

Also, the LRT system will preserve and protect the character of the neighborhoods in South Los
Angeles. The underground transit system will preserve the existing character of the area as
there will be very limited demolition or removal of significant buildings and institutions that
confribute to the unique identity of South Los Angeles. The LRT system will also protect the
potential for future development that could result in a tremendous and viable economic base for
the South Los Angeles area.

Again, the United Homeowners Association supports the Light Rail Transit system and
respactfully request that the MTA board votes to support the Light Rail Transit as well. If you
have any questions, please feel free to call me at (323) 291-0984 or (323) 691-6839,

regards,

m rs Association
Ce.  Supervisor Mark Ridiey-Thomas

David Reed, Vice President
UHA Board of Directors
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Roderick Diaz, Project Manager,
Metropolitan Transit Authority
One Gateway Plaza, 99-22-3,
Los Angeles CA 90012
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Response to comment 20-12-A.

Please Refer to Master Response 6 regarding selection of the locally preferred alternative.
Response to comment 20-12-B.

Comment noted. Please see response to comment 20-12-A.

Response to comment 20-12-C.

Comment noted. The Crenshaw/LAX Transit Corridor Project would provide connectivity to the Los
Angeles Airport. The Light Rail System would increase accessibility for residents and businesses and
provide the opportunity for future development.

Response to comment 20-12-D.

The selected LPA includes two underground segments for light rail along Crenshaw Boulevard, between
39" Street and 48" Street and between 60" Street and Victoria Avenue. The inclusion of these two
underground segments follows a consistent application of criteria for considering grade separations for
LRT. These criteria include availability of right-of-way, environmental impacts (such as traffic impacts,
visual impacts, impacts to historic resources, and environmental justice impacts), and Metro’s established
Grade Separation Policy. In locations where there is available right-of-way, where there is a lack of
significant environmental impacts, or where conditions fail to meet the criteria of Metro’s Grade
Separation Policy, the Light Rail Transit alignment is proposed to remain at grade. The Metro Board also
authorized continued environmental review of three design options including an extended below grade
section between Exposition Boulevard and 39" Street (Exposition/Crenshaw Grade Separation) originally
Design Option 6. During advanced conceptual engineering, an at-grade configuration was determined to
be technically infeasible along this segment. The incorporation of Design Option 6 would be required to
connect to the Exposition Line subject to financial feasibility. In sections of the alignment where the
Crenshaw/LAX Light Rail Transit System is at grade, the character of the community would be preserved
and no significant buildings or institutions that contribute to the unique identity of South Los Angeles
would be removed.
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COMMENT: 20-13. Vistamar School.

20-13

R

VISTAMAR

5 CH O oLl

Crotober 22, 2009

Roderick B. Diaz

Transportation Planning Manager Y South Bay Area Team
Las Angalas County Metropolitan Transporigtion Autharity
One Gateway Plaza

Mail Stop: 99-22-2

Loz Angstes, GA 50012

Daar My Diaz:

| am writing to express Vistamar School's concerns regarding the effect on Vistamar and its students of | A
the Site "D maintenance and cperations facility associated with the Crenshaw Transit Corrider Project

Staff from Vistamar attended the 10/20008 El Segundo City Council mesting, and we concur with the
cancems raisad by tha Planning Staff regarding the EIR. Vistamar Schood, located at 737 Hawaii Street
in Ef Segunds, is less than haf a mile from the propesed facility, and we are concernad about the effect
of the facility on cur siaff and students.

1) Our shudents use the outdoer spaces surrounding cur scheal bath for lunch space and play space
O understanding is that the project would produce ynmitigable air pollution impacts relating to the
maintenancs shop, paint and body work, the work on the light rail cars, and the edditianal traffic fram B
buses andcars. A significant change In alr quality could affect Vistamar's abilty to atiract and retain
studients to our schaal.

) The EIR descriptions and engineering drawings did not seem consistant, and we are unclear about the
true intended size of the two patential faciliies, However, we are clear that adding several hundred c
employess o Douglas Street is likely to severety affect Vistamar's fraffic flow and possibly the security of
our studenis. We also chose this facility in part because it was industrial and yet quite secure. Most of
the businassas in this area employ professionals subject to security checks, and there is very limited

actity fram our neighbars in the evenings, when we frequently have student events, We are concarned D
about the traffic and security impact of adding a large number of non-resident workers so close to a

schical

‘istamar s not the only school or non-profit institution in the area which wili be affected by this

construction. (Oceanside Christisn Church is immediately sdiscent. and DaVinei Charter Schools and E

Wiseburn public schools are immediately across Aviation Blvd at Alaska ] \We urge the MTA to keep the
neads of these institutions in mind for @ safe, healthiul, and secure neighborhood for our students.

5 sincerely,
r@"(
Bulckheit

eL; Ggeg Qa_,rpentﬂr‘Klrn Christensen, Gregg Kirkpatiick, Cindy Smat :

(=L PR e

737 Hawa Street, Bl Segundo, C8 50245
L IIG43.TIFT £ II0643. 73
weera vsamarschool ong
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Response to comment 20-13-A.
Comment noted. Please refer to Master Response 2 regarding comments pertaining to the effects of
potential Maintenance Facility Site B or D.

Response to comment 20-13-B.

Comment noted. Please refer to Master Response 2 regarding comments pertaining to the effects of
potential Maintenance Facility Site B or D.

The commenter refers to the air quality impacts from increased congestion resulting from operation of the
Crenshaw/LAX Transit Corridor Project. Please Refer to Master Response 5 regarding traffic methodology
and analysis.

A localized air quality and traffic analysis was conducted for the maintenance facility for the
Crenshaw/LAX Transit Corridor Project. No traffic impacts were determined to occur from the operation
of the maintenance facility. Localized air quality impacts would occur at sensitive receptors near the
maintenance facility, however, no air quality and traffic impacts would occur at Vistamar School because
the school is located more than 1.5 miles from the proposed maintenance facility.

Response to comment 20-13-C.

Comment noted. Please refer to response to comment 20-13-A.

Response to comment 20-13-D.

Comment noted. Please refer to response to comment 20-13-A.

Response to comment 20-13-E.

Comment noted. Please refer to response to comment 20-13-A.
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COMMENT: 20-14. Westchester Neighbors Association, Westchester Democratic Club, LAX Area Advisory
Committee.

20-14

Abbott, Matthew

From:  Williarm Raoberts [brobertsS @ hatrmail com)
Sent: Monday, October 26, 2009 503 PM

To! Diaz, Rodenck

Subject: Metra Crenshaw Transit Corridor DEIS/DEIR

Mame: William R. Roberts, President, Westchester Democratic Club

Organizations:  Westchester Nelghbors Assoclation, Westchester Democratic Club, LAX Area
Advisary Committee

Address: 8219 Reading Ave, Westchester, CA 90045
e-mall: brobertsil@hotmall.com  please add me to project mailing list

The Westchester Democratic Club suppaorts the LRT Alternative, over the BRT Alternative, A
even though it & more costly and will take longer to buiid.

Comments:

« An LAY connection to/with the LRT or BRT project is mandatory. Information from Los
Angeles World Airports (LAWA) as to what and where their portion of the connection will be
for the recommended station bocation(s) is necessary prior to creating the Final EIS/EIR for
the Crenshaw Corridor project.

» Graen line access/interaction that is safe and convenient is also necessary. l c

» The El Segundo location for the repair/maintenance facility is strongly preferred. It would
not impact residential areas and would require less grading and preparation, thus saving D
funds and time,

« Hindry Avence in the Osage Park area of Westchester must not be restricted or closed (it is
one of the few ingress/egress points into/out of this residential area). Nor should Hindry or E
Osage Avenues be designated as traffic access roads for the LRT station.

= Mot only must there be no Westchester repair/maintenance facility, thera must be careful
planning 5o that auto traffic on Hindry and Osage Avenues are not hampered by any station F
at the Hindry/Florence ar Manchester/Forence intersaction,

« Full access to 83rd Street, Osage Avenue, and Hindry Avenue In Westchester are also
necessary, both during construction and after the project is finishad. Upgrades to traffic flow G
{such as a traffic light at Osage/Manchester) may be necessary.

# The LRT preject must include gates and lights te minimize the interaction of the trains with
autas and pedestrians, and lessen tha necessity for train horns ar whistlas. I H

=+ Grade separation, especially at heavily-traveled intersactions is preferable. I I

# To enable usage by people In Westchaster and Playa del Rey, there must be a convenlent, I
safe, well-lit canmection area to link up with bus systems along Manchaster Ave,

= Sound walls will be necessary wherever the train comes close to resldential areas, especially
where the train will be approaching intersections and/for curves and might use an audible
Warning systerm..

» Landscaping will be necessary o block visual {and noise) impacts on residential areas, l L

= A comprehensive study of toxic contamination at and around Hindry/Florence/Manchester I b
intersections must be made and any contamination thoroughly and completely removed.,

« The impact to businesses on Manchester at Florence should be kept to a minimum. They
provide much-needed community services.,

« Parking for a station near the Manchester/ Florence intersection should not be near
residences. Parking should be south of Manchester along Aviation. Another station location | o

1100 2009
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could be at Isis/Florence with parking south of that intarsection, providing there can be O
connactions with the Manchester buses at that location.

Home Zip Code: 90045
We live in the project area {(Westchester)
We travel by car, walk, or use the bus.

Affiliations: Resident, Community/Neighborhooed Organizations, Environmental Organizations, Clvic
Organizations

My apolagies for not wsing your farm, althaugh I tried te follow your format. T could nat get my
computer and your form to interact,

Willlam R. Roberts, President
Westchester Democratic Club

112009
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Response to comment 20-14-A.

Comment noted. Metro appreciates the views and input from the commenter as it is an important part of
the planning process.

Response to comment 20-14-B.

Los Angeles World Airport (LAWA) is a separate agency that has their own planning process, which
includes designing a future system to connect the airport terminals with the Crenshaw/LAX Transit
Corridor Project. Metro has made an airport connection a priority and has been coordinating with LAWA
throughout the planning process to facilitate this connection both in the long and short term. Design
Option 6, an aerial station at Century Boulevard, was incorporated into the locally preferred alternative to
facilitate this connection. Metro is advancing the analysis of the connection to airport terminals as part of
the Metro Green Line to LAX Project, which was initiated in the Spring of 2011.

Response to comment 20-14-C.

The Crenshaw/LAX Transit Corridor Project would connect with the existing Metro Green Line and travel
will to the Mariposa Green Line Station, where an additional transfer could provide access south to
Redondo Beach or east along the Metro Green Line. Furthermore, the Crenshaw/LAX Transit Corridor
Project enables new Metro Green Line service to a connection to LAX at Aviation/Century.

Response to comment 20-14-D.

Comment noted. Please refer to Master Response 2 regarding comments pertaining to the effects of
potential Maintenance Facility Site B or D.

Response to comment 20-14-E.

Hindry Avenue would remain open during operation of the Crenshaw/LAX Transit Corridor Project. The
optional Manchester Station was removed from consideration during the final design process because of
low initial ridership projections. The project has been designed so as not to preclude the inclusion of
Manchester Station over the aerial crossing at a future time.

Response to comment 20-14-F.
Please refer to response to comment 20-14-E.
Response to comment 20-14-G.

Please refer to response to comment 20-14-E. Signal warrants were prepared during the preliminary
engineering of the Crenshaw/LAX Light Rail Project to determine whether additional signals would be
necessary for the operation of the light rail line. Metro acknowledges that the construction of the light rail
system would affect surrounding communities during construction. Metro will coordinate with the
surrounding residents and local businesses of the adjacent communities to minimize adverse effects to the
extent feasible during construction.
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