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ACTION: APPROVE RECOMMENDATION

RECOMMENDATION

AUTHORIZE the Chief Executive Officer to approve the Addendum and adopt its Findings
(Attachment A).

ISSUE

The East San Fernando Valley Transit Corridor (ESFVTC) Final Environmental Impact
Statement/Environmental Impact Report (EIS/EIR) has completed Certification by the Board in
accordance with the California Environmental Quality Act (CEQA). Since Certification of the
environmental document in December 2020, the project has undergone Preliminary Engineering to
further develop the design of the project which has resulted in updates to the project description. The
Summary of project description updates is included in the CEQA Addendum
<https://www.dropbox.com/scl/fi/vc2or7j9v0gentbl9kzk4/ESFVTC_EIR-Addendum_v8.pdf?
rlkey=cjeh66k0oz7kjjpdjw7y5m1s7&dl=0> (Attachment A).

BACKGROUND

In December 2020, the Metro Board certified the Final EIR for the ESFVTC Project, a 9.2-mile light
rail project with 14 at-grade stations, from the Metro G Line (Orange) Van Nuys Station at the south,
to the Sylmar/San Fernando Metrolink Station to the north. The Board also approved a 6.7-mile
segment along Van Nuys Boulevard, from the Metro G Line (Orange) Van Nuys Station to an interim
terminus station at Van Nuys Boulevard/San Fernando Road, as an initial operating segment (IOS).
This segment is known as the ESFV Light Rail Transit Project (Southern Segment), and it includes 11
stations and one Maintenance and Storage Facility (MSF).

Since the Board’s certification of the ESFVTC Final EIR in December 2020, the ESFV Light Rail
Transit (Southern Segment) project team has refined the project design to accommodate and meet
City of Los Angeles standards. A detailed description of the changes to the Project Description is
provided in the attached Addendum to the EIR (Attachment A).
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DISCUSSION

California Environmental Quality Act (CEQA)

Metro, as the CEQA lead agency and proponent for the Project, has completed an Addendum to the

EIR and associated technical reports for the updated project elements. The addendum focuses on

several potential design elements proposed by the preliminary design and engineering team. Some

design elements of note include a refinement in acquisition needs for sites such as traction power

substations (TPSS), train control bungalows (TCB), and temporary construction easements (TCE) as

well as refinements to traffic and circulation during construction and operations.

The preliminary engineering team identified 4 new properties impacted by TPSS locations that were

not previously indicated in the FEIR/EIS. These locations were selected based on a study conducted

by Metro to increase the power supply to the LRT from 750 volts of direct current (vdc) to 810 (vdc).

The overall total number of TPSS sites decreased from 11 to 10, but the TPSS sites needed to be

relocated to accommodate the new power supply spacing requirements.  Addresses for the newly

identified properties can be found in the addendum.

Additionally, the preliminary engineering team identified 267 temporary construction easements

(TCEs) not previously indicated in the FEIR/EIS. These locations could not be previously identified in

the FEIR/EIS because the design was not advanced enough at the time a record of decision was

provided for the project. These TCEs are for construction activity that will occur on sidewalks and

driveways during the construction of the LRT. No long-term operational impacts are associated with

the properties. Sharing the locations will help the community to be more informed on how their

properties may be impacted once the LRT is under construction in region.

Mitigation measures for construction were identified in the FEIS/EIR to address construction and

operational impacts from these above stated impacts.  Further detail on additional project elements

can be found in the addendum. If the Metro Board concurs with the findings of the Addendum to the

EIR, thereby confirming the original CEQA environmental clearance, the Project will continue

additional right-of-way acquisitions, utility relocation, and other construction activities. Upon

completion of the environmental analysis of the design refinements, the preparation of an Addendum

was completed in compliance with CEQA, the Addendum is not required to be circulated for public

comment (Cal. Code Regs. Tit. 14 § 15164). Metro did provide presentations and collaborated on the

design refinements described in the document with LADOT, LABOE, the CPUC, and DWP.

DETERMINATION OF SAFETY IMPACT

This Board action will not have an adverse impact on safety standards for Metro.
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FINANCIAL IMPACT

Impact to Budget

The source of funds for this work is provided within the Preconstruction Budget for the East San
Fernando Valley Light Rail Transit project. Funding sources for this project were approved as part of
the Preconstruction Budget.  No additional funds are required upon approval of this Addendum.

With Board approval of the Addendum, the CEQA process for minor project updates will be complete.
It is anticipated that FTA will complete a Re-evaluation for the National Environmental Policy Act
(NEPA) in November 2023, confirming that the original NEPA certification and ROD are sufficient for
the minor updates to the project.

EQUITY PLATFORM

Board certification of the Project is consistent with the goals and objectives outlined in the Metro

Equity Platform Framework in that the Project alignment is located in a disadvantaged, underserved

community where access to premium transit service is limited. There is a high concentration of

minority communities residing in the Project study area, including a significant concentration of

Hispanic or Latino 71.7% (35% higher than the average for the City of Los Angeles and 24% higher

than the County). Approximately 17.5% of the households in the study area are below the poverty

level, which is 0.2% higher than the City and 3.5% higher than the County. The Project will provide

residents with a direct connection to the Metro G Line as well as with Metrolink’s Ventura and

Antelope Valley Lines. The alignment will provide residents with premium transit service to access

employment, health, and educational opportunities, which otherwise would be difficult to reach. The

FLM Project component will promote equity and sustainability by connecting underserved

neighborhoods to the Metro transit network. The community was included in the process of

identifying the pedestrian, bicycling, landscaping, and other FLM enhancements that are included in

the FLM Plan.

IMPLEMENTATION OF STRATEGIC PLAN GOALS

The Project is consistent with the Metro Vision 2028 Strategic Plan goals by addressing key
transportation challenges in the Project area, including growing travel demand, travel times, traffic
congestion and limited connections to the regional rail system.

· The Project is aligned with Vision 2028 Goal #1 - Provide High Quality Mobility Options That
Will Enable People to Spend Less Time Traveling. It will provide a high quality mobility option
that will improve travel time, mobility, transit access, and connectivity to Metro’s regional transit
system. The Project area experiences heavy traffic congestion, slow speeds, and unreliable
travel times along its major streets during peak travel periods. These conditions are expected
to worsen over time. By 2040, the Project is expected to reduce travel time for transit
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passengers from 48 minutes to approximately 30 minutes between the Metro G Line (Orange)
Station and the Sylmar/San Fernando Metrolink Station. The ESFV Transit Corridor traverses
several densely populated environmental justice communities. Many residents of these
communities are transit-dependent. The Project is a major transit investment that will enhance
mobility, access, and connectivity for ESFV communities and will reduce dependence on the
automobile.

· The Project also supports Goal #3 - Enhance Communities through Mobility and Enhanced
Access to Opportunity. It will connect communities in the San Fernando Valley to the regional
Metro rail network.

· This Project will expand access to jobs, major activity centers, including educational and
medical facilities, and recreational opportunities within the Project area and throughout the Los
Angeles region.

ALTERNATIVES CONSIDERED

The Board could elect not to approve the Addendum and minor project changes, however, this action
is not recommended as it would jeopardize the feasibility of the Project and delay the project
schedule. The Board awarded a contract for Phase I Preconstruction Services of the progressive
design-build contract in February 2023. Delaying the Project would delay this effort and could impact
securing a Full Funding Grant Agreement through the Federal Transit Administration Expedited
Project Delivery pilot program.

NEXT STEPS

Upon Board approval, Project staff will work with the FTA to ensure the timely completion of the
NEPA Re-evaluation and application for the FFGA.

ATTACHMENTS

Attachment A - CEQA Addendum

Prepared by: Robert Pak, Senior Manager
Environmental Services Division (213) 660-6895

Candace Lee, Principal Environmental Specialist
Environmental Services Division (213) 418-3372

Gregory Gastelum, Senior Executive Officer
Program Management, (213) 218-8479

Reviewed by: James De La Loza, Chief Planning Officer
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Countywide Planning and Development
(213) 922-2920

Darcy Buryniuk, Chief Program Management Officer
(213) 922-2250
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1.0 Introduction 

The Los Angeles County Metropolitan Transportation Authority (LACMTA) proposes modifications and 

refinements to the design of the East San Fernando Valley Transit Corridor Project (Project) in Los 

Angeles County, California. The Project consists of the design, construction, and future operation of a 

light rail transit (LRT) system that would operate over 9.2 miles along Van Nuys Boulevard (6.7 miles) 

and within LACMTA-owned rail right-of-way (2.5 miles).  

The Federal Transit Administration (FTA) is the Lead Agency under the National Environmental Policy 

Act (NEPA) and the LACMTA is the Lead Agency under the California Environmental Quality Act 

(CEQA). The FEIS/EIR for the project was published in the Federal Register for review on October 2, 

2020, and the comment period ended on November 2, 2020. The comment period was subsequently 

extended another 15 days to November 17, 2020. Online, virtual public information meetings were held 

on October 14, 2020, and October 26, 2020. On January 29, 2021, the FTA signed the Record of Decision 

(ROD) for the project. On December 3, 2020, the LACMTA adopted the Finding of Fact and Statement of 

Overriding Considerations and on December 8, 2020 filed the Notice of Determination (NOD).  

On December 3, 2020, Metro Board of Directors approved and certified the Environmental Impact Report 

(EIR) for the project. On January 29, 2021, the FTA signed the Record of Decision (ROD) for the project. 

The ROD applied to the at-grade light rail transit (LRT) modified Alternative 4, also identified as the 

Locally Preferred Alternative (LPA), which was described and evaluated in the East San Fernando Valley 

Transit Corridor Project Final Environmental Impact Statement/Final Environmental Impact Report 

(FEIS/EIR), dated September 2020. Metro is proposing to construct the LPA in two phases. Phase 1, an 

Initial Operating Segment (IOS), consists of the portion of the LPA alignment along Van Nuys 

Boulevard, and Phase 2 includes the northern 2.5-mile segment of the LPA along the Metro-owned 

railroad right-of-way. Accordingly, the IOS phasing was included in the FEIS/EIR to enable Metro to 

realize potential cost savings that would not otherwise occur under the LPA. This analysis includes Phase 

I of the project, the IOS. The project name has been updated to "ESFV LRT Southern Segment"; 

however, this document refers to the 6.7-mile alignment as the "IOS", for consistency with the FEIS/EIR. 

1.1 Basis for Decision to Prepare EIR Addendum 

In determining whether an EIR Addendum is the appropriate document under CEQA, CEQA Guidelines 

Section 15164 (Addendum to an EIR or Negative Declaration) provides the following criterion: 

¶ The lead agency or a responsible agency shall prepare an addendum to a previously certified EIR if 

some changes or additions are necessary but none of the conditions described in Section 15162 

calling for preparation of a subsequent EIR have occurred. 

CEQA Guidelines Sections 15162 states that a subsequent EIR or negative declaration shall be prepared if 

any of the following conditions are met: 

¶ Substantial changes are proposed in the project which will require major revisions of the previous 

EIR or negative declaration due to the involvement of new significant environmental effects or a 

substantial increase in the severity of previously identified significant effects; 

¶ Substantial changes occur with respect to the circumstances under which the project is undertaken 

which will require major revisions of the previous EIR or negative declaration due to the involvement 

of new significant environmental effects or a substantial increase in the severity of previously 

identified significant effects; or 
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¶ New information of substantial importance, which was not known and could not have been known 

with the exercise of reasonable diligence at the time the previous EIR was certified as complete or the 

negative declaration was adopted, which shows any of the following: 

¶ The project will have one or more significant effects not discussed in the previous EIR or 

negative declaration; 

¶ Significant effects previously examined will be substantially more severe than shown in the 

previous EIR; 

¶ Mitigation measures or alternatives previously found not to be feasible would in fact be feasible 

and would substantially reduce one or more significant effects of the project, but the project 

proponents decline to adopt the mitigation measure or alternative; or 

¶ Mitigation measures or alternatives which are considerably different from those analyzed in the 

previous EIR would substantially reduce one or more significant effects on the environment, but 

the project proponents decline to adopt the mitigation measure or alternative. 

As demonstrated in the environmental analysis provided in Section 4.0 (Environmental Analysis), 

subsequent actions associated with the project would not meet the criteria for preparing a subsequent EIR 

or negative declaration. Therefore, an addendum is the appropriate environmental document to comply 

with CEQA.  

2.0 FEIS/EIR Project Description 

The following six alternatives were developed and considered in the DEIS/EIR, which was circulated in 

September and October 2017:  

¶ No-Build Alternative 

¶ Transportation Systems Management Alternative  

¶ Build Alternative 1 – Curb-Running Bus Rapid Transit Alternative  

¶ Build Alternative 2 – Median-Running Bus Rapid Transit Alternative 

¶ Build Alternative 3 – Low-Floor LRT/Tram Alternative  

¶ Build Alternative 4 – LRT 

Based on the project objectives and in response to public comments received during the 60-day comment 

period for the DEIS/DEIR, a modified version of Alternative 4 was developed and included in the 

FEIS/EIR. The primary difference between Alternative 4 and modified Alternative 4 was the elimination 

of a 2.5-mile subway segment. Under the modified Alternative 4, the entire 9.2-mile alignment would be 

constructed at grade. The FEIS/EIR identified the modified Alternative 4: Light Rail Transit as the LPA.  

The LPA consisted of a 9.2-mile, at-grade LRT with 14 stations. The LRT would be powered by 

electrified overhead lines and would travel 2.5 miles along Metro-owned right-of-way that is used by the 

Antelope Valley Metrolink line and Union Pacific Railroad from the Sylmar/San Fernando Metrolink 

Station south to Van Nuys Boulevard. As the LRT approaches Van Nuys Boulevard, it would transition to 

and operate in a median dedicated guideway in the median of Van Nuys Boulevard for approximately 6.7 

miles south to the Metro G Line Van Nuys Station. Maintenance and Storage Facility (MSF) Option B 

would be constructed as the preferred MSF site located on the west side of Van Nuys Boulevard on 

approximately 25 acres. This site is bounded by Keswick Street on the south, Raymer Street on the east 

and north, and the Pacoima Wash on the west.  
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To ensure the objectives of the LPA were met in a timely manner and to avoid delays due to the timing of 

funding availability, Metro proposed constructing the LPA in two phases, an Initial Operating Segment 

(IOS) or Phase 1, which consists of the portion of the LPA alignment along Van Nuys Boulevard, and 

Phase 2, which includes the northern 2.5-mile segment of the LPA along the Metro-owned railroad right-

of-way. Accordingly, the IOS phasing was included in the FEIS/EIR to enable Metro to realize potential 

cost savings that would not otherwise occur under the LPA. 

It was anticipated that Phase 1 construction would begin in 2022 and take 4.5 to 5 years to complete. 

Although the schedule for completing Phase 2 was contingent upon securing funding and additional 

coordination with the Public Utility Companies, Metrolink, and the City of San Fernando, Metro expected 

that construction of Phase 2 would begin within 3 to 5 years of completing Phase 1 and would occur over 

a 3- to 4-year period in the FEIS/EIR. The following project description includes only Phase 1, the IOS. 

2.1 Vehicles 

LRT vehicles would be similar to those currently used throughout the existing Metro LRT system. 

Metro’s LRT system is designed to accommodate trains with up to three, 90-foot rail cars, for a total train 

length of 270 feet. Although LRT vehicles can operate at speeds of up to 65 miles per hour (mph) in an 

exclusive guideway, operating at-grade along Van Nuys Boulevard, the vehicles would not exceed the 

posted speed limit of the adjacent roadway, which is 35 mph. A three car consists (i.e., trains)  could carry 

approximately 230 seated passengers and up to 400 passengers when standing passengers are included. 

The LRT train sets would be configured with a driver’s cab at either end, similar to other Metro light rail 

trains, allowing them to run in either direction without the need to turn around at the termini. 

2.2 Alignment 

The IOS alignment would extend from the Van Nuys Boulevard/San Fernando Road intersection on the 

north to the Metro Orange Line Station on the south, a distance of 6.7 miles. The IOS alignment would 

have two tracks and would be fully separated from automobile traffic along Van Nuys Boulevard by a 

barrier, except at signalized intersections and controlled at-grade crossings. The IOS would operate in a 

semi-exclusive right-of-way in what is currently the median of Van Nuys Boulevard. The LRT train 

would operate no faster than the adjacent prevailing traffic speeds and would be controlled by train 

signals that would coordinate with the traffic signals. 

2.3 Stations 

Stations would be constructed at approximately 0.75-mile intervals along the entire route. The 14 planned 

stations are as follows (from north to south): 

1. Sylmar/San Fernando Metrolink Station 8. Nordhoff Station 

2. Maclay Station 9. Roscoe Station 

3. Paxton Station 10. Van Nuys Metrolink Station 

4. Van Nuys/San Fernando Station 11. Sherman Way Station 

5. Laurel Canyon Station 12. Vanowen Station 

6. Arleta Station 13. Victory Station 

7. Woodman Station 14. Van Nuys Metro Orange Line (now known as 

the G Line) Station 

The proposed stations would have designs consistent with the Metro Rail Design Criteria, including 

directive and standard drawings. Stations would be Americans with Disabilities Act (ADA) compliant, 

including compliance with the requirements pertaining to rail platforms, rail station signs, public address 
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systems, clocks, escalators, and track crossings, as described in Sections 8.10.5 through 8.10.10 of the 

2010 ADA standards. 

Common elements would include signage, maps, fixtures, furnishings, lighting, and communications 

equipment. All stations are proposed to have center platforms, allowing passengers to access trains 

traveling in either direction. Typically, at-grade station platforms are 270 feet long (to accommodate 

three-car trains), 39 inches high (to allow level boarding and full accessibility, in compliance with the 

ADA), and minimum 12.2 feet wide for side platforms to 16 feet wide for center platform stations. 

Canopies at the LRT stations would be approximately 13 feet high and would incorporate directional 

station lighting to enhance safety. Stations would include seating elements and contain ticket vending 

machines, variable message signs, route maps, and fare gates, as well as the name and location of the LRT 

station. In addition, Metro is moving to a fare gate system, which would be integrated into station designs 

as appropriate. 

Stations would also include bicycle parking and bike lockers at or near stations, as feasible. In addition, 

signage and safety and security equipment, such as closed-circuit televisions, public announcement 

systems, passenger assistance telephones, and variable message signs (providing real-time information), 

would be part of the amenities. 

2.4 Supporting Facilities 

As stated in the FEIS/EIR, the IOS would require a number of additional elements to support vehicle 

operations, including an Overhead Contact System (OCS) along the entire alignment, Traction Power 

Substations (TPSS) units, an MSF, and communications and signaling buildings. 

2.4.1 Overhead Contact System 

An OCS is a network of overhead wires that distributes electricity to tram or LRT vehicles. The OCS 

would include steel poles placed with the right-of-way to support overhead wires above the light rail 

vehicles. A telescoping pantograph or “arm” on the roof of LRT vehicles would slide along the underside 

of the contact wire and deliver electric power to the vehicles. The OCS poles would be approximately 30 

feet tall and typically located every 90 to 170 feet between the two tracks or in some locations where 

street width dictates, may be on the sidewalk. 

2.4.2 Traction Power Substations 

TPSS units are electrical substations that would be typically placed at approximate 0.75-mile intervals. 

The LRT vehicles would be powered by approximately 14 TPSS units (including one at the MSF), which 

would be spaced relatively evenly along the alignment to provide direct current to the LRT vehicles. The 

TPSS would be located at points along the alignment where maximum power draw is expected (such as at 

stations and on inclines). In the event that one TPSS needs to be taken offline, the LRT vehicles would 

continue to operate. The MSF would also have its own designated TPSS. 

2.4.3 Maintenance and Storage Facility 

The IOS includes construction of a new MSF, which would provide secure storage of the LRT vehicles 

when they are not in operation, and regular light maintenance to keep them clean and in good operating 

condition as well as heavy maintenance. 

MSF Option B, as described in the FEIS/EIR, was identified as the locally preferred site by the Metro 

Board. The MSF site would be approximately 25 acres in size. The MSF would be located on the west 
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side of Van Nuys Boulevard and would be bounded by Keswick Street on the south, Rayner Street on the 

east and north, and the Pacoima Wash on the west. Access to the facility would be via two turnout tracks 

on the west side of the alignment. A northbound turnout would be located in the vicinity of Saticoy Street. 

A southbound turnout would be located in the vicinity of Keswick Street. 

The MSF would accommodate both operational and administrative functions. The MSF would 

accommodate all levels of vehicle service and maintenance (i.e., progressive maintenance, scheduled 

maintenance, unscheduled repairs, warrantee service, and limited heavy maintenance) in addition to 

storage space for vehicles. The typical MSF would provide interior and exterior vehicle cleaning, sanding, 

and inspection areas; maintenance and repair shops; storage yards for vehicles; and storage areas for 

materials, tools, and spare vehicle parts. The storage yard would be the point of origin and termination for 

daily service. 

The MSF would service as the “home base” for the operators. Space would be provided for staff offices, 

dispatcher workstations, employee break rooms and/or lunchrooms, operator areas with lockers, showers 

and restrooms, and employee and visitor parking. 

The MSF would include collision/body repair areas, enclosed paint booths, and wheel truing (the 

profiling of wheels to ensure the proper wheel to rail interface) machines. The MSF would also include 

maintenance-of-way, signals and communications, and traction power functions that would be housed in 

separate and smaller buildings. 

The MSF site would accommodate the maximum number of LRT vehicles required for service and also 

allow for future expansion of transit service and vehicle maintenance and storage. 

2.4.4 Communications and Signaling Buildings 

Communications and signaling buildings that contain train control and communications equipment would 

be located at each station, crossover, and at-grade crossing. 

2.5 Operations 

The proposed LRT is anticipated to operate with a 6-minute peak and 12-minute off-peak headways when 

it opens and is projected to operate at 5-minute peak and 10-minute off-peak once ridership begins to 

increase. Metro Local Line 233 would operate with 8-minute peak and 16-minute off-peak headways, or 

as demand dictates. 

2.6 Parking Loss and Travel Lane Loss 

2.6.1 Parking Loss 

With implementation of the IOS, all curbside parking would be prohibited along Van Nuys Boulevard.  

2.6.2 Travel Lane Loss 

The number of travel lanes on Van Nuys Boulevard would be reduced from three to two lanes in each 

direction for the segment between the Metro G Line and Parthenia Street. North of that point, the IOS 

would maintain two existing travel lanes in each direction to Laurel Canyon Boulevard and the existing 

on northbound lane and two southbound lanes along Van Nuys Boulevard from Laurel Canyon Boulevard 

to San Fernando Road.  
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2.6.3 Turning Restrictions 

With implementation of the IOS, left turns from Van Nuys Boulevard onto cross streets would be 

maintained at most of the currently signalized intersections where the LRT would be running in the 

median. All crossings of the alignment would be controlled by a traffic signal. Motorists who desire to 

make a left turn where it would no longer be allowed would have to make a U-turn at a signalized left-

turn location or choose a route that would allow them to use a signalized cross street. 

Under the IOS, the intersections with turning restrictions were as follows: 

¶ Pinney Street & San Fernando Road (closed 

via a cul-de-sac) 

¶ Van Nuys Boulevard & Canterbury Avenue 

¶ Van Nuys Boulevard & El Dorado Avenue 

(southbound left only) 

¶ Van Nuys Boulevard & Woodman Avenue 

(southbound left only) 

¶ Van Nuys Boulevard & Tamarack Avenue ¶ Van Nuys Boulevard & Vesper Avenue 

(northbound left only) 

¶ Van Nuys Boulevard & Telfair Avenue ¶ Van Nuys Boulevard & Novice Street 

¶ Van Nuys Boulevard & Cayuga Avenue ¶ Van Nuys Boulevard & Gledhill Street 

¶ Van Nuys Boulevard & Oneida Avenue ¶ Van Nuys Boulevard & Vincennes Street 

¶ Van Nuys Boulevard & Haddon Avenue ¶ Van Nuys Boulevard & Osborne Street 

¶ Van Nuys Boulevard & Omelveny Avenue ¶ Van Nuys Boulevard & Rayen   Street 

¶ Van Nuys Boulevard & Amboy Avenue ¶ Van Nuys Boulevard & Parthenia Street 

(southbound left only) 

¶ Van Nuys Boulevard & Rincon Avenue ¶ Van Nuys Boulevard & Lorne Street 

¶ Van Nuys Boulevard & Remick Avenue ¶ Van Nuys Boulevard & Blythe Street 

¶ Van Nuys Boulevard & Vena Avenue ¶ Van Nuys Boulevard & Michaels Street 

¶ Van Nuys Boulevard & Bartee Avenue 

(northbound left only) 

¶ Van Nuys Boulevard & Keswick Street 

(southbound left only) 

¶ Van Nuys Boulevard & Lev Avenue ¶ Van Nuys Boulevard & Covello Street 

¶ Van Nuys Boulevard & Arleta Avenue 

(southbound left only) 

¶ Van Nuys Boulevard & Wyndotte Street  

¶ Van Nuys Boulevard & Beachy Avenue 

(southbound left only and pedestrian 

crossings) 

¶ Van Nuys Boulevard & Gault Street 

(pedestrian crossing only) 

¶ Van Nuys Boulevard & Hart Street  

¶ Van Nuys Boulevard & & Hartland Street 

(pedestrian crossing only) 

¶ Van Nuys Boulevard & Friar Street 

¶ Van Nuys Boulevard & Archwood Street ¶ Van Nuys Boulevard & Erwin Street 

¶ Van Nuys Boulevard & Haynes Street ¶ Van Nuys Boulevard & Delano Street 

¶ Van Nuys Boulevard & Hamlin Street ¶ Van Nuys Boulevard & Calvert Street 

¶ Van Nuys Boulevard & Gilmore Street ¶ Van Nuys Boulevard & Bessemer Street 

2.7 Bicycle Facilities 

When feasible, bicycle parking would be provided at or near Metro stations, as required by Metro Rail 
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Design Criteria. The existing bike lanes, which extend approximately two miles north along Van Nuys 

Boulevard from Parthenia Street to Beachy Avenue and from Laurel Canyon Boulevard to San Fernando 

Road, would be removed due to right-of-way constraints. 

2.8 Accessibility 

2.8.1 Pedestrian Access 

All current crosswalks at signal-controlled intersections would be maintained. Between the signalized 

intersections, a barrier would be installed to prevent uncontrolled pedestrian crossings, as is Metro’s 

current practice on its median-running LRT lines. Pedestrians would be required to walk to a signalized 

location to cross Van Nuys Boulevard. LRT passengers would reach the median station platforms from 

crosswalks at signalized intersections. 

2.8.2 Vehicular Access 

Vehicular access along Van Nuys Boulevard that would cross the LRT alignment would be limited to 

signalized crossings. All other streets or driveways would become right turns into and out of Van Nuys 

Boulevard. 

2.9 Right-of-Way 

Discussion of the right of way in the FEIR/EIS included number of properties required to construct the 

project. This included an account of properties for the MSF, stations, guideway, tracks, and the TPSS 

facilities. In total it would require 100 properties, which included 68 full parcels, 30 partial parcel 

acquisitions, one Metro-owned property, and one vacant alley. Most of these acquisitions are commercial 

or industrial properties. However, up to four acquisitions of single-family residences would also be 

required. 

2.10 Gated Light Rail Transit Grade Crossings 

There would also be left-turn lane gates, where feasible, at signalized intersections along Van Nuys 

Boulevard where left turns are permitted across the LRT dedicated guideway. The gates would be 

activated whenever a train approaches the intersection to enhance safety at these locations. 

3.0 Changes to the Project Description 

The Metro Design Team has since identified design changes and refinements to the IOS due to real estate 

and engineering constraints. The following paragraphs identify whether there have been any changes to 

the IOS described in the FEIS/EIR and summarize the proposed changes. 

3.1 Vehicles 

The project remains an LRT system. There are no changes to the LRT vehicles. 

The vehicles would continue to be similar to those currently used throughout Metro’s existing LRT 

system. Metro’s existing LRT system can accommodate up to three 90-foot rail cars that would operate at 

the posted speed limit of the adjacent roadway (35 miles per hour) along the IOS. Each A 3 car consists 

(train) could carry approximately 230 to 400 passengers and would have a driver’s cab at either end, 

allowing them to run in either direction without the need to turn around at termini.  
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3.2 Alignment 

There are no changes to the LRT alignment (see Attachment A).  

The IOS alignment would continue to be located at-grade and along the center (what is currently the 

median) of Van Nuys Boulevard between San Fernando Road to the north and the Metro G (Orange) Line 

station to the south.  

3.3 Stations 

There are no changes to the total number of stations or the approximate spacing of the stations along the 

IOS route.  

However, due to real estate right of way constraints, LACMTA has identified changes to the following 

four station locations shown in the Advanced Conceptual Plans dated March 15, 2019:  

¶ Van Nuys/San Fernando Station was relocated to the middle of Van Nuys Boulevard;  

¶ Arleta Station was moved from south of Arleta Avenue to north of Arleta Avenue; 

¶ Woodman Station was moved from south of Woodman Avenue to north of Woodman Avenue; 

¶ Van Nuys Metro G (Orange) Line Station was relocated to the middle of Van Nuys Boulevard.  

All stations, except the Van Nuys/San Fernando, Van Nuys/Metrolink, and Metro G (Orange) Line 

stations, now include an underground room for electrical, mechanical and systems equipment, due to 

recent updates to the Metro Rail Design Criteria (MRDC) and Architectural Standard Drawings. 

 

Figure 1: Typical at Grade Center Platform Station 

3.4 Overhead Contact System (OCS) 

There are no changes to the Overhead Contact System (OCS).  

The OCS would continue to consist of a network of overhead wires supported above the LRT vehicles by 

steel poles located within the ROW. The support poles would be approximately 30 feet tall and placed 
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every 90 to 170 feet between the tracks of the IOS alignment or on the sidewalk. A pantograph on the 

roof of the vehicles would slide along the underside of the contact wire to deliver electric power to the 

vehicles.  

3.5 Traction Power Substations (TPSS) 

Previously, the description of the IOS included 10 Traction Power Substations (TPSS) sites along this 

portion of the alignment, as well as one TPSS within the Maintenance and Storage Facility (see below) 

for a total of 11 TPSS. As the design was progressed for IOS, LACMTA studied increasing the power 

from 750 volts of direct current (vdc) to 810 vdc and concluded that one of the TPSS sites could be 

eliminated, decreasing the total from 11 to 10 sites. All the sites along the IOS alignment were 

renumbered to account for the removal of one site. The previous and new TPSS numbers and locations 

along the IOS alignment are compared in the tables below. Four of the TPSS sites moved locations due to 

the study results.  
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Table 1. Summary of Previous and New TPSS Locations 

Previous 

TPSS 

No. 

Previous 

Address 

Change  New TPSS 

No. 

New Address Change 

1 N/A (Bessemer 

St) 

N/A 1 6073 Van Nuys Blvd N/A 

2A 6429 Van Nuys 

Blvd 

No 2 6429 Van Nuys Blvd None 

3A 7027 Van Nuys 

Blvd 

No NA NA Removed 

4 7627 Van Nuys 

Blvd 

No 3 7254 Van Nuys Blvd Moved south about 

2000 feet 

5B 8146 Van Nuys 

Blvd 

Yes 4 7927 Van Nuys Blvd / 

14510 W Blythe Street 

Moved south about 

1500 feet 

6A 8760 Van Nuys 

Blvd 

Yes 5 8751 Van Nuys Blvd Moved to opposite 

side of Van Nuys 

Boulevard 

7 9462 Van Nuys 

Blvd / 14540 

Plummer St 

Yes 6 9462 Van Nuys Blvd / 

14540 Plummer Blvd 

No change in 

location, change in 

TPSS number 

8 14229 Van Nuys 

Blvd 

Yes 7 14229 Van Nuys 

Boulevard 

No change in 

location, change in 

TPSS number 

9 10390 Remick 

Ave 

No 8 13746 Van Nuys 

Boulevard / 13757 Van 

Nuys Boulevard 

Moved north about 

200ft  

10A 13313 Van Nuys 

Blvd 

No 9 13291 Van Nuys 

Boulevard / 13287 Van 

Nuys Boulevard /13283 

Van Nuys Boulevard 

Moved southwest 

about 370 feet 

3.6 Maintenance and Storage Facility (MSF) 

There are no changes to the anticipated Maintenance and Storage Facility (MSF).  

The Maintenance and Storage Facility would continue to be located along southbound Van Nuys 

Boulevard and would be generally bounded by Keswick Street on the south, Raymer Street on the east 

and north, and the Pacoima Wash on the west.  

The number of full acquisitions of properties dedicated to the guideway into and out of the MSF have 

been identified as not needed for the IOS. However, these sites may still be utilized for future use in phase 

2 of the project still being studied. Detailed description of the changes from the FEIR/EIS to now are 

described in Appendix C.  

3.7 Communications and Signaling Buildings 

Communications and signaling buildings that contain train control and communications equipment would 

continue to be located at each station, crossover, and at-grade crossings. Two standalone Train Control 
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Bungalows (TCB) sites would be located at Vose Street and Covello Street. See ROW, below, for 

additional information on acquisitions necessary for TCB. Other TCBs would be co-located at stations, 

TPSS sites, etc.   
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3.8 Operations 

There are no changes to the anticipated operations of the LRT.  

The IOS would be designed to operate with 6-minute peak and 12-minute off-peak headways when it 

opens; however, headways would be revised depending upon train schedule and demand once adjacent 

and connecting bus lines are evaluated. 

3.9 Parking Loss and Travel Lane Loss 

There are no changes to the anticipated parking and travel lane loss for the IOS.  

All curbside parking would continue to be prohibited along Van Nuys Boulevard. The number of travel 

lanes on Van Nuys Boulevard would be reduced from three to two lanes in each direction for the segment 

between the Metro G (Orange) Line and Parthenia Street. The two existing travel lanes for the segment 

between Parthenia Street and Laurel Canyon Boulevard, and the existing northbound lane and two 

southbound lanes for the segment between Laurel Canyon Boulevard and San Fernando Road, would be 

maintained. 

3.10 Turning Restrictions 

All currently unsignalized intersections would continue to be restricted to allow only right turns into and 

out of streets and driveways intersecting with Van Nuys Boulevard, due to the elimination of the median 

2-way-left-turn lane and inclusion of the LRT system.  

However, the following turn lanes would be removed or added: 

¶ Valerio Street- northbound left turn removed 

¶ Saticoy Street- southbound left turn removed 

¶ Lanark Street- southbound left turn removed 

¶ Chase Street- northbound left turn removed 

¶ Tupper Street- northbound and southbound left turns removed 

¶ Plummer Street- southbound left turn removed 

¶ Vesper Avenue- northbound left turn removed 

¶ Woodman Avenue- northbound left turn added 

¶ Arleta Avenue- southbound left turn removed; northbound left turn added 

¶ Bartee Avenue- northbound left turn removed; southbound left turn added 

¶ Sherman Way- northbound and southbound left turns removed  

¶ El Dorado Avenue- northbound and southbound left turns removed 

 

 

3.11 Bicycle Facilities 

There are no changes to the bicycle facilities or bicycle paths. 

Approximately two miles of existing bike lanes along the IOS would be removed due to right-of-way 

constraints. When feasible, bicycle parking would be provided at or near stations, as required by the 

MRDC. 
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3.12 Pedestrian Access 

As previously cleared, all current crosswalks at signal-controlled intersections along the IOS would be 

maintained, and a barrier would be installed between signal-controlled intersections to prevent 

uncontrolled pedestrian crossings. El Dorado Avenue would be closed for vehicular and pedestrian cross 

traffic due to the relocation of the Van Nuys/San Fernando Station. 

3.13 Vehicular Access 

Vehicular access along Van Nuys Boulevard that would cross the LRT alignment of the IOS would 

continue to be limited to signalized crossings. All other streets or driveways would become right turns 

only into and out of Van Nuys Boulevard.  

The Project’s new at-grade crossings will be incorporated into existing intersections, such that the 

movement of trains, motorists, and pedestrians are controlled by traffic signals, train control signals, 

striping, and signage. In accordance with the CPUC crossing approval process, diagnostic meetings were 

conducted for each crossing, including the Left Turn Gate designs.   

 

Left turn movements along Van Nuys Boulevard would only be allowed at 25 of the remaining 

signalized intersections; the remaining left-turns would be converted to operate under protected-

only phase operation to ensure that there is no possibility of interference and conflict between 

left-turning vehicles and the LRT train, so the LRT system can safely operate in the median of 

Van Nuys Boulevard.  

During crossing diagnostic meetings, a team of engineers and representatives from LACMTA, CPUC, 

consultants, and City of Los Angeles reviewed preliminary designs for the crossings and supported Left 

Turn Gates (and IIRPMs). LACMTA raised concerns that motorist illegal left turn movements in front of 

oncoming trains account for over 70% of all light rail accidents. LACMTA noted the effectiveness of 

reducing illegal left turns for similar Left Turn Gate located at Flower St. and 18th St., Los Angeles. 

Example left urn gate can be seen below (Exhibit 1).  Given the results of the evaluation, the design team 

determined the need to eliminate additional left turns not previously identified in the FEIR/EIS.  
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Exhibit 1 – Existing Left Turn Gate for LACMTA Blue Line Train – Flower St. and 18th St 

The traffic signals at 11 existing signalized intersections would be removed entirely and converted to only 

allow right turns into and out of streets. 

Four of the existing signalized intersections would be converted to pedestrian-only crossings (Tammarack 

Avenue, Canterbury Avenue, Panorama Mall, Calvert Street).  

The intersections at Tupper Street and Sherman Way would remain signalized with no left-turn operations 

from Van Nuys Boulevard.  

The remaining traffic signals along the corridor would be maintained but modified to accommodate LRT 

operations.  
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In addition, during construction, temporary construction easements (TCE) would be required for 245 

parcels for sidewalk and driveway construction. The number of TCEs was not specified in the previous 

description of the IOS. 

3.14 Right-of-Way and Temporary Construction Easements in the Public Right-of-Way  

Based on the proposed design in the advanced engineering drawings, the number of public right-of-way 

(ROW) impacts have been identified and described in this document. There will be permanent and 

temporary construction easements needed to complete the project. These public ROW impacts will 

temporarily impact properties adjacent to the project. These impacts are largely temporary construction 

easements (TCEs) needed for construction of the IOS. The number and type of construction easements 

(temporary and permanent) not previously specified in the FEIR/EIS are presented below:1 

¶ 267 identified TCEs which include: 

o 267 construction impacts to property  from TCEs primarily for sidewalk, driveway,  and curb 

ramp construction, and temporary construction activities  

 

¶ 82 identified permanent easements which include:  

o 82 parcels need permanent easement for construction and implementation roadway widening. 

This would also include easements for temporary construction activities 

¶ 54 identified permanent acquisitions specific to IOS.  

o 54 parcels needed for the construction of TPSS, TCB, and MSF properties. 

¶ The number of full acquisitions of properties dedicated to the guideway into and out of the MSF have 

been identified as not needed for the IOS. However, these sites may still be utilized for future use in 

phase 2 of the project. These sites are still in the full tally of properties. Detailed description of the 

changes from the FEIR/EIS to now are described in Appendix C.  

 

 

3.15 Gated Light Rail Transit Grade Crossings 

Previously, the description of the IOS included left-turn lane gates at signalized intersections along Van 

Nuys Boulevard where left turns are permitted across the LRT guideway that would be activated when a 

train approaches. Left turn gates are now proposed to be installed at select left turn pockets, and the gates 

would be activated at all times to enhance safety at these locations. 

3.16 Sidewalk Improvements 

Overall major improvements to the sidewalks were not included in the previous description of the IOS; 

however, the previous description of the IOS did include anticipated narrowing of sidewalks at select 

locations. 

Project design updates include sidewalk improvements along Van Nuys Boulevard for the entire 

alignment of the IOS to enhance accessibility and meet the 2010 Americans with Disabilities Act 

 

1 A “property” in this context may consist of multiple legal parcels, unified by ownership. As such, the number of legal 

parcels identified herein for acquisition is greater than the number of properties.  
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standards to the maximum extent feasible. This includes maintaining a minimum sidewalk width of 3 feet 

(36 inches) with passing areas of at least 5 feet by 5 feet every 200 feet. Curb ramps and driveways would 

also be reconstructed along this segment. 

3.17 Utility Work 

Overall major utility work project descriptions were not included in the previous description of the IOS. 

Project design updates include utility work along Van Nuys Boulevard and various side streets.  

The limits of utility improvements for the IOS are primarily within the Van Nuys Blvd ROW. Various 

utility and drainage relocations and improvements have been identified to avoid conflicts with the track 

alignment. Additionally, roadway and sidewalk improvements require the relocation of various utility 

poles. These underground and overhead infrastructure relocations and improvements have expanded the 

area of potential effects to various side streets. 

3.18 Pacoima Wash Culvert 

A portion or all of the Pacoima Wash culvert would be replaced within the limits of the proposed LRT 

guideway. The existing culvert is approximately 15 feet below grade to the bottom of the structure and 

excavation would be required to approximately 10 feet below the existing culvert to accommodate the 

larger culvert section and to install base needed for the new structure. Temporary shoring is anticipated to 

be required to remove and replace the culvert. Traffic control/diversion of traffic may be required during 

the removal of the existing culvert and the installation of new culvert section. 

3.19 Air Raid Sirens 

Two existing World War Two era air raid sirens would be relocated. This relocation was not included in 

the previous description of the IOS.  

Air Raid Siren No. 104 is currently located at the outer edge of the sidewalk on the east corner of Van 

Nuys and Laurel Canyon Boulevards. Air Raid Siren No. 207 is currently located at the outer edge of the 

sidewalk on the northwest corner of Van Nuys Boulevard and Valerio Street. Both air raid sirens would 

be removed from their current location to new locations. The selection of the new locations is at the 

discretion of the City of Los Angeles. 

4.0 Environmental Analysis 

A review of the technical analysis for the project has been conducted per CEQA Guidelines Sections 

15162 to determine if any of the changes to the project  would result in significant effects not discussed in 

the previous FEIS/EIR, if significant impacts previously examined would be substantially more severe 

than previously shown; if mitigation measures or alternatives previously found not to be feasible would in 

fact be feasible, or if mitigation measures or alternatives considerably different from those analyzed in the 

FEIS/EIR would substantially reduce one or more significant effects on the environment. 

The review is based on the CEQA guidelines, as well as the most current FTA and LACMTA guidelines 

and policies. To the extent possible, the analysis uses the same methods and criteria developed as part of 

the FEIS/EIR to determine the significance of any potential environmental impacts. A discussion of the 

affected environment and consideration of potential impacts during construction and operation is included 

in the sections below. These impacts are then compared to the conclusions of the FEIS/EIR to determine 

if new or additional mitigation would be necessary if the design change were adopted by the project. 
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Mitigation measures identified in the FEIS/EIR would apply to all design changes.  

4.1 Construction Activities 

The proposed design changes would not change the findings for construction methods and impacts 

discussed in Chapter 2.6 Construction Activities and Chapter 4 of the FEIS/EIR. The duration of 

construction is estimated to be approximately 4.5 to 5 years. As discussed in the FEIS/EIR, the project 

could include temporary street and lane closures and detour routes. Temporary construction easements 

identified above would provide the contractor and public with look ahead of project impacts as the 

construction work starts and progresses. Construction activities would most likely begin simultaneously at 

several locations along the project corridor to accommodate areas of work requiring lengthy construction 

times and bring the different segments of the project to completion to meet the schedule. Changes to the 

project would result in additional work within roadway right-of-way, including areas outside of the 

original footprint. However, project construction would continue to adhere to all applicable local, state, 

and federal laws for building and safety. As was stated in the FEIS/EIR, working hours would vary to 

meet special circumstances and restrictions, and efforts would be made to ensure working hours are 

appropriate for the community. Finding: construction activities would continue to result in a significant 

impact under CEQA. This determination is consistent with the FEIS/EIR findings. 

4.2 Transportation, Transit, Circulation, Parking, and Bicycle Facilities  

The proposed design changes would not change the findings for transportation, transit, circulation, 

parking, and bicycle facilities discussed in Section 3, Transportation, Transit, Circulation, Parking, of the 

FEIS/EIR. The roadway geometry would mostly remain the same between the original FEIS/EIR and 

updated IOS. However, since the completion of the FEIS/EIR, a lane was removed on Van Nuys 

Boulevard from Laurel Canyon Boulevard to San Fernando Road. In addition, for existing conditions, the 

original analysis used traffic counts collected in 2011, 2012 and 2013, while this updated analysis was 

based on data collected in 2019. A separate study was conducted in 2020 to provide the interface plan for 

the vehicular traffic and train operations of the project under the 2028 scenario. The peak hour traffic 

volumes for this supplemental traffic analysis were estimated based on the 2028 volumes and average 

annual growth rates from the interface plan. These growth rates were applied to the 2028 traffic volumes 

to estimate the 2040 “with project” volumes. 

Appendix B, Table 1 and Table 2 show the comparison of intersection operations between the original 

and updated IOS scenario. The updated IOS analysis shows that more intersections would operate below 

LOS D in the future build scenario (2040) in both AM and PM peak hours. 

The updated traffic analysis indicates that under the updated 2040 IOS scenario, 16 out of 26 study 

intersections would operate below LOS D. And for the alternative including removing the northbound and 

southbound left-turn lanes at the Van Nuys Boulevard/Sherman Way intersection 17 out of 26 study 

intersections would operate below LOS D. 

The new arterial travel time results show that under the 2040 build scenarios, arterials would operate 

similarly between the IOS and the proposed alternative. (see Appendix B, Table 3 and Table 4). During 

the AM Peak Hour northbound travel time would be reduced by about four minutes under the alternative 

scenario compared to the updated IOS. And southbound travel time would increase by about three 

minutes under the alternative scenario compared to the updated IOS. During the PM peak hour, 

northbound travel time would reduce by about four minutes under the alternative scenario compared to 

the updated IOS. Southbound travel time would increase by about two minutes under the alternative 

scenario compared to the updated IOS. 
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It was concluded in the FEIS/EIR that the IOS would have unavoidable adverse local traffic impacts 

during operation and the LACMTA would work with the City to reduce the significant impacts by 

implementing corridor-level mitigation measures such as signal optimization and coordination. The 

additional impacts of implementing the new left-turn changes would not change the order of magnitude of 

significant impacts. 

The IOS would not include any changes to the bicycle facilities or bicycle paths. As described in the 

FEIS/EIR, the IOS could result in bicycle access and safety impacts due to the removal of Class II bike 

lanes on Van Nuys Boulevard, which could increase the potential for bicycle collisions. Finding: 

operation of the IOS would continue to result in significant impacts under CEQA. Parking is not 

considered a significant impact under CEQA. This determination is consistent with the FEIS/EIR 

findings. 

4.3 Land Use  

The proposed design changes would not change the findings for land use discussed in Section 4.1, Land 

Use, of the FEIS/EIR. As was stated in the FEIS/EIR, construction activities would involve temporary 

closures of streets, lanes, and sidewalks but are not expected to substantially divide existing communities 

or neighborhoods. The number of right-of-way permanent property acquisitions remains the same with 

one less due to the change in the number of total TPSS locations. Temporary construction easements 

identified represent a refinement of the project scope and they account for updates to the sidewalk, road, 

and driveway structures that are currently in the neighborhood. These TCEs are to update or maintain 

features of the community already existing in the neighborhood such as driveways and sidewalks.. These 

construction impacts were anticipated in the FEIR/EIS. The operation of the light rail transit line would 

improve overall access to transit in the neighborhood but would continue to result in significant traffic 

impacts (per initial EIR/EIS findings) due to a reduction in the number of mixed-flow travel lanes to 

accommodate the LRT. The localized traffic impacts under the IOS would continue to conflict with the 

congestion reduction goals and policies of local plans. Finding: operation and construction of the IOS 

would continue to result in significant impacts under CEQA. This determination is consistent with the 

FEIS/EIR findings. 

4.4 Real Estate and Acquisitions  

The proposed design changes would not change the findings for real estate and acquisitions discussed in 

Chapter 4.2 of the FEIS/EIR. The modified IOS would include no additional acquisitions, however there 

was a modification of the TPSS sites based on the new power needs for the LRT. A number of temporary 

construction easements will be required to assist in the construction of the project (see Appendix C). 

These were not previously described in the FEIR/EIS because the level of detail had not been completed 

at the time. The number of full permanent acquisitions for the project is at 126 parcels, which includes 54 

full parcel acquisitions, 82 partial parcel acquisitions for permanent easements, and 267TCEs. The full 

acquisitions would be for the purposes of alignment, stations, the MSF site, and the TPSS. The primary 

impacts will be from temporary construction work in the form of TCEs primarily for driveway 

construction, sidewalk construction, and temporary construction activities.  

The additional temporary easements would not result in any additional operational impacts on the 

properties; however, they would require the closure of sidewalks and driveways during construction. 

Mitigation measures for construction were identified in the FEIS/EIR to address impacts related to traffic 

and circulation, and there would be no additional impacts on real estate. Construction impacts are 

considered less than significant under CEQA. 



EAST SAN FERNANDO VALLEY TRANSIT CORRIDOR ADDENDUM 

 

21 

As described in the FEIS/EIR, LACMTA would provide relocation assistance and compensation for all 

displaced businesses, as required by both the Uniform Act and the California Act. The details of these 

laws regarding relocation assistance and compensation for property acquisitions are described in Sections 

2.1.1 and 2.1.2 of the 2015 Real Estate and Acquisitions Technical Report. Where acquisitions and 

relocations are unavoidable, LACMTA would follow the provisions of both acts and their amendments. 

All real property acquired by LACMTA would be appraised to determine its fair market value and just 

compensation would be made to each property owner. Each business displaced as a result of the project 

would be given advance written notice and would be informed of its eligibility for relocation assistance 

and payments. Finding: operation and construction of the IOS would continue to have no impact under 

CEQA. This determination is consistent with the FEIS/EIR findings. 

4.5 Economic and Fiscal Impacts  

The proposed changes would not change the findings for economic and fiscal impacts as discussed in 

Section 4.3 of the FEIS/EIR. The changes in design would continue to result in direct and indirect impacts 

during construction including minor economic impacts on local businesses due to reduced visibility and 

diminished access resulting from sidewalk or lane closures, loss of on-street parking during construction, 

and permanent removal of on-street parking spaces. Those impacts would continue under the new design 

changes and would be less than significant. Additionally, the induced impacts of constructing the project 

would be an estimated 20,525 jobs. Finding: construction and operation of the IOS would continue to 

result in a less than significant impact under CEQA. This determination is consistent with the FEIS/EIR 

findings. 

4.6 Community and Neighborhoods 

The proposed changes would not change the findings for communities and neighborhoods discussed in 

Section 4.4, Communities and Neighborhoods, of the FEIS/EIR. The IOS would continue to enhance 

mobility and access by public transit. The IOS would continue to increase connectivity within the eastern 

San Fernando Valley area and would result in more unified communities by providing additional transit 

services. The IOS would now require 54 full right-of-way permanent acquisitions and 72 partial 

acquisitions to support road widening(see Appendix C). Although full and partial acquisitions would 

largely be required from commercial and industrial land uses, they would also include four residential 

properties. As anticipated by the original FEIR/EIS temporary construction easements would impact 

sidewalks and driveways to accommodate utilities construction, which could affect the surrounding 

communities. This document locates the majority of locations for TCEs so neighbors can understand the 

projects’ possible impact immediate to the community. There are also additional areas of utility and 

pavement work that would be affected during construction.  Finding: operation of the IOS would 

continue to result in significant impacts under CEQA. This determination is consistent with the FEIS/EIR 

findings. 

4.7 Visual Quality and Aesthetics  

The proposed design changes would not change the findings for visual resources discussed in Section 4.5, 

Visual Quality and Aesthetics, of the FEIS/EIR. As was stated in the FEIS/EIR, construction activities 

would temporarily affect visual resources within and surrounding the project corridor. Existing scenic 

resources could be affected due to removal of some existing landscaping and street trees. Visual character 

and quality would be affected by the presence of the LRT cars and new stations. As was stated in the 

FEIS/EIR, the IOS would be designed in accordance with local codes and ordinances, including visual 

and aesthetic elements such as sitting and height restrictions, structure scale, streetscaping features, and 

landscape design. Finding: construction would continue to result in significant impacts under CEQA after 
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implementation of proposed mitigation measures. The operational impacts under CEQA would continue 

to be significant on scenic views, scenic resources, and visual character, and would be less than 

significant or would be beneficial on visual quality. This determination is consistent with the FEIS/EIR 

findings.  

4.8 Air Quality 

4.8.1 Criteria Pollutant Emissions  

The proposed changes would not change the findings for criteria pollutant emissions discussed in Section 

4.6, Air Quality, of the FEIS/EIR. The regional VMT and travel speed profile predicted to occur along the 

6.7-mile corridor of Van Nuys Boulevard under the IOS would generate the regional criteria pollutant 

emissions estimates presented in Appendix D, Table 1. The table also shows daily emissions throughout 

the corridor with the proposed design changes; as discussed previously, emissions associated with the 

MSF and vehicle propulsion would not change from what was presented in the FEIS/EIR. Relative to the 

FEIS/EIR analysis, the design changes would result in marginal increases in daily emissions of ROG, CO, 

and NOX due to increased vehicle delay; however, emissions would remain at lower magnitudes than 

under the No Build Alternative in the design year of 2040. 

The ultimate objective of this analysis was to evaluate if and how the proposed design changes would 

affect the daily air pollutant emissions relative to those disclosed in the FEIS/EIR. Appendix D, Table 2 

provides a summary of the emissions presented in the FEIS/EIR and combines them with the incremental 

change in emissions associated with implementation of the proposed design modifications to the turning 

restrictions along Van Nuys Boulevard. Results of the analysis demonstrated that although corridor 

emissions attributed to vehicular travel and delay would be marginally higher than the FEIS/EIR analysis 

for the IOS, implementation of the design changes would still generate emissions of all pollutants 

presented in Appendix D, Table 2 at lower magnitudes than under the No Build Alternative in the design 

year of 2040. Therefore, implementation of the proposed design modifications would not substantially 

alter the environmental benefits of the project related to air pollutant emissions. The design changes 

associated with IOS would not create a new impact or exacerbate an existing impact identified in the 

FEIS/EIR. Finding: operation of the IOS would continue to result in a less than significant impact under 

CEQA. This determination is consistent with the FEIS/EIR findings.  

4.8.2 Carbon Monoxide Hot Spots 

The proposed changes would not change the findings for carbon monoxide hot spots discussed in Section 

4.6, Air Quality, of the FEIS/EIR. Based on ambient air monitoring data collected by SCAQMD, the 

South Coast Air Basin (Basin) has continually met state and federal ambient air quality standards for CO 

since 2003. As such, the Basin was reclassified to attainment/maintenance status from serious 

nonattainment, effective June 11, 2007. While the Final 2016 Air Quality Management Plan (AQMP) is 

the most recent AQMP, no additional regional or hotspot CO modeling has been conducted to 

demonstrate attainment of the 8-hour average CO standard since the analysis provided in the 2003 

AQMP. 

Since local CO concentrations are a function of 1) intersection traffic volumes, 2) peak-hour intersection 

congestion, 3) CO emissions factors [idle and grams/mile], and 4) the ambient CO background 

concentration; it is possible to identify which, if any, of the most congested intersection locations have a 

potential to violate state or federal CO standards. Table 4-7 in Appendix L (Air Quality Technical Report) 

of the FEIS/EIR shows intersections that meet the following criteria: 1) intersection congestion and/or 

delay would worsen under when compared to the No Build Alternative, and 2) the intersection would 
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operate at LOS F.  

Total intersection approach volumes under the IOS would not exceed the maximum total intersection 

approach volume identified for a 2003 attainment demonstration intersection, during the AM or PM peak-

hour period. In addition, the eastern San Fernando Valley is predicted to have an 8-hour CO background 

concentration of 5.5 parts per million in 2020 (farthest SCAQMD prediction), compared to an 8-hour 

background concentration of 7.8 parts per million used for the 2003 attainment demonstration analysis. 

And finally, the CO five miles per hour emissions factor for year 2040 is predicted to be 1.1 grams per 

mile. This emission rate is less than 10 percent of the CO five miles per hour emissions factor of 13.9 

grams per mile used for the 2003 AQMP attainment demonstration. Therefore, although implementation 

of the design modification would result in marginal increases in CO emissions at the Van Nuys Boulevard 

intersections with turning restrictions, emissions would still decrease relative to the No Build Alternative. 

The design changes associated with the IOS would not create a new impact or exacerbate an existing 

impact identified in the FEIS/EIR. Finding: operation of the IOS would continue to result in a less than 

significant impact under CEQA. This determination is consistent with the FEIS/EIR findings. 

4.8.3 Toxic Air Contaminant Emissions  

The proposed changes would not change the findings for toxic air contaminant emissions discussed in 

Section 4.6, Air Quality, of the FEIS/EIR. The travel speed profile and average intersection delay along 

the 6.7-mile Van Nuys Boulevard corridor that were forecasted using transportation modeling under the 

IOS would generate the MSAT emissions estimates presented in the second-to-left column of Appendix 

D, Table 3. Implementation of the proposed design changes would result in no material effect to regional 

MSAT emissions disclosed in the FEIS/EIR under the IOS, as shown in the columns presenting the net 

change from the IOS analysis. This conclusion is similar to what was presented in the FEIS/EIR in 

comparing the IOS to the No Build Alternative, which is also shown in Appendix D, Table 3 for 

comparison. The FEIS/EIR Regional Analysis in the right portion of the table includes all regional on-

road VMT emissions as described in the FEIS/EIR, whereas the supplemental analysis focused only on 

the vehicle volumes, travel speeds, and intersection delay throughout the IOS corridor along Van Nuys 

Boulevard. The differences in MSAT emissions observed by comparing the design changes to the IOS 

would not result in any previously disclosed reduction becoming an increase in daily emissions. 

Moreover, EPA regulations for vehicle engines and fuels will cause overall MSAT emissions to decline 

significantly over the next several decades. Based on regulations now in effect, an analysis of national 

trends with EPA’s MOVES model forecasts a combined reduction of over 80 percent in the total annual 

emission rate for the priority MSAT from 2010 to 2050 while vehicle-miles of travel are projected to 

increase by over 100 percent. This will both reduce the background level of MSAT as well as the 

possibility of even minor MSAT emissions from this project. The design changes associated with the IOS 

would not create a new impact or exacerbate an existing impact identified in the FEIS/EIR. Finding: 

operation of the IOS would continue to result in a less than significant impact under CEQA. This 

determination is consistent with the FEIS/EIR findings. 

4.9 Greenhouse Gas Emissions  

The proposed changes would not change the findings for greenhouse gas emissions discussed in Section 

4.7, Air Quality, of the FEIS/EIR. Appendix D, Table 4 presents a summary of the annual GHG 

emissions associated with operation of the IOS with the proposed design changes as well as the emissions 

that were disclosed in the FEIS/EIR. The table shows emissions associated with each major source 

component involved in project operations in the 2040 analysis year: the MSF, LRT vehicle propulsion 

and station operations, and construction activities (the design changes would not alter construction 
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emissions from those presented in the FEIS/EIR). 2040 is the appropriate baseline year for determining 

the significance of impacts related to GHG emissions because the project and other transit system 

improvements would be fully integrated into the regional circulation patterns and travel behaviors of 

members of the public. Also included in Appendix D, Table 4 are the net GHG emissions associated 

with the displacement of on-road vehicle travel.  

Moving the station locations would not affect GHG emissions during construction or future operation of 

the IOS. The FEIS/EIR construction emissions analysis accounted for the same number of stations as 

would be built with the design changes, and the new sites would not alter the off-road equipment and on-

road vehicle inventories required to build the stations. Annual GHG emissions during construction would 

be consistent with the magnitude of emissions analyzed in the FEIS/EIR. Furthermore, the operational on-

road vehicular travel emissions reductions disclosed in the FEIS/EIR would occur when considering the 

new station locations because the increases in transit ridership and decreases in on-road vehicle miles 

traveled (VMT) would not change relative to what was previously analyzed. The new station sites would 

not have any effect on transit ridership, and therefore no further analysis of GHG emissions is warranted 

for this design change.  

Construction of the IOS with the proposed MSF modification would not change the total or annual 

average GHG emissions that were disclosed in the FEIS/EIR. Installation of the PV solar array and BESS 

would not require additional off-road equipment use or on-road vehicle activity. Furthermore, 

implementation of the IOS with the proposed solar PV array and BESS would result in less operational 

GHG emissions than those that were disclosed in the FEIS/EIR because the IOS would require less 

energy from the grid, which is a source of indirect GHG emissions. Information provided by the 

LACMTA Metro indicated that the MSF rooftop solar PV and BESS would yield an annual offset of 74.5 

percent and maintain a payback period of 25 years. The FEIS/EIR analysis determined that annual GHG 

emissions resulting from MSF electricity consumption would be approximately 471 MTCO2e; therefore, 

the PV and BESS would reduce MSF indirect energy emissions by approximately 350 MTCO2e relative 

to the analysis presented in the FEIS/EIR.  

Removal of the turn lanes along Van Nuys Boulevard would increase annual peak hour vehicle emissions 

by approximately 1,066 MTCO2e under the design change. The net annual emissions relative to the 2040 

No Build Alternative baseline with implementation of the design change would be reductions of 

approximately 9,505 MTCO2e or 9,082 MTCO2e, respectively. The design changes associated with IOS 

would not create a new impact or exacerbate an existing impact identified in the FEIS/EIR. Finding: 

operation of the IOS would continue to result in a less than significant/beneficial impact under CEQA. 

This determination is consistent with the FEIS/EIR findings.  

4.10 Noise and Vibration  

The proposed changes would not change the findings for noise and vibration as described in Section 4.8 

of the FEIS/EIR. Three aspects of the IOS were identified and analyzed to identify potential changes to 

the operational noise and vibration impact results: (TPSS, crossovers, and right-of-way (ROW) building 

acquisitions.  

4.10.1 Traction Power Substations 

Appendix E, Table 1 summarizes the noise assessment results for TPSS Sites 3, 4, 5, 8, and 9 which 

were relocated. The table provides existing and predicted future noise levels at the closest noise-sensitive 

receiver. There would be no noise impact at TPSS Sites 3, 4, or 8; however, there would be severe noise 

impacts per FTA criteria at Receiver Cluster SB-7a adjacent to TPSS Site 5 and at Receiver Cluster SB-
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39 adjacent to TPSS Site 9 (see Appendix F, Figure 1 and Figure 2). Receiver Cluster ID SB-7a 

represents 5 multi-family residential buildings with approximately 18 total residential units. The closest 

building is approximately 34 feet to the west of TPSS 5. Noise impacts are predicted at all of the 

buildings in this cluster and at Receiver Cluster SB-7b to the northwest. Receiver cluster ID SB-39 

represents a cluster of single-family residences located on Pinney Street. The closest building is 

approximately 41 feet west of the TPSS site. Noise impact is predicted at residences within 135 feet of the 

TPSS unit. 

The FEIS/EIR included mitigation measures for TPSS units, including MM-NOI-3a, MM-NOI-3b, and 

MM-NOI-3c to reduce noise impacts resulting from TPSS units. These mitigation measures would be 

implemented at the TPSS locations where impact is predicted. Finding: with implementation of these 

measures, operation of the IOS would continue to result in a significant impact under CEQA. This 

determination is consistent with the FEIS/EIR findings. 

4.10.2 Crossovers and Special Trackwork 

The IOS would require special trackwork, including turnouts and crossovers. Turnouts and crossovers for 

light-rail transit require special trackwork where two rails cross. The special fixture used where two rails 

cross is referred to as a “frog.” Standard frogs have gaps, and the train wheels must “jump” across the 

gap. The wheels striking the ends of the gap cause localized increases in noise and vibration levels. An 

adjustment to the predicted noise levels of +6 dB is applied when special trackwork would be located 

within 300 feet of sensitive receivers. An adjustment to the predicted vibration levels of +10 dB is applied 

when special trackwork would be located within 200 feet of sensitive receivers. 

There are no noise-sensitive receivers located within 300 feet of the double crossover between Calvert 

Street and Delano Street, and the single crossovers at Hamlin Street would not result in noise impacts (see 

Appendix E, Table 2 and Table 3). The remaining crossovers would result in noise levels at nearby 

receivers exceeding FTA thresholds.  

The FEIS/EIR included mitigation measures for crossovers and special trackwork, including MM-VIB-

2a, MM-VIB-2b, and MM-VIB-2c to reduce noise impacts resulting from this work. These measures 

included additional study of noise and vibration impacts, installation of frog points at appropriate 

locations. As a result of the updated studies, low-impact frogs are recommended at the following 

crossover locations: 

¶ Single crossovers at Hart Street 

¶ Yard lead turnouts at Keswick Street 

¶ Double crossover at Covello Street 

¶ Single crossovers at Titus Street 

¶ Single crossovers between Parthenia Street and Rayen Street 

¶ Single crossovers at north of Vincennes Street and at Gledhill Street 

¶ Single crossovers between Canterbury Avenue and Beachy Avenue 

¶ Double crossover north of Remick Avenue 

¶ Double crossovers between Telfair Avenue and Tamarack Avenue 

At some of the crossover locations, a moderate noise impact was predicted in the FEIS/EIR without any 

noise contribution from the crossover. To reduce the predicted noise levels to below the FTA moderate 

noise impact threshold at these locations, the following additional mitigation measure would be included 

to accomplish the same noise reductions:  
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¶ MM-NOI-3d: The following measures would be included in project plans as needed to meet 

applicable noise level thresholds: 

o Specify low-noise vehicles – Manufacturers can achieve low-noise specifications with a 

combination of vehicle skirts, a well-designed suspension, and under-car absorption. Low-

noise vehicles may reduce noise levels by 3 dB. 

o Building sound insulation – Sound insulation of residences and buildings improves the 

outdoor-to-indoor noise reduction. Although this approach has no effect on noise in exterior 

areas, it may be the best choice for sites where noise barriers are not feasible or desirable or 

for buildings where indoor sensitivity is of most concern. 

o Install ballast-and-tie track – Ballast is an absorptive material, so it reflects less noise than a 

concrete track bed. Ballast-and-tie track systems are about 3 decibels quieter than traditional 

embedded track systems. 

o Apply absorptive material to the concrete track bed – Although not common there are several 

examples of this approach being used as a noise mitigation measure on Asian and European 

transit systems. However, this option is difficult to implement in a right-of-way where there 

are many cross-streets. 

The FEIS/EIR identified moderate noise impacts from crossovers but did not identify severe noise 

impacts. The FEIS/EIR states “The severe noise impact criteria are used as the NEPA noise significance 

threshold for the project; however, noise mitigation is also considered for any locations where moderate 

noise impact is identified.” The Metro Rail Design Criteria requires mitigation for project noise levels that 

exceed the severe impact criteria and the severe impact criteria was used as the NEPA threshold in the 

FEIS/EIR. Finding:  operation of the IOS would continue to result in a significant impact under CEQA. 

This determination is consistent with the FEIS/EIR findings. 

4.10.3 Vibration 

There are no vibration-sensitive receivers located within 200 feet of the double crossover between Calvert 

Street and Delano Street and the single crossovers at Hart Street and the double crossover at Covello 

Street would not result in vibration impacts (see Appendix E, Table 4). The remaining crossover 

locations would result in cause vibration levels at nearby receivers exceed FTA thresholds. The FEIS/EIR 

included mitigation measures for vibration including MM-VIB-2a, MM-VIB-2b, and MM-VIB-2c to 

reduce vibration impacts resulting from this work. These measures included additional study of noise and 

vibration impacts, installation of frog points at appropriate locations. As a result of the updated studies, 

low-impact frogs are recommended at the following crossover locations: 

¶ Single crossovers at Hamlin Street 

¶ Yard lead turnouts at Keswick Street 

¶ Single crossovers at Titus Street 

¶ Single crossovers between Parthenia Street and Rayen Street 

¶ Single crossovers at north of Vincennes Street and at Gledhill Street 

¶ Single crossovers between Canterbury Avenue and Beachy Avenue 

¶ Double crossover north of Remick Avenue 

¶ Double crossovers between Telfair Avenue and Tamarack Avenue 

At the single crossovers between Parthenia Street and Rayen Street and the crossovers between Vincennes 



EAST SAN FERNANDO VALLEY TRANSIT CORRIDOR ADDENDUM 

 

27 

Street and Gledhill Street vibration impact was predicted in the FEIS/EIR without any vibration 

contribution from the crossover. The following mitigation measures were included in the FEIS/EIR and 

have been amended based on the additional analysis performed as a result of the proposed design changes 

to accomplish the same noise reductions: 

MM-VIB-2b: The contractor shall install moveable point frogs at the crossovers on Van Nuys 

Boulevard/Osbourne Street and at Van Nuys Boulevard/Canterbury Avenue. If further 

investigation confirms that an alternative low-impact frog would reduce vibration levels 

below the applicable thresholds, the alternative may be installed. 

MM-VIB-2c: Low-impact frogs such as conformal frogs or spring frogs shall be used at all crossovers 

and turnouts not covered under MM-VIB-2b. Traditional crossovers may be used in 

locations where analysis shows vibration levels will not exceed the applicable thresholds 

at nearby sensitive receivers. 

Vibration mitigation measure MM-VIB-2b would be updated to “The contractor shall install spring-rail 

frogs at the crossovers on Van Nuys Boulevard/Parthenia Street, Van Nuys Boulevard/Gledhill Street and 

Van Nuys Boulevard/Beachy Street. Like moveable point frogs, spring rail frogs provide a continuous 

running surface in the mainline direction and are therefore expected to provide similar noise and vibration 

reduction. However moveable point frogs require additional switch equipment that is unlikely to fit in the 

right-of-way. If further investigation confirms that an alternative low-impact frog would reduce noise and 

vibration levels below the applicable thresholds, such as conformal frogs, the alternative may be 

installed.” 

Vibration mitigation measure MM-VIB-2c would be updated to “Low-impact frogs such as conformal 

frogs or spring frogs shall be used at all crossovers and turnouts not covered under MM-VIB-2b, except 

for the double crossover between Calvert Street and Delano Street where there are no sensitive receivers 

located within 300 feet. At locations where sensitive receivers are further than 300 feet from the special 

trackwork, standard frogs are acceptable.”  

The Draft Vibration Assessment and Mitigation Recommendations (February 2021) report recommended 

a continuous mat floating slab and a monoblock frog with conformal top for the crossover located at 

Parthenia Street. This same engineering approach to vibration reduction could be applied to the crossover 

at Gledhill Street in place of the moveable point frogs recommended in MM-VIB-2b to reduce predicted 

vibration levels to below the impact threshold. 

The vibration mitigation recommendations for low-impact frogs would also provide noise mitigation for 

the sensitive receivers where severe noise impact is predicted. The vibration mitigation recommendations 

in MM-VIB-2b and MM-VIB-2c would reduce all predicted severe noise impacts to equal to or below the 

severe noise impact threshold for all crossover locations. A moveable point frog at the Beachy Avenue 

crossover (MM-Vib-2b) would reduce the predicted noise levels to below the severe impact threshold; 

however, the engineering approach of using continuous mat floating slab and a monoblock frog with 

conformal top would not provide the same noise reduction as a moveable point frog. Measurements may 

show that a monoblock frog with a conformal top would reduce noise levels to below the severe impact 

threshold at Beachy Avenue, but data is not currently available and a conservative assumption of noise 

reduction from a monoblock frog was applied. Finding: with implementation of these measures, 

operation of the IOS would continue to result in a less than significant impact under CEQA. This 

determination is consistent with the FEIS/EIR findings. 

4.10.4 Right-of-Way Acquisitions 
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The proposed design changes would not change the findings for right-of-way acquisitions discussed in 

Section 4.8, Noise, of the FEIS/EIR.  

One full acquisition was identified where there was a previously predicted moderate noise impact in the 

FEIS/EIR at receiver cluster ID SB-22, shown in Appendix F, Figure 3. SB-22 is a cluster of single-

family residences that includes 7 units. The single-family residence at 14229 Van Nuys Boulevard would 

be a full acquisition to accommodate TPSS Site #7. The removal of this residential building would 

slightly affect noise propagation from traffic and light-rail operations on Van Nuys Boulevard at receiver 

cluster ID SB-23, which is setback one row off of Van Nuys Boulevard. However, with the TPSS 

building and other equipment occupying this space, the effect of removing this one building is expected to 

be negligible. 

Full property acquisition is also required for TPSS 9 for several buildings on Van Nuys Boulevard 

between El Dorado Road and San Fernando Road. The existing buildings form a continuous façade that 

significantly reduces the noise levels at the sensitive receiver cluster ID SB-39, which is set back one row 

off of Van Nuys Boulevard. The TPSS and other project facilities located at this site would not provide 

similar noise reduction as the existing buildings, and the removal of the buildings would result in an 

increase in noise levels above the noise impact threshold. Noise mitigation would be included in the TPSS 

site design to account for the increase in traffic noise levels from removing the buildings. 

The FEIS/EIR included MM-NOI-2a, which would include a sound wall where the row of buildings 

would be removed near the intersection of Van Nuys Boulevard and San Fernando Road. Finding: with 

implementation of this measure, construction and operation of the IOS would continue to result in a 

significant impact under CEQA. This determination is consistent with the FEIS/EIR findings. 

4.11 Geology, Soils, and Seismicity 

The proposed design changes would not change the findings for geological resources discussed in Section 

4.9, Geology, Soils, and Seismicity, of the FEIS/EIR. As was stated in the FEIS/EIR, the project would be 

designed in compliance with current building codes and regulatory requirements. Previously proposed 

mitigation measures, MM-GEO-1 and MM-GEO-2, and compliance with Metro’s Design Criteria, the 

latest federal and state seismic and environmental requirements, and state and local building codes, would 

reduce potential impacts on geological resources to a less-than-significant level. Finding: construction 

and operation of the IOS would continue to result in a less than significant impact under CEQA. This 

determination is consistent with the FEIS/EIR findings. 

4.12 Hazardous Waste and Materials  

The proposed design changes would not change the findings for hazardous materials discussed in Section 

4.10, Hazardous Waste and Materials, of the FEIS/EIR. As was stated in the FEIS/EIR, hazardous 

materials could be encountered during excavation as well as any accidental release of hazardous materials 

from construction equipment. Deeper ground excavation for foundations or structures could result in 

groundwater contamination by volatile organic compounds. Lead-based paint and asbestos containing 

material could be encountered in waste building materials during demolition of existing structures for the 

MSF and TPSS facilities. As was stated in the FEIS/EIR, the removal, handling, and disposal of 

hazardous materials would be conducted in accordance with all applicable federal, state, and local 

regulations, and would comply with the mitigation measures, MM-HAZ-1 through MM-HAZ-6. 

Finding: construction and operation and construction of the IOS would continue to result in a less than 

significant impact under CEQA. This determination is consistent with the FEIS/EIR findings. 
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4.13 Energy 

The proposed design changes would not change the findings regarding energy resources as discussed in 

Section 4.11, Energy, of the FEIS/EIR. Diesel fuel consumption would increase due to the utility work 

that was not included in the FEIS/EIR. However, this increase would be minimal and would represent a 

negligible increase in regional demand. Construction energy use would not be adverse under NEPA. The 

MSF is now proposed to be powered by a rooftop photovoltaic and battery storage system. This would 

reduce energy derived from the LADWP electricity services. Energy needed to power the MSF is not 

expected to change due to the design changes. The number of TPSS stations is being reduced from 10 to 

nine stations and the voltage is increasing; however, this would not change the energy usage estimates. 

Energy usage for the propulsion systems was calculated based on the length of the LRT alignment. The 

alignment has not undergone any change; therefore, it would require the same amount of energy to power 

the LRT. Finding: operation of the IOS would continue to result in a less than significant impact under 

CEQA. This determination is consistent with the FEIS/EIR findings. 

4.14 Ecosystems and Biological Resources 

The proposed design changes would not change the findings for biological resources discussed in Section 

4.12, Ecosystems and Biological Resources, of the FEIS/EIR. As was stated in the FEIS/EIR, proposed 

mitigation measures MM-BIO-1 through MM-BIO-4 would reduce potential impacts on special-status 

bats, nesting birds, jurisdictional waters, or protected trees. Project operation would remain the same and 

no impact or effects on biological resources would be anticipated. Finding: construction and operation of 

the IOS would continue to result in a less than significant impact under CEQA. This determination is 

consistent with the FEIS/EIR findings. 

4.15 Water Resources/Hydrology and Water Quality 

The proposed design changes to the modified IOS would not change the findings regarding water 

resources as discussed in Section 4.13, Water Resources/Hydrology and Water Quality, of the FEIS/EIR. 

The IOS alignment has not changed. Sidewalk and driveway improvements could require additional 

drainage improvements and may change the grade. However, stormwater would continue to drain into the 

existing major storm drain line that runs through the Van Nuys Boulevard corridor and San Fernando 

Road corridor and crosses the Pacoima Wash Channel and Pacoima Wash Control Channel. The proposed 

design changes would not place structures that would impede or redirect flood flows as mapped on any 

flood hazard delineation map as discussed in the FEIS/EIR. The project would continue to comply with 

the statewide National Pollutant Discharge Elimination System. Finding: construction and operation of 

the IOS would continue to result in a less than significant impact under CEQA. This determination is 

consistent with the FEIS/EIR findings. 
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4.16 Safety and Security  

The proposed design changes would not change the findings regarding safety and security as discussed in 

Section 4.14, Safety & Security, of the FEIS/EIR. The IOS alignment has not changed. The project is not 

located within an airport land use plan area or in the immediate vicinity of any airport or within a 

wildland fire area. The installation of left turn gates would increase safety along the corridor based on the 

traffic analysis conducted. However, the removal of mix-flow lanes would potentially adversely affect 

emergency response time and emergency response plans as emergency response vehicles may be required 

to take a more circuitous route. Finding: construction and operation of the IOS would continue to result 

in a significant impact under CEQA. This determination is consistent with the FEIS/EIR findings. 

4.17 Parklands and Community Resources 

The proposed design changes would not change the findings regarding parklands and community 

facilities as discussed in Section 4.15, Parklands and Community Facilities, of the FEIS/EIR. The IOS 

alignment has not changed. The IOS would require a TCE from the Albert Piantanida Intergenerational 

Center. Views of construction areas could be possible from parklands and community facilities; however, 

mitigation measures MM-VIS-1, MM-VIS-2, MM-VIS-3, MM-VIS-4, and MM-VIS-5 would be 

implemented to reduce visual impacts. Access to parklands and community facilities would be maintained 

during construction with implementation of a Traffic Management Plan, including traffic control 

measures and mitigation measures MM-TRA-1 and MM-TRA-2. Finding: with implementation of these 

measures, construction and operation of the project would continue to result in a significant impact under 

CEQA. This determination is consistent with the FEIS/EIR findings. 

4.18 Historic, Archaeological, and Paleontological Resources  

4.18.1 Historic Resources 

The IOS alignment has not changed; however, the proposed design changes resulted in an expansion of 

the APE and over 150 additional built environment resources that would traditionally require evaluation 

for the purposes of Section 106 compliance and CEQA. With approval from SHPO to use the same 

streamlined methodology used for the FEIS/EIR, 13 additional individual built-environment resources 

were evaluated and it was determined that they were not historic properties for the purposes of Section 

106 or historical resources for the purposes of  CEQA.  

Due to their large size and limited potential for effects resulting from the undertaking, four previously 

identified large-scale resources are assumed eligible for the National Register of Historic Places (NRHP) 

as historic districts for the purposes of this undertaking only. Individual components of these districts 

were reviewed to assess whether they dated from the period of significance and possessed the physical 

integrity that would be necessary to contribute to the significance of the assumed NRHP-eligible districts. 

As such, the following are presumed to be historic properties and historical resources for the purposes of 

this undertaking only for compliance with Section 106 and CEQA:  

1. Los Angeles Air Raid Sirens 

a. Air Raid Siren #207 

b. Air Raid Siren #104 

2. Los Angeles County Drainage Area Project 

a. Pacoima Diversion Channel Segment 
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3. Panorama City Historic District 

4. San Fernando Valley Administrative Center 

a. James C. Corman Federal Building (6230 Van Nuys Blvd) 

b. Van Nuys Post Office (14441 W. Delano St) 

c. Van Nuys State Office Building (6162 Van Nuys Blvd) 

The findings for the expanded APE are preliminary, pending SHPO concurrence.  

The following properties within the expanded APE were previously identified as being eligible for the 

NRHP and SHPO concurred on April 5, 2017. Therefore, they are historic properties and historical 

resources for the purposes of Section 106 and CEQA.  

5. Panorama Movie Theater (9110 Van Nuys Boulevard) 

6. Panorama City Bank of America (8324 Van Nuys Boulevard) 

7. Great Western Savings Bank (8201 Van Nuys Boulevard) 

8. Bank of America (6551 Van Nuys Boulevard) 

9. Owl-Rexall Drug Co. (6353 Van Nuys Boulevard) 

Because the identification and evaluation findings are still pending SHPO concurrence, the criteria of 

adverse effect have not yet been applied to the newly identified historic properties within the expanded 

APE or the previously identified historic properties for the proposed design changes. It is not yet known 

whether the proposed design changes would change the findings for built-environment resources 

discussed in Section 4.16, Historical, Archaeological, and Paleontological Resources, of the FEIS/EIR; 

however, based on initial analysis effects are not expected to be adverse and impacts are not expected to 

be significant under CEQA. There have been no changes to the proposed operation of the LRT, so no 

operational impacts are anticipated. This preliminary assessment of effects is based on the project design 

as of March 31, 2023, and is subject to change following more detailed analysis. 

4.18.2 Archaeological Resources 

The proposed design changes would not change the findings for archaeological resources discussed in 

Section 4.16, Historical, Archaeological, and Paleontological Resources, of the FEIS/EIR. The modified 

IOS would now include shallow excavations for the reconstruction of the existing sidewalk along Van 

Nuys Boulevard and the relocation of one TPSS which is located outside of the previous Area of Potential 

Effects (APE). All new areas proposed for ground disturbance are in existing urban development areas 

(e.g., including existing sidewalks, paved parking lots or other areas covered in asphalt). The 

development in these areas likely resulted in some disturbance to the native ground surface, either through 

grading, or excavation. No new impacts on existing archaeological resources are anticipated as a result of 

the revised APE. The FEIS/EIR included measures MM-AR-2 and MM-AR-3 would reduce potential 

impacts on any previously unidentified archaeological resources. Project operation would remain the 

same and no impact or effects on archaeological resources would be anticipated. Finding: with 

implementation of these measures, construction and operation of the IOS would continue to result in a 

less than significant impact under CEQA. This determination is consistent with the FEIS/EIR findings. 

4.18.3 Paleontological Resources 

The proposed design changes would not change the findings for paleontological resources discussed in 

Section 4.16, Historical, Archaeological, and Paleontological Resources, of the FEIS/EIR. The modified 

IOS would now include shallow excavations for the reconstruction of the existing sidewalk along Van 

Nuys Boulevard. The FEIS/EIR included measures MM-PR-1 and MM-PR-2 to reduce potential impacts 
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on paleontological resources. Project operation would remain the same and no impact or effects on 

paleontological resources would be anticipated. Finding: construction and operation of the IOS would 

continue to result in a less than significant impact under CEQA. This determination is consistent with the 

FEIS/EIR findings. 

4.19 Environmental Justice 

The proposed design changes would not change the findings for environmental justice discussed in 

Section 4.17, Environmental Justice, of the FEIS/EIR. The IOS would continue to result in new transit 

opportunities, which would improve connectivity and transit equity. According to the FEIS/EIR, the 

project study area includes low-income and minority communities and the displacements associated with 

the IOS would result in disproportionately high and adverse impacts on minority and low-income 

communities. However, with implementation of proposed mitigation measures, the impacts would not be 

substantial. The number of full permanent acquisitions for the project is at 126 parcels, which includes 54 

full parcel acquisitions, 72 partial acquisitions for permanent easements. There will be a need for  267 

TCEs. The full acquisitions would be for the purposes of alignment, stations, the MSF site, and the TPSS. 

The number of partial permanent easements was increased from 17 to 82 properties for road widening. 

Finding: construction and operation of the IOS would result in no disproportionately high and adverse 

effects on environmental justice populations. This determination is consistent with the FEIS/EIR findings. 

4.20 Growth-Inducing Impacts 

The proposed design changes would not change the findings for growth inducement discussed in Section 

4.18, Growth-Inducing Impacts, of the FEIS/EIR. As was stated in the FEIS/EIR, construction activities 

would not likely induce growth because there is already a large pool of construction workers in Los 

Angeles County. In addition, the proposed improvements to the transit system and increases in 

transportation network efficiency and connectivity could be a catalyst for new development but this 

would not be anticipated to induce growth. Finding: construction and operation of the IOS would 

continue to result in a less than significant impact under CEQA. This determination is consistent with the 

FEIS/EIR findings. 

5.0 Results and Conclusions   

The LACMTA has evaluated the potential for new impacts or change in the level of impacts from the 

Design Changes, based on the analysis above, the design changes on the IOS for the East San Fernando 

Valley Transit Corridor Project, would result in environmental effects that would be different from those 

previously identified in the FEIS/EIR. Based on the results of the additional environmental analyses and 

with implementation of mitigation, LACMTA finds that the design changes would result in minor 

changes to impacts compared to those identified in the FEIS/EIR, NOD, and Statement of Overriding 

Considerations, but would not result in a change in the magnitude of impacts to the extent that would 

change impact determinations.  

Mitigation measures included in the FEIS/EIR would be adequate to mitigate updated impacts, with the 

exception of noise and vibration impacts (see Section 5.10). Additional mitigation measures are included 

in Section 5.9 to mitigate additional noise and vibration impacts. Mitigation would be implemented 

consistent with the Mitigation Monitoring and Reporting Program. Table 2 includes a summary of 

mitigation measures and impacts after mitigation for the IOS described in the FEIS/EIR and the updated 

IOS analyzed in this Addendum. Appendix G includes a summary of mitigation measures referenced in 

Table 2. 
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Table 2. Mitigation Comparison Table 

Affected 

Resource 
Timing 

IOS (Original FEIS/EIR) IOS (Updated) 

Mitigation 
Impacts After 

Mitigation 

Additional 

Mitigation 

Required 

Impacts After 

Mitigation 

Transportation, 

Transit, 

Circulation, and 

Parking 

Construction MM-TRA-1 to 3 

Significant 

(transit, traffic, 

bicycle facilities) 

N/A 

Significant (transit, 

traffic, bicycle 

facilities) 

Operation MM-TRA-4 to 7 

Significant 

(traffic, bicycle 

facilities) 

N/A 
Significant (traffic, 

bicycle facilities) 

Land Use 

Construction 

MM-NOI-1a 

MM-VIB-1 

MM-AQ-1 to 9 

Less than 

Significant 
N/A 

Less than 

Significant 

Operation 
MM-NOI-2a to 2b 

MM-NOI-3a to 3c 

Significant 

(conflicts with 

general plan due 

to increased 

traffic 

congestion) 

MM-NOI-3d 

Significant 

(conflicts with 

general plan due to 

increased traffic 

congestion 

Real Estate and 

Acquisitions 

Construction N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A No Impact N/A No Impact 

Economic and 

Fiscal Impacts 

Construction 
MM-TRA-1 to 3 

MM-CN-1 

Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Communities and 

Neighborhoods 

Construction 

MM-TRA-1 to 3 

MM-VIS-1 to 5 

MM-AQ-1 to 9 

MM-NOI-1a to 1d 

MM-NOI-2a to 2b 

MM-NOI-3a to 3c 

MM-SS-1 to 23 

MM-CN-1 

Significant 

(removal of bike 

lanes, community 

impacts due to 

business 

displacements) 

N/A 

Significant 

(removal of bike 

lanes, community 

impacts due to 

business 

displacements) 

Operation MM-TRA-4 to 7 Significant MM-NOI-3d Significant 
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Affected 

Resource 
Timing 

IOS (Original FEIS/EIR) IOS (Updated) 

Mitigation 
Impacts After 

Mitigation 

Additional 

Mitigation 

Required 

Impacts After 

Mitigation 

MM-VIS-2 to 5 

MM-NOI-2a to 2b 

MM-NOI-3a to 3c 

MM-VIB-2a to 2c 

MM-SS-12 to 23 

(removal of bike 

lanes, business 

displacements, 

and visual 

impacts) 

(removal of bike 

lanes, business 

displacements, and 

visual impacts) 

Visual Quality 

and Aesthetics 

Construction MM-VIS-1 Significant N/A Significant 

Operation MM-VIS-2 to 5 Significant N/A Significant 

Air Quality 

Construction MM-AQ-1 to 9 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Greenhouse Gas 

Emissions 

Construction 
MM-AQ-1 to 3 

MM-AQ-6 
N/A N/A N/A 

Operation 
MM-AQ-1 to 3 

MM-AQ-6 

Less than 

Significant 

/Beneficial 

N/A 

Less than 

Significant 

/Beneficial 

Noise and 

Vibration 

Construction 
MM-NOI-1a to 1e 

MM-VIB-1 

Significant 

(Noise Only) 
N/A 

Significant (Noise 

Only) 

Operation 

MM-NOI-2a to 2b 

MM-NOI-3a to 3c 

MM-VIB-2a to 2c 

Less than 

Significant 
MM-NOI-3d 

Less than 

Significant 

Geology, Soils, 

and Seismicity 

Construction N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation 
MM-GEO-1 

MM-GEO-2 

Less than 

Significant 
N/A 

Less than 

Significant 

Hazardous Waste 

and Materials 

Construction MM-HAZ-1 to 6 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 
Less than 

Significant 
N/A 

Less than 

Significant 
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Affected 

Resource 
Timing 

IOS (Original FEIS/EIR) IOS (Updated) 

Mitigation 
Impacts After 

Mitigation 

Additional 

Mitigation 

Required 

Impacts After 

Mitigation 

Energy 

Construction N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Ecosystems/ 

Biological 

Resources 

Construction MM-BIO-1 to 4 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Water Resources/ 

Hydrology and 

Water Quality 

Construction N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Safety and 

Security 

Construction MM-SS-1 to 11 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation MM-SS-12 to 23 Significant N/A Significant 

Parklands and 

Community 

Facilities 

Construction 

MM-TRA-1 to 2 

MM-VIS-1 

MM-AQ-1 to 8 

MM-NOI-2a to 2b 

MM-NOI-3a to 3c 

MM-SS-2 

MM-SS-4 to 5 

 

Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 

Significant 

(emergency 

vehicle access, 

visual impacts) 

N/A 

Significant 

(emergency vehicle 

access, visual 

impacts) 

Historic 

Resources 

Construction N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 
Less than 

Significant 
N/A 

Less than 

Significant 
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Affected 

Resource 
Timing 

IOS (Original FEIS/EIR) IOS (Updated) 

Mitigation 
Impacts After 

Mitigation 

Additional 

Mitigation 

Required 

Impacts After 

Mitigation 

Archaeological 

Resources 

Construction MM-AR-1 to 3 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A No Impact N/A No Impact 

Paleontological 

Resources 

Construction MM-PR-1 to 2 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A No Impact N/A No Impact 

Environmental 

Justice 

Construction 

MM-TRA-1 to 3 

MM-VIS-1 to 5 

MM-AQ-1 to 9 

MM-NOI-1a to 1d 

MM-NOI-2a to 2b 

MM-NOI-3a to 3c 

MM-SS-1 to 23 

No Impact N/A No Impact 

Operation MM-CN-1 No Impact N/A No Impact 

Growth Inducing 

Impacts 

Construction N/A 
Less than 

Significant 
N/A 

Less than 

Significant 

Operation N/A 
Less than 

Significant 
N/A 

Less than 

Significant 
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Appendix B. Traffic Tables  



 

 

Table 1. Comparison of Intersection Operations Between Original and Updated IOS - AM Peak 

Hour 

# Intersection 

IOS (Original FEIS/EIR) IOS (Updated) 

All Vehicle 

Delay (s) 
LOS 

All Vehicle 

Delay (s) 
LOS 

8 Van Nuys at Sylvan 5.4 A 74.7 E 

10 Van Nuys at Victory 29.3 C 182.9 F 

14 Van Nuys at Kittridge 6.0 A 201.8 F 

16 Van Nuys at Vanowen >100 F 130.1 F 

22 Van Nuys at Vose 23.2 C 98.9 F 

25 Van Nuys at Sherman Way 54.4 D 146.5 F 

27 Van Nuys at Valerio 16.0 B 44.2 D 

29 Van Nuys at Saticoy 84.3 F 165.5 F 

30 Van Nuys at Keswick 18.6 B 13.2 B 

32 Van Nuys at Arminta 14.6 B 51.3 D 

37 Van Nuys at Lanark 29.1 C 225.0 F 

39 Van Nuys at Roscoe 53.7 D 299.2 F 

40 Van Nuys at Panorama Mall Dwy 3.2 A 1.7 A 

41 Van Nuys at Chase 37.0 D 55.1 E 

42 Van Nuys at Parthenia St & Vesper Av 23.6 C 29.1 C 

43 Van Nuys at Parthenia 9.2 A 5.0 A 

48 Van Nuys at Nordhoff >100 F 129.2 F 

52 Van Nuys at Tupper 8.9 A 9.5 A 

56 Van Nuys at Plummer 71.9 E 124.6 F 

62 Van Nuys at Woodman 81.0 F 100.6 F 

66 Van Nuys at Beachy 41.3 D 75.8 E 

69 Van Nuys at Arleta >100 F 150.2 F 

73 Van Nuys at Bartee - - 25.6 C 

81 Van Nuys at Laurel Canyon >100 F 166.8 F 

90 Van Nuys at Kewen 5.7 A 29.9 C 

99 Van Nuys at San Fernando >100 F 48.7 D 

Source: Elite Transportation Group, Inc. 2022 

  



 

 

Table 2. Comparison of Intersection Operations Between Original and Updated IOS - PM Peak 

Hour 

# Intersection 

IOS (Original FEIS/EIR) IOS (Updated) 

All Vehicle 

Delay (s) 
LOS 

All Vehicle 

Delay (s) 
LOS 

8 Van Nuys at Sylvan 6.7 A 22.0 C 

10 Van Nuys at Victory 24.9 C 164.1 F 

14 Van Nuys at Kittridge 8.6 A 141.1 F 

16 Van Nuys at Vanowen >100 F 114.2 F 

22 Van Nuys at Vose 47.1 D 53.6 D 

25 Van Nuys at Sherman Way >100 F 178.5 F 

27 Van Nuys at Valerio 23.5 C 77.4 E 

29 Van Nuys at Saticoy >100 F 236.5 F 

30 Van Nuys at Keswick 29.5 C 25.8 C 

32 Van Nuys at Arminta 24.9 C 133.4 F 

37 Van Nuys at Lanark 33.8 C 152.5 F 

39 Van Nuys at Roscoe 56.0 E 147.1 F 

40 Van Nuys at Panorama Mall Dwy 14.0 B 6.5 A 

41 Van Nuys at Chase 68.8 E 95.7 F 

42 
Van Nuys at Parthenia St & Vesper 

Ave 
84.8 F 35.9 D 

43 Van Nuys at Parthenia 25.1 C 10.1 B 

48 Van Nuys at Nordhoff >100 F 142.6 F 

52 Van Nuys at Tupper 5.0 A 6.9 A 

56 Van Nuys at Plummer >100 F 122.3 F 

62 Van Nuys at Woodman >100 F 97.3 F 

66 Van Nuys at Beachy 19.8 B 32.6 C 

69 Van Nuys at Arleta >100 F 90.1 F 

73 Van Nuys at Bartee - - 21.9 C 

81 Van Nuys at Laurel Canyon >100 F 176.4 F 

90 Van Nuys at Kewen 7.5 A 26.3 C 

99 Van Nuys at San Fernando >100 F 68.3 E 

Source: Elite Transportation Group, Inc. 2022 



 

 

Table 3. Vehicle Travel Time Summary for 2040 Build Alternatives - AM Peak Hour 

Travel Time 

Corridor 
Segment Direction 

IOS Alternative 1 Alternative 2 

Travel 

Time 

(sec) 

Travel 

Speed 

(mph) 

Travel 

Time 

(sec) 

Travel 

Speed 

(mph) 

Travel 

Time 

(sec) 

Travel 

Speed 

(mph) 

NB Van Nuys 
Orange Line to 

Victory 
NB 106 13.9 109 13.5 106 13.9 

NB Van Nuys 
Victory to 

Vanowen 
NB 175 10.3 133 13.5 131 13.7 

NB Van Nuys 
Vanowen to 

Sherman Way 
NB 151 12.0 130 13.8 129 14.0 

NB Van Nuys 
Sherman Way to 

Roscoe 
NB 572 8.9 554 9.2 520 9.8 

NB Van Nuys Roscoe to Nordhoff NB 245 14.4 229 15.4 228 15.4 

NB Van Nuys 
Nordhoff to 

Woodman 
NB 192 16.0 199 15.5 194 16.0 

NB Van Nuys 
Woodman to Laurel 

Canyon 
NB 659 6.7 562 7.9 562 7.9 

NB Van Nuys 
Laurel Canyon to 

San Fernando 
NB 193 14.4 196 14.2 196 14.1 

SB Van Nuys 
San Fernando to 

Laurel Canyon 
SB 150 18.5 158 17.5 157 17.6 

SB Van Nuys 
Laurel Canyon to 

Woodman 
SB 243 18.2 498 8.9 498 8.9 

SB Van Nuys 
Woodman to 

Nordhoff 
SB 361 8.5 371 8.3 379 8.2 

SB Van Nuys Nordhoff to Roscoe SB 202 17.5 182 19.4 182 19.4 

SB Van Nuys 
Roscoe to Sherman 

Way 
SB 815 6.2 833 6.1 773 6.6 

SB Van Nuys 
Sherman Way to 

Vanowen 
SB 388 4.6 370 4.9 343 5.2 

SB Van Nuys 
Vanowen to 

Victory 
SB 551 3.3 551 3.3 549 3.3 

SB Van Nuys 
Victory to Orange 

Line 
SB 162 9.1 154 9.6 162 9.1 

NB Van Nuys 

Orange Line to 

San Fernando 

(minutes) 

NB 38.2 

 

35.2 

 

34.4 

 

SB Van Nuys 

San Fernando to 

Orange Line 

(minutes) 

SB 47.9 51.9 50.7 

Source: Elite Transportation Group, Inc. 2022 



 

 

  



 

 

Table 4. Vehicle Travel Time Summary for 2040 Build Alternatives - PM Peak Hour 

Travel Time 

Corridor 
Segment Direction 

IOS Alternative 1 Alternative 2 

Travel 

Time 

(sec) 

Travel 

Speed 

(mph) 

Travel 

Time 

(sec) 

Travel 

Speed 

(mph) 

Travel 

Time 

(sec) 

Travel 

Speed 

(mph) 

NB Van Nuys 
Orange Line to 

Victory 
NB 230 6.4 230 6.4 230 6.4 

NB Van Nuys Victory to Vanowen NB 316 5.7 305 5.9 277 6.5 

NB Van Nuys 
Vanowen to Sherman 

Way 
NB 287 6.3 284 6.3 126 14.2 

NB Van Nuys 
Sherman Way to 

Roscoe 
NB 737 6.9 599 8.5 753 6.7 

NB Van Nuys Roscoe to Nordhoff NB 286 12.3 291 12.1 292 12.1 

NB Van Nuys 
Nordhoff to 

Woodman 
NB 175 17.5 160 19.4 179 17.3 

NB Van Nuys 
Woodman to Laurel 

Canyon 
NB 512 8.6 404 10.9 446 9.9 

NB Van Nuys 
Laurel Canyon to 

San Fernando 
NB 278 10.0 278 10.0 278 10.0 

SB Van Nuys 
San Fernando to 

Laurel Canyon 
SB 181 15.3 158 17.5 155 17.9 

SB Van Nuys 
Laurel Canyon to 

Woodman 
SB 230 19.3 481 9.2 470 9.4 

SB Van Nuys 
Woodman to 

Nordhoff 
SB 317 9.7 285 10.9 304 10.2 

SB Van Nuys Nordhoff to Roscoe SB 201 17.5 192 18.4 191 18.5 

SB Van Nuys 
Roscoe to Sherman 

Way 
SB 968 5.2 849 6.0 745 6.8 

SB Van Nuys 
Sherman Way to 

Vanowen 
SB 281 6.4 216 8.3 435 4.1 

SB Van Nuys Vanowen to Victory SB 219 8.2 228 7.9 222 8.1 

SB Van Nuys 
Victory to Orange 

Line 
SB 62 23.7 62 23.7 62 23.7 

NB Van Nuys 
Orange Line to San 

Fernando (minutes) 
NB 47.0 

 

42.5 

 

43.0 

 

SB Van Nuys 

San Fernando to 

Orange Line 

(minutes) 

SB 41.0 41.2 43.1 

Source: Elite Transportation Group, Inc. 2022 

  



 

 

Appendix C. IOS Right of Way Updates 

and Impacts Table  

   



 

 

 



 

 

 



 

 

 

 



 

 

 

 



 

 

 



 

 

 

 



 

 

 



 

 

 



 

 

 



 

 

  



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

  

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

  

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

 

 



 

 

Appendix D. Air Quality and Greenhouse 

Gas Tables 

  



 

 

Table 1: Regional Criteria Pollutant Emissions for IOS Operations with Design Changes (2040) 

Source Daily Emissions in Pounds per Day 

ROG CO NOx PM10 PM2.5 

Traffic Emissions 

IOS (FEIS/EIR) 24.1 314.1 154.2 17.3 5.3 

Design Change 25.4 331.0 162.8 17.2 5.3 

Net Emissions 1.3 16.9 8.6 -0.1 0.0 

SCAQMD Thresholds 55 550 55 150 55 

Exceed Thresholds No No No No No 

Source: Terry A. Hayes Associates 

Table 2: IOS Regional Criteria Pollutant Emissions for Operations in FEIS/EIR (2040) 

Source Daily Emissions in Pounds per Day 

ROG CO NOx PM10 PM2.5 

Maintenance Facility 2 <1 <1 <1 <1 

Vehicle Propulsion 1 7 8 1 1 

Traffic Emissions  

No Build 53,827 648,715 174,018 130,420 35,736 

IOS 53,619 648,222 173,693 130,413 35,734 

FEIS/EIR Net Emissions (205) (486) (317) (6) (1) 

Design Change 1.3 16.9 8.6 -0.1 0.0 

DC Net Total (203) (469) (308) (6) (1) 

SCAQMD Thresholds 55 550 55 150 55 

Exceed Thresholds No No No No No 

Source: Terry A. Hayes Associates, 2022 

  



 

 

Table 3: MSAT Emissions (2040) 

FEIS/EIR IOS Regional Analysis 

Pollutant 

Name 

IOS 

(lbs./day) 

Design 

Change 

(lbs./day) 

Net 

Change 

(lbs./day) 

IOS 

(lbs./day) 

No Build 

Alternative 

Net 

Change 

(lbs./day) 

1,3-Butadiene 0.157 0.165 +0.009 152 152 (<1) 

Acetaldehyde 0.557 0.591 +0.034 370 371 (<1) 

Acrolein 0.033 0.035 +0.002 33 33 (<1) 

Benzene 0.744 0.785 +0.041 1,009 1,012 3 

DPM 0.228 0.241 +0.013 904 903 1 

Ethylbenzene 0.294 0.310 +0.016 807 810 (3) 

Formaldehyde 1.341 1.421 +0.080 966 967 (1) 

Naphthalene 0.029 0.030 +0.002 74 75 (<1) 

POM 0.027 0.028 +0.002 24 24 (<1) 

DEOG 5.871 6.241 +0.370 3,319 3,323 (4) 

Source: Terry A. Hayes Associates, 2022 

Table 1: IOS Annual GHG Emissions (2040) 

Emissions Source IOS 

Design Change 

(MTCO2e) 

IOS as Assessed in 

the FEIS/EIR 

(MTCO2e) 

Net Regional On-Road Vehicle Travel (20,751) (20,751) 

Net IOS Corridor Peak Hour Traffic 1,066 - 

MSF Operations 1,066 1,416 

LRT Propulsion & Station Operations 9,397 9,397 

30-Year Amortized Construction 140 140 

2040 Net Total Annual Emissions 

(Relative to 2040 No Build Alternative) 

(9,082) (9,797) 

Percent Change from 2040 Baseline (0.0177%) (0.019%) 

Source: Terry A. Hayes Associates, 2022 

  



 

 

Appendix E. Noise Tables 

  



 

 

Table 1: TPSS Noise Assessment Results 

TPSS Site 

# 

Closest 

Receiver 

Cluster 

ID 

Distance, 

TPSS to 

Cluster 

(ft) 

Existing 

Noise (Ldn 

in dBA)1 

TPSS 

Noise (Ldn 

in dBA) 1 

Total 

Future 

Noise 

(Ldn in 

dBA) 2 

Noise 

Increase 

(dB)3 

FTA 

Moderate/Severe 

Noise Impact? 

3 NB-4a4 190 55 52 57 2 None 

4 NB-7 574 53 42 54 1 None 

5 SB-7a 34 55 67 67 12 Severe 

8 NB-30 249 55 49 56 1 None 

9 SB-39 41 54 65 65 11 Severe 

Notes: Ldn = 24-hour day-night level; dBA = A-weighted decibel, referenced to 20 µPa 
1 Noise levels for land use category 2 (residential) are based on Ldn and measured in dBA. 
2 Predicted total future noise levels represent the total future predicted noise levels with the project. 
3 Total future noise level minus existing noise level. 
4 Cluster NB-4a is the townhome development at 7201 Lennox Avenue. These residences were not included in the FEIS/EIR 

assessment because they are located beyond the screening distances for light-rail.  

Source: Cross-Spectrum Acoustics, 2022 

Table 2: New and Relocated Crossover Locations and Nearby Receivers 

Type Approx. 

Civil 

Station # 

Location Description Nearby Receiver Cluster ID 

Double crossover 108+50 Between Calvert Street and Delano Street none 

Single crossover 130+50 South of Hamlin Street SB-B 

Single crossover 133+50 North of Hamlin Street 

Single crossover 162+50 South of Hart Street NB-C, NB-3a, SB-2, SB-3, SB-4 

Single crossover 164+50 North of Hart Street 

Double crossover 199+00 Covello Street NB-6 

Yard lead turnout 209+00 South of Keswick Street none 

Yard lead turnout 212+00 North of Keswick Street 

Single crossover 243+50 South of Titus Street NB-E, NB-8, NB-9 

Single crossover 245+50 North of Titus Street 

Single crossover 281+50 

North of Parthenia Street / South of Rayen 

Street 

SB-F, SB-6, SB-7a, SB-7B, NB-

10a, NB-10b, NB-10c, NB-11a, 

NB-11b 

Single crossover 285+00 

North of Parthenia Street / South of Rayen 

Street 

Single crossover 321+00 North of Vincennes Street NB-15, NB-15b, SB-13, SB-14, 

SB-15, SB-16, SB-17 
Single crossover 324+50 Gledhill Street 

Single crossover 365+00 

North of Canterbury Avenue / South of 

Beachy Avenue 

NB-19, NB-20, NB-I, SB-21, SB-

22, SB-23 

Single crossover 368+00 

North of Canterbury Avenue / South of 

Beachy Avenue 



 

 

Type Approx. 

Civil 

Station # 

Location Description Nearby Receiver Cluster ID 

Double crossover 406+50 North of Remick Avenue NB-29, NB-30, SB-34 

Single crossover 440+50 North of Telfair Avenue NB-38, NB-39, NB-40, SB-37c, 

SB-38a, SB-38b 

Double crossover 440+50 

North of Telfair Avenue/South of Tamarack 

Avenue 

Source: Cross-Spectrum Acoustics, 2022 

Table 3: New and Relocated Crossover Noise Assessment Results 

Crossover 

Location 

Cluster 

ID 

Cluster 

Description 

Existing 

Noise 

Level1 

(dBA) 

FTA Impact Assessment  

Predicted 

Project 

Noise1 

(dBA) 

FTA 

Moderate 

Impact 

Threshold, 

Project 

Noise 

(dBA) 

FTA 

Severe 

Impact 

Threshold, 

Project 

Noise 

(dBA) 

FTA 

Level of 

Impact 

before 

Mitigation 

Predicted 

Project 

Noise after 

Mitigation 

Hamlin St. SB-B School 713 693 703 753 - -- 

Hart St. NB-C Church 683 683 683 733 Moderate 65 

Hart St. NB-3a MFR 66 65 62 67 Moderate 62 

Hart St. SB-2 SFR 56 63 56 61 Severe 60 

Hart St. SB-3 MFR 59 66 57 63 Severe 63 

Hart St. SB-4 MFR 55 64 55 61 Severe 61 

Keswick 

St. 

SB-5b MFR 

69 72 

64 69 

Severe 

69 

Covello 

St. 

NB-6 SFR 

55 62 

55 61 

Severe 

59 

Titus St. NB-E School 733 683 703 773 -- 653 

Titus St. NB-8 SFR 53 61 55 61 Severe 58 

Titus St. NB-9 SFR 53 61 55 61 Severe 58 

Parthenia 

St. 

NB-10a MFR 

66 71 

62 67 

Severe 

65 

Parthenia 

St. 

NB-

10b 

MFR 

66 72 

62 67 

Severe 

66 

Parthenia 

St. 

NB-10c MFR 

66 72 

62 67 

Severe 

66 

Parthenia 

St. 

NB-11a SFR 

54 62 

55 61 

Severe 

56 

Parthenia 

St. 

NB-

11b 

SFR 

55 62 

55 61 

Severe 

56 

Parthenia SB-6 MFR 67 72 62 68 Severe 66 



 

 

Crossover 

Location 

Cluster 

ID 

Cluster 

Description 

Existing 

Noise 

Level1 

(dBA) 

FTA Impact Assessment  

Predicted 

Project 

Noise1 

(dBA) 

FTA 

Moderate 

Impact 

Threshold, 

Project 

Noise 

(dBA) 

FTA 

Severe 

Impact 

Threshold, 

Project 

Noise 

(dBA) 

FTA 

Level of 

Impact 

before 

Mitigation 

Predicted 

Project 

Noise after 

Mitigation 

St. 

Parthenia 

St. 

SB-7a MFR 

55 61 

55 61 

Severe 

55 

Parthenia 

St. 

SB-7b MFR 

55 61 

55 61 

Severe 

55 

Parthenia 

St. 

SB-F Church 

693 693 

693 74 

Moderate 

633 

Gledhill 

St. 

NB-15 MFR 

67 72 

62 67 

Severe 

66 

Gledhill 

St. 

NB-

15b 

MFR 

57 65 

56 62 

Severe 

59 

Gledhill 

St. 

SB-13 MFR 

67 72 

62 67 

Severe 

66 

Gledhill 

St. 

SB-14 MFR 

68 72 

63 68 

Severe 

66 

Gledhill 

St. 

SB-15 MFR 

68 73 

63 68 

Severe 

67 

Gledhill 

St. 

SB-16 MFR 

55 62 

55 61 

Severe 

56 

Gledhill 

St. 

SB-17 MFR 

57 64 

56 62 

Severe 

58 

Beachy 

Ave. 

NB-I School 

703 673 

693 753 

-- 

61 

Beachy 

Ave. 

NB-19 SFR 

65 71 

61 66 

Severe 

65 

Beachy 

Ave. 

NB-20 SFR 

55 62 

55 61 

Severe 

56 

Beachy 

Ave. 

SB-21 MFR 

66 72 

62 67 

Severe 

66 

Beachy 

Ave. 

SB-22 SFR 

66 71 

61 67 

Severe 

65 

Beachy 

Ave. 

SB-23 SFR 

52 59 

54 60 

Moderate 

53 

Remick 

Ave. 

NB-29 MFR 

69 72 

64 69 

Severe 

69 

Remick NB-30 SFR 55 61 55 61 Severe 58 



 

 

Crossover 

Location 

Cluster 

ID 

Cluster 

Description 

Existing 

Noise 

Level1 

(dBA) 

FTA Impact Assessment  

Predicted 

Project 

Noise1 

(dBA) 

FTA 

Moderate 

Impact 

Threshold, 

Project 

Noise 

(dBA) 

FTA 

Severe 

Impact 

Threshold, 

Project 

Noise 

(dBA) 

FTA 

Level of 

Impact 

before 

Mitigation 

Predicted 

Project 

Noise after 

Mitigation 

Ave. 

Remick 

Ave. 

SB-34 SFR 

53 60 

55 61 

Moderate 

57 

Telfair 

Ave. 

NB-38 SFR 

55 61 

55 61 

Severe 

58 

Telfair 

Ave. 

NB-39 SFR 

55 63 

55 61 

Severe 

60 

Telfair 

Ave. 

NB-40 MFR 

58 64 

57 62 

Severe 

61 

Telfair 

Ave. 

SB-37c SFR 

55 64 

55 61 

Severe 

61 

Telfair 

Ave. 

SB-38a SFR 

55 62 

55 61 

Severe 

59 

Telfair 

Ave. 

SB-38b SFR 

54 764 

55 61 

Severe 

57 

Notes: Ldn = 24-hour day-night level; Leq = hourly equivalent sound level; dBA = A-weighted decibel, referenced to 20 µPa; 

MFR = multi-family residence; SFR = single-family residence 
1 Noise levels for land use category 2 (residential) are based on Ldn and measured in dBA. Noise levels for land use category 3 

(institutional) are based on hourly Leq and measured in dBA. 
2 Predicted total future noise levels represent the total future predicted noise levels with the project. 
3 Category 3, institutional land use noise levels are hourly Leq and measured in dBA. 
4 Crossovers at Parthenia, Gledhill or Beachy assume mitigation measure MM-Vib-2b and all other crossover locations with 

impact assume mitigation measure MM-Vib-2c. 

Source: Cross-Spectrum Acoustics, 2022 

Table 4: New and Relocated Crossover Vibration Assessment Results 

Crossover 

Location 

Cluster 

ID 

Cluster 

Description 

Predicted 

Lv (Band 

Max1) 

1/3 Octave 

Band2 

FTA 

Impact 

Threshold 

(VdB) Impact? 

FTA 

Threshold 

Exceedance 

(VdB) 

Hamlin St. SB-B School 79 40 78 Yes 1 

Hart St. NB-C Church 75 40 78 - - 

Hart St. NB-3a MFR 58 40 72 - - 

Hart St. SB-2 SFR 62 40 72 - - 

Hart St. SB-3 MFR 53 40 72 - - 

Hart St. SB-4 MFR 56 40 72 - - 

Keswick St. SB-5b MFR 75 40 72 Yes 3 

Covello St. NB-6 SFR 56 40 72 - - 



 

 

Crossover 

Location 

Cluster 

ID 

Cluster 

Description 

Predicted 

Lv (Band 

Max1) 

1/3 Octave 

Band2 

FTA 

Impact 

Threshold 

(VdB) Impact? 

FTA 

Threshold 

Exceedance 

(VdB) 

Titus St. NB-E School 81 40 78 Yes 3 

Titus St. NB-8 SFR 52 40 72 - - 

Titus St. NB-9 SFR 52 40 72 - - 

Parthenia St. NB-10a MFR 83 50 72 Yes 11 

Parthenia St. NB-10b MFR 84 50 72 Yes 12 

Parthenia St. NB-10c MFR 71 63 72 - - 

Parthenia St. NB-11a SFR 61 80 72 - - 

Parthenia St. NB-11b SFR 67 80 72 - - 

Parthenia St. SB-6 MFR 82 63 72 Yes 10 

Parthenia St. SB-7a MFR 61 80 72 - - 

Parthenia St. SB-7b MFR 62 80 72 - - 

Parthenia St. SB-F Church 783 50 78 - - 

Gledhill St. NB-15 MFR 82 40 72 Yes 10 

Gledhill St. NB-15b MFR 59 40 72 - - 

Gledhill St. SB-13 MFR 83 40 72 Yes 11 

Gledhill St. SB-14 MFR 85 40 72 Yes 13 

Gledhill St. SB-15 MFR 85 40 72 Yes 13 

Gledhill St. SB-16 MFR 60 40 72 - - 

Gledhill St. SB-17 MFR 70 40 72 - - 

Beachy Ave. NB-I School 77 40 78 - - 

Beachy Ave. NB-19 SFR 76 40 72 Yes 4 

Beachy Ave. NB-20 SFR 64 40 72 - - 

Beachy Ave. SB-21 MFR 77 40 72 Yes 5 

Beachy Ave. SB-22 SFR 76 40 72 Yes 4 

Beachy Ave. SB-23 SFR 59 40 72 - - 

Remick Ave. NB-29 MFR 77 40 72 Yes 5 

Remick Ave. NB-30 SFR 65 40 72 - - 

Remick Ave. SB-34 SFR 65 40 72 - - 

Telfair Ave. NB-38 SFR 60 40 72 - - 

Telfair Ave. NB-39 SFR 73 40 72 Yes 1 

Telfair Ave. NB-40 MFR 73 40 72 Yes 1 

Telfair Ave. SB-37c SFR 60 40 72 - - 

Telfair Ave. SB-38a SFR 59 40 72 - - 



 

 

Crossover 

Location 

Cluster 

ID 

Cluster 

Description 

Predicted 

Lv (Band 

Max1) 

1/3 Octave 

Band2 

FTA 

Impact 

Threshold 

(VdB) Impact? 

FTA 

Threshold 

Exceedance 

(VdB) 

Telfair Ave. SB-38b SFR 59 40 72 - - 

Notes: Lv = vibration velocity level; VdB = decibels referenced to 1 µ-inch/second; MFR = multi-family residence; SFR = 

single-family residence 
1 The band maximum is the vibration level from the maximum 1/3 octave band of the Lmax spectra. 
2 The 1/3 octave band in which the band maximum occurs. 
3 The band maximum is 77.6 VdB which is below the impact threshold. 

Source: Cross-Spectrum Acoustics, 2022 

  



 

 

Appendix F. Noise Figures 

  



 

 

 

Figure 1: TPSS Site 5 and Nearby Noise-Sensitive Receiver Clusters  



 

 

 

Figure 2: TPSS Site 7 and Nearby Noise-Sensitive Receiver Clusters  



 

 

 

Figure 3: TPSS Site 9 and Nearby Noise-Sensitive Receiver Clusters 

 



 

 

 

Figure 5: Sensitive Receiver Clusters Nearby Crossovers between Calvert St. and Delano St. 

 



 

 

 

Figure 6: Sensitive Receiver Clusters Nearby Crossovers at Hamlin St. 



 

 

 

Figure 7: Sensitive Receiver Clusters Nearby Crossovers at Hart St. 



 

 

 

Figure 8: Sensitive Receiver Clusters Nearby Crossovers at Covello St. 

 



 

 

 

Figure 9: Sensitive Receiver Clusters Nearby Crossovers at Keswick St. 



 

 

Figure 

10: Sensitive Receiver Clusters Nearby Crossovers at Titus St. 

 



 

 

 

Figure 11: Sensitive Receiver Clusters Nearby Crossovers at Parthenia St. 



 

 

 

Figure 12: Sensitive Receiver Clusters Nearby Crossovers at Gledhill St. 



 

 

 

Figure 13: Sensitive Receiver Clusters Nearby Crossovers South of Beachy Ave. 



 

 

 

Figure 14: Sensitive Receiver Clusters Nearby Crossovers at Remick Ave. 



 

 

 

Figure 15: Sensitive Receiver Clusters Nearby Crossovers at Telfair  



 

 

 

Appendix G. List of Mitigation Measures 
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CEQA ADDENDUM FOR THE EAST SAN FERNANDO 
VALLEY LIGHT RAIL TRANSIT PROJECT 

December 2020: Metro Board certified 
Final Environmental Impact Report

January 2021: Record of Decision signed 
by the Federal Transit Administration

• Southern Segment: 6.7-mile Light 
Rail Transit from the G Line Bus 
Rapid Transit Station to Van Nuys 
Blvd./San Fernando Rd.

• Northern: 2.5-mile from Van Nuys 
Blvd./San Fernando Rd. to 
Sylmar/San Fernando Metrolink 
station

2021 -2022 – Preliminary Engineering

2023: EIR Addendum and NEPA 
Reevaluation

2024: FTA FFGA Approval 2
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MSF

Southern Segment

▪ 6.7-mile at-grade double-track light rail 
transit system

▪ 11 center-platform stations

▪ 10 Traction Power Substations

▪ Procurement of 34 Light Rail Vehicles

▪ Maintenance and Storage Facility

▪ Communication line to and expansion of 
Rail Operations Center

CEQA ADDENDUM FOR THE EAST SAN FERNANDO 
VALLEY LIGHT RAIL TRANSIT PROJECT 
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DESIGN MODIFICATIONS AND REFINEMENTS

▪ Modification to Station Locations

▪ Elimination of one TPSS, revised TPSS locations and Train Control Facilities

▪ Turn lane configurations at intersections

▪ Sidewalk and Driveways

▪ Utility Work

▪ Design Refinements

▪ Right of Way – TCEs, Partial Acquisitions

CEQA ADDENDUM FOR THE EAST SAN FERNANDO 
VALLEY LIGHT RAIL TRANSIT PROJECT 
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RECOMMENDATION:

AUTHORIZE the Chief Executive Officer to Approve the 
Addendum and adopt it’s Findings

CEQA ADDENDUM FOR THE EAST SAN FERNANDO 
VALLEY LIGHT RAIL TRANSIT PROJECT 


