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EXECUTIVE SUMMARY
ES 1

Introduction

This Community Impact Assessment (CIA) technical report is prepared in support of the Burbank
to Los Angeles Project Section Draft Environmental Impact Report/Environmental Impact
Statement (EIR/EIS), under the direction of the California High-Speed Rail Authority (Authority).
The CIA provides the following information:


A high-speed rail (HSR) project description, including a description of the HSR Build
Alternative and the No Project Alternative



The regulatory setting, including a list of relevant federal, state, and local regulations and
a summary of relevant planning documents applicable to the resource study area (RSA)



The methods for evaluating impacts, including the definition of each of the RSAs used in the
CIA



The affected environment, including population and demographics, income, environmental
justice populations, housing, economic conditions, community facilities and services, and
nonmotorized circulation and access in the direct and indirect communities and
neighborhoods impacts RSAs



The effects of the HSR Build Alternative on communities and neighborhoods, displacements
and relocations, environmental justice populations, school districts, city and county
government finances, and regional growth



A list of the impact avoidance and minimization features (IAMF) applicable to communityrelated impacts within the Burbank to Los Angeles Project Section

ES 1.1

Communities and Neighborhoods

Effects to communities and neighborhoods were identified through intensive review of aerial
photographs and geographic information system (GIS) layers showing the spatial relationship
between the proposed improvements included in the HSR Build Alternative and existing
communities and neighborhoods. The analysis considered both direct and indirect effects on
homes, businesses, and community facilities. As construction activities would generally occur
along the existing rail right-of-way, adjacent to residential, commercial, and industrial
communities, construction of the HSR Build Alternative would not temporarily divide or isolate
established communities, substantially disrupt existing communities, or change existing
community cohesion. Construction of the HSR Build Alternative would result in temporary effects
to communities within the direct and indirect communities and neighborhoods RSAs, such as
temporary increases in noise and dust, visual changes, changes in access, traffic congestion
related to road closures and detours, and effects to community facilities. Adverse construction
effects related to local roadway modifications may temporarily disrupt community circulation
patterns. Emergency vehicle access for police and fire protection services would be maintained at
all times. Law enforcement, fire, and emergency services could experience increased response
times due to construction-related road closures, detours, and increased traffic congestion in some
locations. Construction of grade separations, some of which are also considered early action
projects associated with the HSR Build Alternative, specifically at the Sonora Avenue, Grandview
Avenue, Flower Street, Goodwin Avenue/Chevy Chase Drive, and Main Street locations, would
result in temporary adverse effects to the surrounding communities due to the increased intensity
in construction activities, street closures, and associated detours. Overall, while temporary effects
from construction of the HSR Build Alternative would adversely affect individuals and individual
property owners, the effects would be temporary and would not represent a long-term effect to
community cohesion and character. Construction of the HSR Build Alternative would result in
permanent effects from business displacements, which would have disruptive effects on the
community and contribute to a degradation of community cohesion and character within the
Lincoln Heights neighborhood council area (NCA) in the city of Los Angeles.
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As the HSR Build Alternative would generally operate along the existing rail right-of-way,
operation of the HSR Build Alternative would not divide or disrupt communities. Because the HSR
Build Alternative would operate within an existing rail corridor that is already characterized by
train noise, noise from operation of the HSR Build Alternative would not disrupt an established
community or degrade the existing community character. Operation of the HSR Build Alternative
would improve community circulation and access, as existing at-grade railroad crossings would
be reconstructed as grade-separated crossings. Operation of the HSR Build Alternative would
bring social benefits to the region by improving access to jobs and community amenities,
reducing intercity travel times, reducing traffic congestion, and providing new employment
opportunities during operation.
Increases in both short-term employment from construction of the HSR Build Alternative and
long-term employment are predicted to occur as a result of the ongoing operation and
maintenance of the HSR system. Operation of the HSR Build Alternative is projected to generate
a total of between 7,912 and 9,633 direct, indirect, and induced jobs in Los Angeles County by
2050. Overall, it is expected that employment growth from the HSR Build Alternative operation
would be a net benefit for the RSA.

ES 1.2

Displacements and Relocations

The HSR Build Alternative would require the acquisition of property for right-of-way and facilities.
The HSR Build Alternative would result in the displacement of one single-family residential unit
and four multifamily residential units in the city of Los Angeles, which could result in the relocation
of sensitive populations, including elderly residents, disabled residents, linguistically isolated
residents, or female-headed households. The HSR Build Alternative would result in the
displacement of five single-family residential units and two multifamily residential units in the city
of Burbank. The HSR Build Alternative would not result in the displacement of any residential
units in the city of Glendale. An examination of suitable replacement housing alternatives
determined that a sufficient number of comparable replacement residences are available in the
cities of Los Angeles and Burbank.
The HSR Build Alternative would also result in the displacement of an estimated 85 commercial,
industrial, and retail businesses (or 1,747 estimated displaced employees) in the cities of
Burbank, Glendale, and Los Angeles. An examination of suitable replacement locations for
displaced businesses determined that a sufficient number of alternative sites are available for
commercial, industrial, and retail businesses are available in the cities of Burbank, Glendale, and
Los Angeles.
The HSR Build Alternative would not result in the displacement of any community facilities or
other properties that provide public services. Construction effects on community facilities would
include temporary effects relating to diminished air quality, increased traffic, and noise. Operation
effects on community facilities would include increased noise, localized changes in the visual
environment, decreased traffic and improved community circulation.

ES 1.3

Environmental Justice Populations

Substantial concentrations of environmental justice populations (minority and low-income) reside
within or adjacent to the HSR Build Alternative. The majority of adverse effects from construction
of the HSR Build Alternative, including effects from temporary changes in air quality,
transportation, aesthetics, and noise, displacements, and community cohesion, would be
experienced by environmental justice populations. Overall, construction of the HSR Build
Alternative would result in temporary adverse effects affecting environmental justice populations
living within the RSA. During operation of the HSR Build Alternative, environmental justice
populations could experience permanent adverse noise effects and effects to community
cohesion. These effects, which could disrupt patterns of interaction among community members,
are changes in air quality, traffic and access, aesthetics, and noise. The quality-of-life perceptions
stemming from an increase in use intensity of the existing rail corridor could disrupt established
patterns of interactions among community residents or disrupt residents’ access to community
facilities and services. The HSR Build Alternative would also result in beneficial effects related to
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temporary employment during construction and sales tax gains, regional employment, regional
transportation, regional air quality, and transportation safety during operation.

ES 1.4

Economic Impacts

Construction and operation of the HSR Build Alternative would benefit the regional economy
relating to short-term and long-term employment, and sales tax gains.
Construction of the HSR Build Alternative would significantly stimulate short-term employment,
and is estimated to create 27,923 additional direct, indirect, and induced jobs in Los Angeles
County, as well as having spillover effects into neighboring Orange County during the
construction period. The majority (22,350) of the jobs created over the six-year construction
period for the HSR Build Alternative would be centered in Los Angeles County. The largest job
growth is expected in the construction industry, and the next most affected industry is the retail
trade sector. During the peak years of construction, the HSR Build Alternative would support a
total of 6,981 direct and indirect jobs. It is anticipated that these jobs would be absorbed by local
workers. Therefore, the HSR Build Alternative is not expected to have any adverse effects related
to temporary population increases and the need for increased housing and services. Construction
jobs created by the HSR Build Alternative would have a net benefit on the economies of the
communities within the region.
As a result of the residential unit displacements that would occur within its’ boundaries, Los
Angeles Unified School District (LAUSD) and Burbank Unified School District would potentially
experience student displacements and, consequently, losses in average daily attendance
revenue. Construction of the HSR Build Alternative would result in some property tax revenue
losses for local school districts as well as local jurisdictions due to parcel acquisitions, as those
parcels are removed from the property tax assessment roll. Local school districts would
experience property tax revenue losses of less than 1 percent of each school district’s total
revenue; the Burbank Unified School District would be adversely affected more than the Glendale
Unified and Los Angeles Unified school districts.
The cities of Burbank, Glendale, and Los Angeles, and Los Angeles County would experience
property tax losses of less than 1 percent; Los Angeles County would incur the largest property
tax loss in terms of dollar value, while the city of Burbank would experience the highest property
tax loss as a percentage of the city’s overall revenue. The HSR Build Alternative would also result
in sales tax gains within the region, which would occur during construction.
The HSR Build Alternative is not expected to result in physical deterioration of area communities,
as the HSR Build Alternative would not result in considerable residential migration, extensive
changes to the business environment from closures of key anchor businesses, or large
reductions in the fiscal (property and sales taxes) revenues collected. Approximately 17 percent
of HSR project spending would occur within Los Angeles County, which would generate
$1,167,900 in revenue in the county during construction.
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1
1.1

INTRODUCTION
California High-Speed Rail System Background

The California High-Speed Rail Authority (Authority) is responsible for planning, designing,
building, and operating the first high-speed passenger rail service in the nation. The California
High-Speed Rail (HSR) System will connect the mega-regions of the state, contribute to
economic development and a cleaner environment, create jobs, and preserve agricultural and
protected lands. When it is completed, it will run from San Francisco to the Los Angeles basin in
under three hours at speeds capable of exceeding 200 miles per hour. The system will eventually
extend to Sacramento and San Diego, totaling 800 miles with up to 24 stations, as shown on
Figure 1-1.1 In addition, the Authority is working with regional partners to implement a statewide
rail modernization plan that will invest billions of dollars in local and regional rail lines to meet the
state’s 21st century transportation needs.
The California HSR System is planned to be implemented in two phases. Phase 1 would connect
San Francisco to Los Angeles and Anaheim via the Pacheco Pass and the Central Valley.2
Phase 2 would connect the Central Valley to Sacramento, and another extension is planned from
Los Angeles to San Diego. The California HSR System would meet the requirements of
Proposition 1A,3 including the requirement for a maximum nonstop service travel time between
San Francisco and Los Angeles of two hours and 40 minutes.

1.2

Burbank to Los Angeles Project Section Background

The Burbank to Los Angeles Project Section would be a critical link in Phase 1 of the California
HSR System connecting the San Francisco Bay Area to the Los Angeles Basin. The Authority
and the Federal Railroad Administration (FRA) selected the existing railroad right-of-way as the
corridor for the preferred alternative between Sylmar and Los Angeles Union Station (LAUS) in
the 2005 Statewide Program Environmental Impact Report/Environmental Impact Statement
(EIR/EIS) (Authority and FRA 2005). The Sylmar to Los Angeles railroad corridor includes
Burbank, which is southeast of Sylmar. Therefore, the Project EIR/EIS for the Burbank to Los
Angeles Project Section focuses on alignment alternatives along the existing Sylmar to Los
Angeles railroad corridor.
The Burbank to Los Angeles Project Section was initially considered as part of the Palmdale to
Los Angeles Project Section. The Authority and FRA announced their intention to prepare a joint
EIR/EIS for the Palmdale to Los Angeles Project Section in March 2007. On March 12, 2007, the
Authority released a Notice of Preparation, and the FRA published a Notice of Intent on March
15, 2007. Over the next several years, the Authority and FRA conducted scoping and prepared
alternatives analysis documents for that section. The 2010 Palmdale to Los Angeles Preliminary
Alternatives Analysis recommended alignment alternatives and station options for the Palmdale
to Los Angeles Project Section based on the program-level corridor selected in 2005. The 2011
Palmdale to Los Angeles Supplemental Alternatives Analysis (SAA) focused specifically on the
subsections from the community of Sylmar to LAUS, and reevaluated the alternatives and station
options. In June 2014, the Authority published a Palmdale to Los Angeles SAA Report, which
introduced the concept of splitting the Palmdale to Los Angeles Project Section into two sections.
On July 24, 2014, the Authority released a Notice of Preparation and the FRA published a Notice
of Intent to prepare EIR/EIS documents for the Palmdale to Burbank and Burbank to Los Angeles
project sections.

1

The alignments on Figure 1-1 are based on Authority/FRA decisions made in the 2005, 2008, and 2012 Programmatic
EIR/EIS documents.
2

Phase 1 may be constructed in smaller operational segments, depending on available funds.

3

http://www.catc.ca.gov/programs/hsptbp.htm.
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Source: California High-Speed Rail Authority and Federal Railroad Administration (2017)

Figure 1-1 California High-Speed Rail System
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One of the main reasons for the project section split was the Initial Operating Section4 concept
and its interim terminus in the San Fernando Valley, which was discussed in the Authority’s 2012
and 2014 Business Plans. Additionally, the Authority and FRA determined that separate
environmental documents would be more beneficial to address environmental impacts and
conduct stakeholder outreach. The key environmental resources likely to be impacted were
different between the two sections, and separate environmental documents better supported
project phasing and sequencing.
In April 2016, the Authority released the Burbank to Los Angeles SAA, which refined the
previously studied alignments. Additionally, the Authority released the 2016 Palmdale to Burbank
SAA, which refined the concepts at the Burbank Airport Station and the alignments from south of
the Burbank Airport Station to Alameda Avenue in the City of Burbank. The 2016 Burbank to Los
Angeles SAA Report proposed to evaluate one build alternative south of Alameda Avenue to
LAUS. The subsection between the Burbank Airport Station and Alameda Avenue was studied in
the 2016 Palmdale to Burbank SAA, which proposed two station options and two alignment
options. Table 1-1 summarizes the conclusions of the two SAA reports.
Table 1-1 2016 Supplemental Alternatives Analysis Recommendations for the Burbank to
Los Angeles Project Section
Alternative

Alignment/
Station

Area/Station

Alignment/Station Type

Burbank Airport Station to
Alameda Avenue

Alignment Option A (Surface)
Alignment Option B (Below-Grade and
Surface)

Alameda Avenue to LAUS

Surface Alignment

Burbank Airport Station

Station Option A (Surface)
Station Option B (Below-Grade)

LAUS

Surface Station Option

No Project Alternative
Alignments
HSR Build
Alternative
Stations

Sources: California High-Speed Rail Authority and Federal Railroad Administration (2016). “Palmdale to Burbank Supplemental Alternatives
Analysis”; “Burbank to Los Angeles Supplemental Alternatives Analysis.”
HSR = High-Speed Rail
LAUS = Los Angeles Union Station

Since the release of the two SAA documents in 2016, the design has undergone further
refinements. The surface options from Burbank Airport to Alameda Avenue (Alignment Option A
and Station Option A) have been eliminated from consideration. The below-grade options
(Alignment Option B and Station Option B) have been refined in order to minimize potential
environmental effects and reduce cost. Therefore, this environmental document evaluates one
build alternative for the project section.
FRA requires logical termini for project level analysis. The Authority has determined that logical
termini are defined by stations, with Burbank Airport Station as the northern terminus and LAUS
as the southern terminus for the Burbank to Los Angeles Project Section. These two stations are
also termini for the Palmdale to Burbank and Los Angeles to Anaheim Project Sections. The
analysis for the Burbank Airport Station is consistent with what is included in the Palmdale to
Burbank EIR/EIS. Similarly, the analysis for LAUS is consistent with what is included in the Los
Angeles to Anaheim EIR/EIS.

4

The Initial Operating Section was the first segment planned for construction and operations, as outlined in the 2014
Business Plan. The segment permitted operation of HSR service from Merced to the San Fernando Valley. The 2016
Business Plan revised the initial segment termini to the Central Valley and Silicon Valley.
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1.3

Project Description Purpose

This project description describes the project for use during environmental impact analyses to
complete technical reports to inform the Burbank to Los Angeles Project Section EIR/EIS. The
basis of this project description is the HSR Build Alternative as defined in the Burbank to Los
Angeles Project Section Draft Preliminary Engineering for Project Definition document. This
project description describes the physical design elements of the project and does not define all
operating plans and scenarios, construction plans, or capital and operating costs. This project
description will serve as the basis for Chapter 2, Alternatives, of the project EIR/EIS. Chapter 2 of
the EIR/EIS will include additional detail beyond the content of this report.
This report documents the detailed environmental resource analysis conducted for the Burbank to
Los Angeles Project Section of the California HSR System and includes the following:






A brief description of the project and the alternatives under study
A discussion of pertinent statutes and regulations
A description of the existing environmental resource conditions in the study area
A description of the analytical methodologies and assumptions used for this study
The results of these analyses, including effects or benefits resulting from the project
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2

PROJECT DESCRIPTION

The Burbank to Los Angeles Project Section of the California HSR System is approximately
14 miles long, crossing the cities of Burbank, Glendale, and Los Angeles on an existing railroad
corridor. HSR for this project section would be within a narrow and constrained urban
environment, crossing major streets and highways and, in some portions, adjacent to the Los
Angeles River. The Los Angeles County Metropolitan Transportation Authority (Metro) owns the
railroad right-of-way, the Southern California Regional Rail Authority owns the track and operates
the Metrolink commuter rail service, the National Railroad Passenger Corporation (Amtrak)
provides intercity passenger service, and the Union Pacific Railroad (UPRR) holds track access
rights and operates freight trains.
This section describes the No Project Alternative and the HSR Build Alternative to be evaluated in
the Burbank to Los Angeles Project EIR/EIS.

2.1

No Project Alternative

Under the No Project Alternative, the California HSR System would not be built. The No Project
Alternative represents the condition of the Burbank to Los Angeles Project Section as it existed in
2015, and as it would exist without the HSR System at the horizon year (2040).
The No Project Alternative assumes that all currently known programmed and funded
improvements to the intercity transportation system (highway, transit, and rail) and reasonably
foreseeable local land development projects (with funding sources identified) would be developed
by 2040. The No Project Alternative is based on a review of the following: regional transportation
plans for all modes of travel; the State Transportation Improvement Program; the Federal
Transportation Improvement Program; Southern California Regional Rail Authority strategic
plans, transportation plans and programs for Los Angeles County; airport master plans; and city
and county general plans.

2.2

High-Speed Rail Build Alternative

The HSR Build Alternative includes new and upgraded track, maintenance facilities, grade
separations, drainage improvements, communications towers, security fencing, passenger train
stations, and other necessary facilities to introduce HSR service into the Los Angeles-San DiegoSan Luis Obispo (LOSSAN) Corridor from near Hollywood Burbank Airport to LAUS. In portions
of the alignment, new and upgraded tracks would allow other passenger trains to share tracks
with the HSR system. HSR stations would be located near Hollywood Burbank Airport and at
LAUS. The alignment would be entirely grade-separated at crossings, meaning that roads,
railroads, and other transport facilities would be located at different heights so the HSR system
would not interrupt or interface with other modes of transport, including vehicle, bicycle, and
pedestrian.
For most of the project section, the HSR alignment would be within the existing railroad right-ofway, which is typically 70 to 100 feet wide. The HSR alignment includes northbound and
southbound electrified tracks for high-speed trains. The right-of-way would be fenced to prohibit
pedestrian and public or unauthorized vehicle access.
The project footprint (the area required to build, operate, and maintain HSR service) is based on
the following elements of design: station areas, hydrology, track, roadway, structures, systems,
and utilities.
Figure 2-1 shows an overview of the Burbank to Los Angeles Project Section.
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Source: California High-Speed Rail Authority (2019)

Figure 2-1 Overview of Burbank to Los Angeles Project Section
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The Burbank to Los Angeles Project Section includes a combination of at-grade, below-grade,
and retained-fill track, depending on corridor and design constraints. The at-grade and retainedfill portions of the alignment would be designed with structural flexibility to accommodate shared
operations with other passenger rail operators. Throughout most of the project section (between
Alameda Avenue and State Route [SR] 110), two new electrified tracks would be placed along
the west side of the existing railroad right-of-way and would be useable for HSR and other
passenger rail operators. The existing non-electrified tracks would be realigned closer to the east
side of the existing right-of-way, for a total of four tracks; these realigned, non-electrified tracks
would be usable for freight and other passenger rail operators, but not for HSR. Figure 2-2
illustrates the placement of the new electrified tracks and realigned, non-electrified tracks relative
to the existing tracks.

Source: California High-Speed Rail Authority (2019)

Figure 2-2 New Electrified and Non-Electrified Tracks Within Existing Right-of-Way
Throughout most of the Burbank to Los Angeles Project Section, the electrified track centerline
and the non-electrified track centerline would have a minimum separation of 23.5 feet, and the
northbound and southbound electrified tracks would have a separation of 16.5 feet, following the
Authority’s Technical Memorandum 1.1.21 Typical Cross Sections for 15% Design. These
standard separations are illustrated on Figure 2-3.
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Source: California High-Speed Rail Authority (2019)
This illustration shows the standard separations between the electrified and non-electrified tracks in areas where the railroad right-ofway is at least 100 feet wide. (Figure not to scale.)

Figure 2-3 Standard Track Separations within Non-Constrained Right-of-Way
However, in several areas of the corridor, the right-of-way is less than 100 feet wide, a threshold
that constrains the design. As a result, reduced track separations were used in these constrained
areas in order to stay within the existing right-of-way to the greatest extent possible and thus
minimize property impacts. The reduced separations between the electrified and non-electrified
track centerlines would be a minimum of 16.5 feet, and between the two electrified track
centerlines would be 15 feet. The narrower cross-section separations are illustrated on Figure 2-4.

Source: California High-Speed Rail Authority (2019)
This illustration shows the narrow separations between the electrified and non-electrified tracks, which would minimize property impacts
in areas where right-of-way is constrained. The reduced separations are applied in areas where the railroad right-of-way is less than 100
feet wide. (Figure not to scale.)

Figure 2-4 Reduced Track Separations within Constrained Right-of-Way
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2.2.1

HSR Build Alternative Description

The following section describes the HSR Build Alternative in greater detail. Figure 2-5 (Sheets 1
to 3) shows the HSR Build Alternative, including the HSR alignment, new/modified non-electrified
tracks, and roadway crossings.
The HSR alignment would begin at the underground Burbank Airport Station and would consist of
two new electrified tracks. After exiting the underground station, the alignment would travel
southeast beneath the Hollywood Burbank Airport runway in a tunnel, which would be
constructed using the sequential excavation method without any disruptions to airport operations.
The alignment from south of the airport to where it would join the Metrolink Ventura Subdivision
would be constructed as cut-and-cover, and the alignment would then transition to a trench within
the Metrolink Ventura Subdivision. The existing Metrolink Ventura Subdivision tracks would be
realigned north within the existing right-of-way, and an existing UPRR siding track between
Buena Vista Street and Beachwood Drive would be realigned north of the relocated Metrolink
Subdivision tracks within the existing right-of-way. These non-electrified tracks would remain atgrade. The trench, which would be south of and parallel to the relocated non-electrified tracks,
would be dedicated for HSR tracks only. Figure 2-6, Figure 2-7, and Figure 2-8 depict the typical
cross-sections of the below-grade portion of the alignment. During construction of the belowgrade alignment, shoofly tracks would be provided to support Metrolink operations. The proposed
shoofly tracks would be aligned between Hollywood Way and Buena Vista Street outside the
existing right-of-way and would result in temporary roadway impacts to Vanowen Street.
The HSR tracks would transition from the trench and emerge to at-grade within the existing
railroad right-of-way near Beachwood Drive in the City of Burbank Near Beachwood Drive, the
HSR tracks would curve south out of the existing railroad right-of-way and cross Victory Place on
a new railroad bridge, which would be directly south of the existing Victory Place bridge. South of
Burbank Boulevard, the HSR tracks would re-enter the railroad right-of-way and run parallel to the
Metrolink Antelope Valley Subdivision tracks. Between Burbank Boulevard and Magnolia
Boulevard, several UPRR industry tracks west of the right-of-way would be removed.
Continuing south, the HSR alignment would pass the Downtown Burbank Metrolink Station, which
would be modified. HSR tracks would be placed within the existing parking lot west of the
southbound platforms, and new pedestrian connections and relocated parking would be provided.
Section 2.6.1 provides more details on design modifications for the Downtown Burbank Metrolink
station.
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Source: California High-Speed Rail Authority (2019)

Figure 2-5 HSR Build Alternative Overview
(Sheet 1 of 3)
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Source: California High-Speed Rail Authority (2019)

Figure 2-5 HSR Build Alternative Overview
(Sheet 2 of 3)
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Source: California High-Speed Rail Authority (2019)

Figure 2-5 HSR Build Alternative Overview
(Sheet 3 of 3)
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Source: California High-Speed Rail Authority (2019)

Figure 2-6 Typical Tunnel Cross-Section

Source: California High-Speed Rail Authority (2019)

Figure 2-7 Typical Cut-and-Cover Tunnel Cross-Section
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Source: California High-Speed Rail Authority (2019)

Figure 2-8 Typical Trench Cross-Section
Between Olive Avenue to the north end of the Metrolink Central Maintenance Facility (CMF), the
existing non-electrified tracks would be shifted east within the right-of-way to accommodate the
addition of the electrified tracks within the right-of-way. Throughout this area, both sets of tracks
would be at-grade, with a retained fill segment between Western Avenue and SR 134. Figure 2-9
shows a typical cross-section of the alignment on retained fill.

Source: California High-Speed Rail Authority (2019)

Figure 2-9 Typical Retained-Fill Cross-Section
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The alignment would cross Verdugo Wash, where an existing railroad bridge would be rebuilt as
a new clear-span structure, to accommodate the additional set of electrified tracks. The alignment
would continue south within the existing railroad right-of-way, which follows the Glendale and Los
Angeles city borders. Between SR 134 and Chevy Chase Drive, a UPRR siding track would be
realigned to the east of the non-electrified tracks, for a total of five tracks within the right-of-way
through this area. This siding track is currently located at the Metrolink Central Maintenance CMF
but would need to be relocated to accommodate HSR at the CMF. Figure 2-10 shows the typical
cross-section for this area.

Source: California High-Speed Rail Authority (2019)

Figure 2-10 Typical Cross-Section Between State Route 134 and Chevy Chase Drive
The alignment would pass by the Glendale Metrolink Station (originally known as the Southern
Pacific Railroad Depot), a known historical resource listed on the National Register of Historic
Places and located north of Glendale Boulevard. No modifications would be needed for the
Glendale Metrolink Station. At Tyburn Street, the alignment would enter the City of Los Angeles.
Continuing south, the two sets of tracks would diverge at the north end of the Metrolink CMF.
The electrified tracks would travel along the west side of the CMF, and the non-electrified,
mainline tracks would travel along the east side of the facility.
The CMF is Metrolink’s major daily servicing location and maintenance facility in the region.
The Burbank to Los Angeles Project Section proposes reconfiguring the various yard and
maintenance facilities within the CMF to accommodate HSR, while maintaining as many of the
existing yard operations as possible. Figure 2-11 displays a schematic diagram of the existing
CMF and the proposed changes, which include new mainline-to-yard track connections, partial
demolition of the existing maintenance shop, a revised roadway network with reconfigured
parking areas, track relocation shifts, and construction to provide additional storage capacity.
Additionally, several facilities would need to be relocated or reconstructed within the CMF,
including a train washing/reclamation building, a yard pump house, and two service and
inspection tracks. Utilities would also need to be relocated with the CMF, including domestic and
fire water, underdrains and reconstructed catch basins, power facilities, fueling facilities and
storage tanks, and sanitary sewer systems. The proposed design would not be able to
accommodate wheel truing operations or progressive maintenance bays; these would relocate to
another Metrolink facility. All other facilities and infrastructure would remain in place. The
construction work at the CMF would be phased to minimize the disruption to the existing
operations and to maintain the key operational facilities.
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Source: Burbank to Los Angeles Draft Preliminary Engineering for Project Description Design Submittal (2019)

Figure 2-11 Diagram of Existing and Proposed Metrolink Central Maintenance Facility
At the south end of the CMF, the two electrified and two non-electrified tracks would converge
briefly within the right-of-way and then diverge again south of Figueroa Street. The electrified
tracks would cross over to the west bank of the Los Angeles River on the existing Metrolink
Downey Bridge. The existing tracks on the Downey Bridge would be electrified, which would allow
for both HSR and passenger rail operations. The non-electrified tracks would remain on the east
bank of the Los Angeles River and cross the Arroyo Seco on an existing railroad bridge, which
would not require modifications. These non-electrified tracks would connect with the existing
tracks on the east bank, which currently serve UPRR and nonrevenue trains. An illustrative crosssection for this area is shown on Figure 2-12.
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South of Main Street, on the east bank of the river, the existing tracks would be modified at
Mission Junction to be used by freight and passenger rail. They would cross the Los Angeles
River on the existing Mission Tower bridge to join the electrified tracks within the railroad right-ofway. The existing Mission Tower bridge has two tracks, but currently only one track is functional
and used by Metrolink. The HSR Build Alternative would replace the trackwork to conform to the
most current design standards and specifications, which may require a retrofit to the bridge.
The two sets of tracks would continue south to terminate at LAUS. The electrified tracks and HSR
station platforms would be located on the west side of the station, while the non-electrified tracks
would merge with the Metrolink and Amtrak tracks. The configuration at LAUS is described in
further detail in Section 2.3.2.

Source: California High-Speed Rail Authority (2019)
The electrified tracks would cross the Los Angeles River just north of State Route 110 and run along the west bank of the river. The non-electrified
tracks would run along the east bank of the river. (Figure not to scale.)

Figure 2-12 Typical Cross-Section from State Route 110 to Mission Junction

2.2.2

Roadway Crossings

The HSR Build Alternative would cross a total of 34 roadways, 15 of which would require
modifications. Figure 2-5 shows the crossings throughout the project section, and Table 2-1 lists
their configurations before and after the introduction of the HSR Build Alternative.
Modifications to existing crossings


Victory Place: a new bridge for the HSR tracks would be constructed directly south of the
existing railroad bridge over Victory Place, and the roadway would be lowered to cross under
the new bridge.



Burbank Boulevard: the roadway bridge would be reconstructed to cross over the tracks, and
Burbank Boulevard would be raised in elevation on the west side.



Alameda Avenue: the railroad bridge would be reconstructed to be wider.



Colorado Street: the railroad bridge would be reconstructed to be wider.



Los Felix Boulevard: the railroad bridge would be reconstructed to be wider, and the roadway
would be lowered slightly



Glendale Boulevard: the railroad bridge would be reconstructed to be wider, and the roadway
would be lowered slightly
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Kerr Road: the railroad bridge would be reconstructed to be wider, and the roadway would be
lowered slightly

New grade separations


Buena Vista Street: the crossing would be modified and remain at-grade for Metrolink and
UPRR tracks, but a new undercrossing would be constructed to grade-separate the HSR
tracks only from the roadway.



Sonora Avenue: a new roadway undercrossing would be constructed, with the tracks slightly
raised on retained fill and the roadway slightly lowered (see Section 2.6).



Grandview Avenue: a new roadway undercrossing would be constructed, with the tracks
slightly raised on retained fill and the roadway slightly lowered (see Section 2.6).



Flower Street: a new roadway undercrossing would be constructed, with the tracks slightly
raised on retained fill and the roadway slightly lowered (see Section 2.6).



Goodwin Avenue: the road currently does not cross the railroad right-of-way, but the project
would grade-separate it as a new roadway undercrossing (see Section 2.6).



Main Street: a new roadway bridge would be constructed north of the existing Main street
bridge, which would cross the railroad right-of-way and the Los Angeles River (see Section
2.6).

Closures


Chevy Chase Drive: the roadway would be closed, and a new pedestrian undercrossing
would be provided (see Section 2.6).



Private driveway: a driveway that currently provides access to a Los Angeles Department of
Water and Power facility parking lot would be closed, and the Los Angeles Department of
Water and Power parking would be relocated to a new facility on Main Street.

Table 2-1 Roadway Crossings within the Burbank to Los Angeles Project Section
Roadway

Current Crossing Configuration

Proposed Crossing Configuration1

Buena Vista Street

At-Grade*

At-Grade* (modified)
Undercrossing** (new)

Victory Place

Undercrossing”

Undercrossing*
Undercrossing (new)

Burbank Boulevard

Overcrossing

Overcrossing (modified)

Magnolia Boulevard

Overcrossing

Overcrossing

Olive Avenue

Overcrossing

Overcrossing

Interstate 5

Overcrossing

Overcrossing

Alameda Avenue

Undercrossing

Undercrossing (modified)

Western Avenue

Overcrossing

Overcrossing

Sonora Avenue

At-Grade

Undercrossing (new)

Grandview Avenue

At-Grade

Undercrossing (new)

Flower Street

At-Grade

Undercrossing (new)

Fairmont Avenue

Overcrossing

Overcrossing

SR 134

Overcrossing

Overcrossing

No Crossing

Overcrossing (Metro project)

Undercrossing

Undercrossing (modified)

Salem/Sperry

St2

Colorado Street
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Roadway

Current Crossing Configuration

Proposed Crossing Configuration1

Goodwin Avenue

No Crossing

Undercrossing (new)

Chevy Chase Drive

At-Grade

Closed

Los Feliz Boulevard

Undercrossing

Undercrossing (modified)

Glendale Boulevard

Undercrossing

Undercrossing (modified)

Fletcher Drive

Undercrossing

Undercrossing

SR 2

Overcrossing

Overcrossing

Kerr Road

Undercrossing

Undercrossing (modified)

Interstate 5

Overcrossing

Overcrossing

Figueroa Street

Overcrossing

Overcrossing

SR 110

Overcrossing

Overcrossing

Metro Gold Line

Overcrossing

Overcrossing

Broadway

Overcrossing

Overcrossing

Spring Street

Overcrossing

Overcrossing

Main Street

At-Grade

Overcrossing (new)

Private LADWP road

At-Grade

Closed

Vignes Street

Undercrossing

Undercrossing

Cesar Chavez Avenue

Undercrossing

Undercrossing

Source: California High-Speed Rail Authority (2019)
1 All proposed grade crossing configurations are pending Public Utilities Commission approval.
2 Salem/Sperry Street would be grade-separated as a part of the Metro Doran Street and Broadway/Brazil Grade Separation Project. The project also
proposes closing the existing at-grade railroad crossings at Doran Street and Broadway/Brazil Street. As the Metro project would be completed
before the introduction of HSR service, the crossing configurations are considered part of the existing conditions for the HSR project.
*Crossings apply to Metrolink and/or UPRR tracks only
**Crossing applies to HSR tracks only
Bold denotes change from existing condition under the HSR Build Alternative.
Overcrossing = Road over train tracks
Undercrossing = Road under train tracks
HSR = High-Speed Rail SR = State Route
Source: California High-Speed Rail Authority and Federal Railroad Administration (2019)

2.3

Station Sites

The HSR stations for the Burbank to Los Angeles Project Section would be in the vicinity of
Hollywood Burbank Airport and at LAUS. Stations would be designed to optimize access to the
California HSR System, particularly to allow for intercity travel and connections to local transit,
airports, highways, and the bicycle and pedestrian network. Both stations would include the
following elements:


Passenger boarding and alighting platforms



Station head house with ticketing, waiting areas, passenger amenities, vertical circulation,
administration and employee areas, and baggage and freight-handling service



Vehicle parking (short-term and long-term)



Pick-up and drop-off areas



Motorcycle/scooter parking



Bicycle parking



Waiting areas and queuing space for taxis and shuttle buses



Pedestrian walkway connections
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2.3.1

Burbank Airport Station

The Burbank Airport Station site would be located west of Hollywood Way and east of Hollywood
Burbank Airport. The airport and ancillary properties occupy much of the land south of the
Burbank Airport Station site, while industrial and light industrial land uses are located to the east
and residential land uses are found north of the Burbank Airport Station site. Interstate 5 runs
parallel to the station site, approximately 0.25 mile north of the proposed Metrolink platform.
The Burbank Airport Station would have both underground and aboveground facilities that would
span approximately 70 acres. Station facilities would include train boarding platforms, a station
building (that would house ticketing areas, passenger waiting areas, restrooms, and related
facilities), pick-up/drop-off facilities for private autos, a transit center for buses and shuttles, and
surface parking areas. Underground portions of the station would be beneath Cohasset Street,
along which runs the boundary between the City of Los Angeles to the north and the City of
Burbank to the south. There would be two HSR tracks at the station.
The Burbank Airport Station would have up to 3,200 surface parking spaces. About 2,980 spaces
would be located between the proposed Replacement Terminal and N Hollywood Way. An
additional 220 spaces would be located in surface lots in the area bounded by Lockheed Drive to
the west, Cohasset Street to the south, and N San Fernando Boulevard to the north and east.
The preliminary station layout concept plan is shown on Figure 2-13. The Burbank to Los Angeles
Project Section EIR/EIS analyzes the Burbank Airport Station project footprint displayed on
Figure 2-13 as permanently impacted because no additional temporary construction easements
are identified beyond the permanent area required to construct, operate, and maintain the station.
This is the assumption based on the current level of design.
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Source: California High-Speed Rail Authority (2019)

Figure 2-13 Preliminary Station Concept Layout Plan, Burbank Airport Station
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2.3.2

Los Angeles Union Station

The existing LAUS campus and surrounding tracks are being reconfigured as a part of the Metro
Link Union Station (Link US) 5 Project. The Metro Link US Project would reconfigure the station
entry tracks from north of Mission Junction and construct an elevated structure through the
station arrival and boarding area, which would extend south over U.S. Route 101 and come back
to grade near First Street. Reconfiguration would occur over two construction phases. The first
phase would include an elevated structure for non-HSR passenger rail operators between Vignes
Street and First Street. The second phase would add additional tracks to the structure for use by
HSR. The Metro Link US EIR/EIS, on which the Authority is a cooperating agency, would
evaluate these changes, along with an expanded passenger concourse area and changes to the
Metro Gold Line. These changes would be completed prior to the introduction of HSR service.
While Metro would environmentally clear and construct the trackwork and new passenger
concourse, the HSR project would require additional modifications within the Link US area. HSR
improvements include raising the platform heights and installing an overhead contact system. The
Burbank to Los Angeles Project EIR/EIS evaluates these modifications, as well as potential
increases in traffic associated with the introduction of HSR service.
The proposed HSR station at LAUS would include up to four HSR tracks and two 870-foot
platforms (with the possibility of extending to 1,000 feet). The HSR system would share
passenger facilities, such as parking and pick-up/drop-off, with other operators. HSR would
require 1,180 parking spaces in 2029 and 2,010 spaces in 2040. This new demand may be met
by existing underutilized parking supply within 0.5 mile of LAUS. This parking would be shared
with other LAUS service providers and businesses.

Link US will transform LAUS from a “stub-end” station to a “run-through” station by extending tracks south over U.S.
Route 101. The project will add a new passenger concourse that will provide improved operational flexibility for rail
service. The Draft FIR is available at: https://www.metro.net/projects/link-us/final-ei-report/.
5
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Sources: California High-Speed Rail Authority (2019); Los Angeles Metropolitan Transportation Authority (2018)

Figure 2-14 Preliminary Station Elements Plan, Los Angeles Union Station

2.4

Maintenance of Infrastructure

The California HSR System includes four types of maintenance facilities: maintenance of
infrastructure facilities (MOIF), Maintenance of infrastructure siding facilities (MOIS), heavy
maintenance facilities, and light maintenance facilities (LMF).6 The California HSR System would
require one heavy maintenance facility for the system, located in the Central Valley. The design
and spacing of maintenance facilities along the HSR system do not require the Burbank to Los
Angeles Project Section to include any of the maintenance facilities within the limits of the project
section.
For purposes of environmental analysis, the Authority has defined each project section to have
the capability to operate as a stand-alone project in the event that other project sections of the
6

Maintenance facilities are described in the Authority’s Summary of Requirements for O&M Facilities (2013).
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HSR system are not constructed. Because this project section does not provide a heavy
maintenance facility or MOIF, an independent contractor would need to be retained to handle all
maintenance functions for vehicles and infrastructure if this project section were built as a standalone project for purposes of independent utility. Independent utility is discussed further in
Section 2.9.

2.4.1

Maintenance of Infrastructure Facilities

The HSR system infrastructure will be maintained from regional MOIFs located at approximately
150-mile intervals. Each MOIF is estimated to be approximately 28 acres in size and would
provide a location for regional maintenance machinery servicing storage, materials storage, and
maintenance and administration. The MOIFs could be co-located with the MOIS within each
75-mile segment. The MOIFs would be located outside of the Burbank to Los Angeles Project
Section.

2.4.2

Maintenance of Infrastructure Sidings

The MOISs would be centrally located within the 75-mile maintenance sections on either side of
each MOIF. Each MOIS would support MOIF activities by providing a location for the layover of
maintenance of infrastructure equipment and temporary storage for materials. The MOIS is
estimated to be about 4 acres in size. The MOISs would be located outside of the Burbank to Los
Angeles Project Section.

2.4.3

Heavy Maintenance Facility

Only one heavy maintenance facility is required for the HSR system, and it would be within either
the Merced to Fresno Project Section or the Fresno to Bakersfield Project Section. The heavy
maintenance facility would include all activities associated with train fleet assembly, disassembly,
and complete rehabilitation; all on-board components of the trainsets; and overnight layover
accommodations and servicing facilities. The site would include a maintenance shop, a yard
Operations Control Center building, one traction power substation (TPSS), other support facilities,
and a train interior cleaning platform.

2.4.4

Light Maintenance Facility

An LMF would be used for all activities associated with fleet storage, cleaning, repair, overnight
layover accommodations, and servicing facilities. The LMF closest to the Burbank to Los Angeles
Project Section would be sited in proximity to LAUS but within the Los Angeles to Anaheim
Project Section, and would likely support the following functions:


Train Storage: Some trains would be stored at the LMF prior to start of revenue service.



Examinations in Service: Examinations would include inspections, tests, verifications, and
quick replacement of certain train components on the train.



Inspection: Periodic inspections would be part of the planned preventive maintenance
program requiring specialized equipment and facilities.

The LMF site will be sized to support the level of daily revenue service dispatched by the nearby
terminal at the start of each revenue service day. The Authority defines three levels of
maintenance that can be performed at an LMF:




Level I: Daily inspections, pre-departure cleaning, and testing
Level II: Monthly inspections
Level III: Quarterly inspections, including wheel-truing

A Level I LMF is proposed on the west bank of the Los Angeles River at the existing Amtrak
Railroad Yard. The facility would be where the current BNSF Railway storage tracks are located
and would require their relocation.

May 2020
2-20 | Page

California High-Speed Rail Project Environmental Document
Burbank to Los Angeles Project Section Community Impact Assessment

Section 2 Project Description

2.5

Ancillary and Support Facilities

2.5.1

Electrification

Trains on the California HSR System would draw power from California’s existing electricity grid
distributed via an overhead contact system. The Burbank to Los Angeles Project Section would
not include the construction of a separate power source, although it would include the extension
of power lines from potential TPSSs to a series of independently owned power substations
positioned along the HSR corridor if necessary. The transformation and distribution of electricity
would occur in three types of stations:


TPSSs transform high-voltage electricity supplied by public utilities to the train operating
voltage. TPSSs would be adjacent to existing utility transmission lines and the right-of-way,
and would be located approximately every 30 miles along the HSR system route.



Switching stations connect and balance the electrical load between tracks, and switch
overhead contact system power on or off to tracks in the event of a power outage or
emergency. Switching stations would be midway between, and approximately 15 miles from,
the nearest TPSSs. Each switching station would be 120x80 feet and be adjacent to the HSR
right-of-way.



Paralleling stations, or autotransformer stations, provide voltage stabilization and equalize
current flow. Paralleling stations would be located approximately every 5 miles between the
TPSSs and the switching stations. Each paralleling station would approximately be 100x80
feet and located adjacent to the right-of-way.

Table 2-2 lists the proposed switching station and paralleling station sites within the Burbank to
Los Angeles Project Section. A TPSS is not required for the Burbank to Los Angeles Project
Section because of the HSR system’s facilities spacing requirements. The Burbank to Los
Angeles Project Section would be able to use the TPSSs within the Palmdale to Burbank Project
Section and/or Los Angeles to Anaheim Project Section. In the event the other project sections of
the HSR system are not constructed, a standalone TPSS would be required within the Burbank to
Los Angeles Project Section for purposes of independent utility. Independent utility is discussed
further in Section 2.8.
Table 2-2 Traction Power Facility Locations for the Burbank to Los Angeles Project
Section
Type of Facility

Location

Paralleling Station

Los Angeles, south of Main Street between railroad right-of-way and Los Angeles
River

Switching Station

Los Angeles, south of Verdant Street and west of railroad right-of-way

Source: California High-Speed Rail Authority and Federal Railroad Administration (2019)

2.5.2

Signaling and Train-Control Elements

To reduce the safety risks associated with freight and passenger trains, the National
Transportation Safety Board, FRA, and other agencies have mandated Positive Train Control
(PTC). PTC is a train safety system designed to automatically implement safety protocols and
provide communication with other trains to reduce the risk of a potential collision. The U.S. Rail
Safety Improvement Act of 2008 requires the implementation of PTC technology across most
railroad systems; in October 2015, Congress extended the deadline for implementation to
December 31, 2018. The FRA published the Final Rule regarding PTC regulations on January 15,
2010.
Communication towers and ancillary facilities are included in the Burbank to Los Angeles Project
Section to implement the FRA PTC requirements. PTC infrastructure consists of integrated
command, control, communications, and information systems for controlling train movements that
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improve railroad safety by significantly reducing the probability of collisions between trains,
casualties to roadway workers and equipment, and over-speed accidents. PTC is especially
important in “blended”7 corridors, such as in the Burbank to Los Angeles Project Section, where
passenger and freight trains need to share the same tracks safely.
PTC for the HSR project would use a radio-based communications network that would include a
fiber-optic backbone and communications towers approximately every 2 to 3 miles, depending on
the terrain and selected radio frequency. The towers would be located in the fenced HSR corridor
in a fenced area of approximately 20x15 feet, including a 10x8-foot communications shelter and a
6- to 8-foot-diameter, 100-foot-tall communications pole. These communications facilities could
be co-located within the TPSSs. Where communications towers cannot be located with TPSSs or
other HSR facilities, the communications facilities would be located near the HSR corridor in a
fenced area of approximately 20 feet by 15 feet.

2.6

Early Action Projects

As described in the 2016 Business Plan, the Authority has made a commitment to invest in
regionally significant connectivity projects in order to provide early benefits to transit riders and
local communities while laying a solid foundation for the HSR system. These early actions will be
made in collaboration with local and regional agencies. These types of projects include grade
separations and improvements at regional passenger rail stations, which increase capacity,
improve safety, and provide immediate benefits to freight and passenger rail operations. Local
and regional agencies may take the lead on coordinating the construction of these early action
projects. Therefore, they are described in further detail below and are analyzed within the
Burbank to Los Angeles Project Section EIR/EIS to allow the agencies, as Responsible Agencies
under CEQA, to adopt the findings and mitigation measures as needed to construct these
projects.

2.6.1

Downtown Burbank Metrolink Station

Although the HSR system will not serve the Downtown Burbank Metrolink Station, modifications
at the station would be required to ensure continued operations of existing operators. The HSR
tracks would be located within the existing parking lot west of the southbound platforms; the
platforms and existing Metrolink tracks would not change. The parking would be relocated to
between Magnolia Boulevard and Olive Avenue, and Flower Street would be extended from
where it currently ends at the south side of the Metrolink Station. Pedestrian bridges would be
provided for passengers to cross over the HSR tracks to access the Metrolink platforms. Other
accessibility improvements would include additional vehicle parking, bus parking, and bicycle
pathways. Figure 2-15 shows the proposed site plan for the Downtown Burbank Metrolink Station.

2.6.2

Sonora Avenue Grade Separation

Sonora Avenue is an existing at-grade crossing. The existing roadway configuration consists of
two traffic lanes in both the eastbound and westbound directions. The Burbank to Los Angeles
Project Section proposes a “hybrid” grade separation, with Sonora Avenue slightly depressed and
the HSR alignment and non-electrified tracks raised on a retained-fill structure. A 10-foot-wide
median would be added and the lanes would be narrowed, so the overall width of Sonora Avenue
would not change. Sonora Avenue would be lowered in elevation between Air Way and San
Fernando Road, and the lowest point of the undercrossing would be approximately 10 feet below
the original grade. The height of the new retained-fill structure would be approximately 28 feet.
Figure 2-16 shows the temporary and permanent project footprint areas.

7

California HSR Project Business Plans (http://www.hsr.ca.gov/About/Business_Plans/) suggest blended railroad systems
and operations. These terms refer to integrating the HSR system with existing intercity, and commuter and regional rail
systems through coordinated infrastructure (blended systems) and scheduling, ticketing, and other means (blended
operations).
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Source: California High-Speed Rail Authority (2019)

Figure 2-15 Downtown Burbank Metrolink Station Site Plan

Source: California High-Speed Rail Authority (2019)

Figure 2-16 Sonora Avenue Grade Separation Footprint
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2.6.3

Grandview Avenue Grade Separation

Grandview Avenue is an existing at-grade crossing. The existing roadway configuration consists
of three traffic lanes in both the eastbound and westbound directions. The Burbank to Los
Angeles Project Section proposes a “hybrid” grade separation, with Grandview Avenue slightly
depressed and the HSR alignment and non-electrified tracks raised on retained fill. Grandview
Avenue would be lowered in elevation between Air Way and San Fernando Road, and the lowest
point of the undercrossing would be approximately 3 feet below original grade. The lanes and
overall width of Grandview Avenue would not change. The height of the new retained-fill structure
would be approximately 30 feet. Figure 2-17 shows the temporary and permanent project
footprint areas.

Source: California High-Speed Rail Authority (2019)

Figure 2-17 Grandview Avenue Grade Separation Footprint

2.6.4

Flower Street Grade Separation

Flower Street is an existing at-grade crossing, with Flower Street ending in a T-shaped
intersection with San Fernando Road, which runs parallel on the east side of the railroad right-ofway. Existing Flower Street consists of two traffic lanes in both the westbound and eastbound
directions, with a right-turn-only lane in the westbound direction. The Burbank to Los Angeles
Project Section proposes a “hybrid” grade separation, with Flower Street and San Fernando Road
slightly depressed, and the HSR alignment and non-electrified tracks raised on a retained-fill
structure. Flower Street would be lowered in elevation between Air Way and San Fernando Road,
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and the lowest point of the undercrossing would be approximately 10 feet below original grade.
The existing median would be modified on Flower Street, and the overall width of Flower Street
would remain the same. San Fernando Road would be lowered in grade between Norton Avenue
and Alma Street, and Pelanconi Avenue would be extended to connect to San Fernando Road.
The height of the new retained-fill structure would be approximately 28 feet. Figure 2-18 shows
the temporary and permanent project footprint areas.

Source: California High-Speed Rail Authority (2019)

Figure 2-18 Flower Street Grade Separation Footprint

2.6.5

Goodwin Avenue/Chevy Chase Drive Grade Separation

There is currently no crossing at Goodwin Avenue, which ends in a cul-de-sac on the west side of
the railroad right-of-way. The Burbank to Los Angeles Project Section proposes a grade
separation, with Goodwin Avenue realigned and depressed to cross under a new railroad bridge
supporting the HSR and non-electrified tracks. A new roadway bridge would also be required to
carry Alger Street over the depressed Goodwin Avenue, connecting to W San Fernando Road.
The new depressed roadway would curve north from Brunswick Avenue, cross under the new
roadway and railroad bridges, and connect with Pacific Avenue on the east side of the railroad
right-of-way. The lowest point of the undercrossing would be approximately 28 feet below original
grade.
Chevy Chase Drive is an at-grade crossing. With the construction of a new grade separation at
Goodwin Avenue, Chevy Chase Drive would be closed on either side of the rail crossing and a
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pedestrian undercrossing would be provided. Figure 2-19 shows the temporary and permanent
project footprint areas for Goodwin Avenue and Chevy Chase Drive.

Source: California High-Speed Rail Authority (2019)

Figure 2-19 Goodwin Avenue Grade Separation

2.6.6

Main Street Grade Separation

Main Street is an existing at-grade crossing. It crosses the existing tracks at-grade on the west
bank of the Los Angeles River, crosses over the river on a bridge, and then crosses the existing
tracks at-grade on the east bank of the river. The existing bridge carries two traffic lanes in both
directions. The Burbank to Los Angeles Project Section proposes a grade separation, with a new
Main Street bridge spanning the tracks on the west bank, the Los Angeles River, and the tracks
on the east bank. The new Main Street bridge would be 86 feet wide and 75 feet high at its
highest point over the Los Angeles River and would place three columns within the river channel.
Main Street would be raised in elevation, starting from just east of Sotello Street on the west side
of the Los Angeles River. The new bridge would come down to grade at Clover Street on the east
side of the Los Angeles River. Several roadways on the east side of the Los Angeles River would
be reconfigured, including Albion Street, Lamar Street, Avenue 17, and Clover Street. The
existing Main Street bridge would not be modified, but it would be closed to public access. Figure
2-20 shows the temporary and permanent project footprint areas.
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Source: California High-Speed Rail Authority (2019)

Figure 2-20 Main Street Grade Separation Footprint

2.7

Project Construction

For the Burbank to Los Angeles Project Section of the California HSR System, specific
construction elements would include at-grade and underground track, grade-separated roadway
crossings, retaining walls, and installation of a PTC system. Surface track sections would be built
using conventional railroad construction techniques. A typical construction sequence includes
clearing, grubbing, grading, and compacting the railbed; applying crushed rock ballast; laying
track; and installing electrical and communications systems. The at-grade track would be laid on
an earthen railbed topped with rock ballast approximately 3 feet off the ground. Fill and ballast for
the railbed would be obtained from permitted borrow sites and quarries.
Retaining walls are used when it is necessary to transition between an at-grade and elevated
profile. In this project section, retained fill would be used between Western Avenue and SR 134.
The tracks would be raised in elevation on a retained-fill platform made of reinforced walls, much
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like a freeway ramp. Short retaining walls would have a similar effect and would protect the
adjacent properties from a slope extending beyond the proposed rail right-of-way.
The preferred construction method for the tunnel alignment underneath the Burbank Airport
runway is the Sequential Excavation Methods. The tunnel alignment south of the airport would be
constructed using cut-and-cover.
Pre-construction activities would be conducted during final design and would include geotechnical
investigations, interpretation of anticipated ground behavior and ground support requirements,
identification of staging areas, initiation of site preparation and demolition, relocation of utilities,
and implementation of temporary, long-term, and permanent road closures. Additional studies
and investigations to develop construction requirements and worksite traffic control plans would
be conducted as needed.
Major construction activities for the Burbank to Los Angeles Project Section would include
earthwork and excavation support, systems construction, bridge and aerial structure construction,
and railway systems construction (including trackwork, traction electrification, signaling, and
communications).
During peak construction periods, work is envisioned to be underway at several locations along
the route simultaneously, with overlapping construction of various project elements. Working
hours and the number of workers present at any time would vary depending on the activities
being performed but could be expected to extend to 24 hours per day, seven days per week.

2.8

Independent Utility of the Burbank to Los Angeles Project Section

The Burbank to Los Angeles Project Section would have independent utility if it is able to operate
as a standalone project in the event the other project sections of the HSR system are not
constructed. As none of the four types of maintenance facilities would be located within the limits
of the Burbank to Los Angeles Project Section, all maintenance functions for vehicles and
infrastructure would be handled through an independent contractor to achieve independent utility.
For power, one potential location for a TPSS has been preliminarily identified within the project
section. Because the addition of a TPSS would alter the spacing of the other systems facilities,
further design and environmental study would be required to environmentally clear the TPSS site
and the alteration of the other systems facilities in the absence of the Palmdale to Burbank and
Los Angeles to Anaheim project sections being built and operated.
Any electrical interconnections between a potential future TPSS site and existing utility providers
would also have to be environmentally evaluated and cleared in subsequent documentation.

2.9

Operations of the Burbank to Los Angeles Project Section

The conceptual HSR service plan for Phase 1, starting in 2029, begins with service between Los
Angeles/Anaheim running through the Central Valley from Bakersfield to Merced, and traveling
northwest into the Bay Area. Subsequent sections in Phase 2 of the HSR system include a
southern extension from Los Angeles to San Diego and an extension from Merced to north of
Sacramento. These extensions do not have an anticipated implementation date.
Currently, the Metrolink Ventura and Antelope Valley Lines, Amtrak Pacific Surfliner and Coast
Starlight, and UPRR freight trains operate within the Burbank to Los Angeles Project Section.
As the proposed HSR Build Alternative is within the active LOSSAN passenger and freight rail
corridor, all existing operators would have to change their operation patterns and frequency. New
and realigned tracks would change the tracks on which the various users operate, with passenger
rail and freight trains shifted closer to the east side of the right-of-way. With the introduction of
HSR service, the proposed general operational characteristics are shown in Table 2-3.
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Table 2-3 Existing and Future Trains per Day in the Los Angeles–San Diego–San Luis
Obispo Rail Corridor Within the Burbank and Los Angeles Project Section
Operator

2016 Existing Conditions

2029 Opening Day

2040 Horizon Year

California High-Speed Rail
Authority1

N/A

196

196

Metrolink2

61

99

99

Amtrak3

12

16

18

UPRR4

11

18

23

2029 Opening Day and 2040 Horizon Year projections are from the California High-Speed Rail Authority’s “Year 2029 and Year 2040 Concept
Timetable for EIR/EIS Analysis.”
2 Existing Conditions data are from the 2016 Metrolink Schedule (effective October 3, 2016); 2029 Opening Day projections are extrapolated from
the 2016 Metrolink 10-Year Strategic Plan, “Growth Scenario 2: Overlay of Additional Service Patterns.”
3 Existing Conditions data are from the 2016 LOSSAN Corridor Schedule; 2029 Opening Day projections are extrapolated from 2012 LOSSAN
Corridorwide Strategic Implementation Plan “Long-Term Operations Analysis” (increase of approximately one train every four years for the Amtrak
Pacific Surfliner and no growth for the Amtrak Coast Starlight between Hollywood Burbank Airport and LAUS).
4 Existing Conditions data are from the 2012 LOSSAN Corridorwide Strategic Implementation Plan “Long-Term Operations Analysis”; 2029 Opening
Day projections are extrapolated from the 2012 LOSSAN Corridorwide Strategic Implementation Plan “Long-Term Operations Analysis” (increase of
approximately one train every two years for UPRR between Hollywood Burbank Airport and LAUS).
Amtrak = National Railroad Passenger Corporation
LAUS = Los Angeles Union Station
N/A = not applicable
UPRR = Union Pacific Railroad
1
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LAWS, REGULATIONS, ORDERS

This section provides a summary of the federal, state, and local regulatory setting for this CIA.
Local considerations for socioeconomic, community, and environmental justice issues are also
based on general plans and other local planning documents and reports.
This section is organized to discuss laws, regulations, orders, plans, and ordinances applicable to
the following environmental resource topics: socioeconomics and communities, land use, and
environmental justice.

3.1

Federal

This section provides a summary of the federal regulatory setting for this CIA.

3.1.1

Procedures for Considering Environmental Impacts (64 Federal Register
28545)

Section 14(n)(14) of the FRA Procedures for Considering Environmental Impacts requires an EIS
to assess the impacts of the alternatives on the transportation and general mobility of the elderly
and handicapped.

3.1.2

Improving Access to Services for Persons with Limited English
Proficiency (United States Presidential Executive Order 13166)

United States Executive Order (USEO) 13166 requires each federal agency to ensure that
recipients of federal financial assistance provide meaningful access to their programs and
activities by limited English proficiency (LEP) applicants and beneficiaries. Meaningful access can
include availability of vital documents; printed and internet-based information in one or more
languages, depending on the location of the project; and translation services during public
meetings.

3.1.3

Protection of Children from Environmental Health Risks and Safety
Risks (United States Presidential Executive Order 13045)

USEO 13045 requires federal agencies to minimize environmental health and safety risks to
children and to prioritize the identification and assessment of environmental health and safety
risks that may have a disproportionate impact on children.

3.1.4

American with Disabilities Act (42 United States Code §§ 12101–12213)

The Americans with Disabilities Act prohibits discrimination for persons with disability and
requires equal opportunity in employment, state, and local government services; public
accommodations; commercial facilities; and transportation.

3.1.5

Uniform Relocation Assistance and Real Property Acquisition Policies
Act (42 United States Code § 61)

The Uniform Relocation Assistance and Real Property Program ensures that persons displaced
as a result of a federal action or by an undertaking involving federal funds are treated fairly,
consistently, and equitably. This helps to ensure persons will not suffer disproportionate injuries
as a result of projects designed for the benefit of the public as a whole.

3.1.6

United States Environmental Protection Agency School Siting
Guidelines

In December 2007, the Energy Independence and Security Act was enacted by Congress and
included a requirement for the U.S. Environmental Protection Agency (USEPA) to develop
guidelines for the siting of school facilities with the following considerations8:

8

Currently available at www.epa.gov/schools/siting/downloads/School_Siting_Guidelines.pdf.
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1. Special vulnerabilities of children to hazardous substances or pollution exposures in any case
in which the potential for contamination at a potential school site exists
2. Modes of transportation available to students and staff
3. Efficient use of energy
4. Potential use of a school at the site as an emergency shelter
These guidelines are intended to assist local school districts and community members with
understanding the environmental factors involved in making school siting decisions. Although
state agencies, such as the Authority, are not subject to the local plans, regulations, and
requirements, the Authority may choose to consider factors set in the USEPA guidelines when
assessing the mitigation measures developed to minimize effects on existing or planned schools
adjacent to the HSR project.

3.1.7

Title VI of the Civil Rights Act [42 United States Code Section 2000(d) et
seq.]

Title VI of the Civil Rights Act prohibits discrimination on the basis of race, color, national origin,
age, sex, or disability in programs and activities receiving federal financial assistance.

3.1.8

Federal Actions to Address Environmental Justice in Minority
Populations and Low-Income Populations (United States Presidential
Executive Order 12898)

USEO 12898 outlines the federal government’s environmental justice policy. The USEO requires
federal agencies to identify and address to the greatest extent practicable and permitted by law
the disproportionately high adverse human health and environmental effects of their programs,
policies, and activities, on minority and low-income populations in the U.S.

3.1.9

Actions to Address Environmental Justice in Minority Populations and
Low-Income Populations (United States Department of Transportation
Order 5610.2(a))

To implement USEO 12898, U.S. Department of Transportation (U.S. DOT) relies on U.S. DOT
Order 5610.2(a), which applies to actions undertaken by U.S. DOT operating administrations,
including FRA. The U.S. DOT order affirms the importance of considering environmental justice
principles as part of early planning activities in order to avoid disproportionately high and adverse
effects. The order states that U.S. DOT will not carry out any programs, policies, or activities that
will have a disproportionately high and adverse effect on minority populations or low-income
populations unless “further mitigation measures or alternatives that would avoid or reduce the
disproportionately high and adverse effect are not practicable.” The order defines environmental
justice to mean an adverse impact that is predominantly borne by a minority or low-income
population, or that would be suffered by the minority or low-income population, and that is
appreciably more severe or greater in magnitude than would be suffered by the nonminority or
nonlow-income population.

3.1.10

Presidential Memorandum Accompanying United States Presidential
Executive Order 12898

The Presidential Memorandum accompanying USEO 12898 calls for specific actions to be
directed in National Environmental Policy Act (NEPA) related activities. They include:


Analyzing environmental effects, including human health, economic, and social effects, on
minority populations and low-income populations when such analysis is required by NEPA



Ensuring that mitigation measures outlined or analyzed in environmental assessments, EISs,
and Records of Decision, whenever feasible, address disproportionately high and adverse
environmental effects or proposed actions on minority populations and low-income
populations
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Providing opportunities for community input in the NEPA process, including identifying
potential effects and mitigation measures in consultation with affected communities and
improving accessibility to public meetings, official documents, and notices to affected
communities

3.2

State

This section provides a summary of the state regulatory setting for this CIA.

3.2.1

California Relocation Act (California Government Code Section 7260 et
seq.)

In parallel with the federal law, the California Relocation Act requires state and local governments
to provide relocation assistance and benefits to displaced persons as a result of projects
undertaken by state or local governments that do not involve federal funds. However, because
the project will receive federal funding, the Uniform Relocation Assistance and Real Property
Acquisition Policies Act (Uniform Act) takes precedence.

3.2.2

California High-Speed Rail Authority Title VI Plan

In March 2012, the Authority adopted a policy and plan to ensure that the California HSR System
complies with Title VI. The policy states:


The Authority is committed to ensuring that no person in the State of California is excluded
from participation in, or denied the benefits of, its programs, activities, and services on the
basis of race, color, national origin, age, sex, or disability as afforded by Title VI of the Civil
Rights Act of 1964 and Related Statutes.



The Authority, as a federal grant recipient, is required by the FRA to conform to Title VI of the
Civil Rights Act of 1964 and related statutes. The Authority’s subrecipients and contractors
are required to prevent discrimination and ensure nondiscrimination in all of their programs,
activities, and services.



As permitted and authorized by Title VI, the Authority will administer a Title VI Program in
accordance with the spirit and intent of the nondiscrimination laws and regulations. The Title
VI Plan includes a commitment to inclusive public involvement of all persons affected by the
HSR project (Authority 2012a).

3.2.3

California High-Speed Rail Authority Limited English Proficiency Policy
and Plan

In May 2012, the Authority adopted a policy and plan to ensure the California HSR Program
complies with the requirements of USEO 13166. The policy states:


It is the policy of the Authority to communicate effectively and provide meaningful access for
LEP individuals to all the Authority’s programs, services, and activities. The Authority will
provide free language assistance services to LEP individuals encountered or whenever an
LEP individual requests language assistance services.



The Authority will treat LEP individuals with dignity and respect. Language assistance will be
provided through a variety of methods, including staff interpreters, translation and interpreter
service contracts, and formal arrangements with local organizations providing interpretation
or translation services or telephonic interpreter services.

The LEP Policy and Plan supplements the Title VI Plan (Limited English Proficiency Plan,
[Authority 2012b]; Resolution 12-15 [Authority 2012b]).

3.2.4

California State Planning and Zoning Law (California Government Code
§§ 65000–66037)

This law delegates most of the state’s local land use and development decisions to cities and
counties and describes laws pertaining to the regulation of land uses by local governments,
including the general plan requirement, specific plans, subdivisions, and zoning.
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3.2.5

California Government Code Section 65040.12(e)

California Government Code Section 65040.12(e) defines environmental justice as “the fair
treatment of people of all races, cultures, and incomes with respect to the development, adoption,
implementation, and enforcement of environmental laws, regulations, and policies.”

3.2.6

California High-Speed Rail Authority Environmental Justice Policy

In August 2012, the Authority adopted an environmental justice policy (Authority 2012c). The
policy states:


The Authority shall develop and maintain an environmental justice guidance in compliance
with Title VI of the Civil Rights Act of 1964, USEO 12898, and California state law (California
Government Code Section 65040.2 et seq. and Public Resources Code Section 1110 et seq).



The Authority will promote environmental justice in its programs, policies, and activities to
avoid, minimize, or mitigate disproportionately high human health and environmental effects,
including social and economic effects, on minority and low-income populations.



The Authority will duly emphasize the fair and meaningful involvement of all people
regardless of race, color, national origin, or income with respect to HSR project planning,
development, operations, and maintenance.



The Authority will engage the public through public participation forums so that decisions are
mitigated and reflect environmental justice for all communities.

3.2.7

Sustainable Communities and Climate Protection Act of 2008 (Senate
Bill 375, Chapter 728)

This statute requires regional planning agencies to include a “Sustainable Community Strategy”
(SCS) or “Alternative Planning Strategy” in the next version of their regional transportation plans
(RTP). The SCS will coordinate land use, housing needs, and transportation/transit planning to
meet the regional target for the reduction of greenhouse gas (GHG) emissions from automobiles
and light trucks established by the California Air Resources Board.
Coordination is enforced by requiring transportation projects identified in the RTP to comply with
the SCS in order to receive state and federal funding through the regional housing needs
allocation. The requirements of Senate Bill 375 will be reflected in the 2016 RTP adopted by the
Southern California Association of Governments (SCAG).

3.2.8

California Global Warming Solutions Act of 2006: Greenhouse Gas
Reduction Fund (Senate Bill 535, De León)

This bill requires the California Environmental Protection Agency to identify disadvantaged
communities for investment opportunities, as specified. The bill requires the California
Department of Finance, when developing a specified three-year investment plan, to allocate
25 percent of the available moneys in the GHG Reduction Fund to projects that provide benefits
to disadvantaged communities, as specified, and to allocate a minimum of 10 percent of the
available moneys in the GHG Reduction Fund to projects located within disadvantaged
communities, as specified. The bill requires the California Department of Finance, when
developing funding guidelines, to include guidelines for how administering agencies should
maximize benefits for disadvantaged communities. The bill requires administering agencies to
report to the California Department of Finance, and the California Department of Finance to
include, in a specified report to the State Legislature, a description of how administering agencies
have fulfilled specified requirements relating to projects providing benefits to, or located in,
disadvantaged communities.
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3.3
3.3.1

Regional and Local
Regional Policies

Table 3-1 identifies regional regulations associated with socioeconomics and communities, land
use, and environmental justice that are applicable to the HSR Build Alternative.
Table 3-1 Regional Policies
Plan Title and Applicable Goals/Policies

Summary

Southern California Association of Governments
2012–2035 Regional Transportation
The RTP/SCS is a long-range transportation plan that is developed
Plan/Sustainable Communities Strategy
and updated by SCAG every four years. It provides a vision for
(2012); Amendment No. 2 (2014): Model
transportation investments throughout the region. Using growth
List: California High-Speed Rail
forecasts and economic trends that project out over a 20-year
period, the RTP/SCS considers the role of transportation in the
broader context of economic, environmental, and quality-of-life goals
for the future, identifying regional transportation strategies to
address mobility needs.
HSR = high-speed rail
RTP = Regional Transportation Plan

3.3.2

SCAG = Southern California Association of Governments
SCS = Sustainable Communities Strategy

General Plan Policies

Table 3-2 identifies local government regulations associated with socioeconomics and
communities, land use, and environmental justice that are applicable to the HSR Build
Alternative.
Table 3-2 Local Policies
Plan Title and Applicable
Goals/Policies

Summary

County of Los Angeles
Los Angeles County General
Plan, Land Use Goal LU 7,
Policy LU 7.1, Policy LU 7.2,
Policy LU 7.3, Policy LU 7.6,
Policy LU 7.7, Mobility
Element Goal M 5, Policy M
5.1, Policy M 5.2, Policy M
5.3, Conservation and
Natural Resources Element
Goal C/NR 1.1, Policy C/NR
1.1, Policy C/NR 1.2, Noise
Element Goal N 1, Policy N
1.1, Policy N 1.2, Policy N 1.3

City of Burbank
Burbank General Plan, Land
Use Element Goal 2, Policy
2.1, Goal 7, Policy 7.3;
Mobility Element, Goal 1,

The Los Angeles County General Plan provides the policy framework and
establishes the long-range vision for how and where the unincorporated areas of
Los Angeles County will grow. It also establishes goals, policies, and programs to
foster healthy, livable, and sustainable communities.
The Land Use Element provides strategies and planning tools to facilitate and guide
future development and revitalization efforts. In accordance with the California
Government Code, the Land Use Element designates the proposed general
distribution and general location and extent of uses.
The Mobility Element provides an overview of the transportation infrastructure and
strategies for developing an efficient and multimodal transportation network. The
Mobility Element assesses the challenges and constraints of the Los Angeles
County transportation system and offers policy guidance to reach the county’s longterm mobility goals.
The purpose of the Noise Element is to reduce and limit the exposure of the general
public to excessive noise levels. The Noise Element sets the goals and policy
direction for the management of noise in the county’s unincorporated areas.
The general plan’s foremost goal is to plan for future change while preserving the
City of Burbank’s high quality of life for future generations. The land use element
states the types of development needed to achieve the community’s physical,
economic, and environmental goals.
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Plan Title and Applicable
Goals/Policies
Policies 1.1 and 1.4, Goal 2,
Policy 2.3, Goal 4, Policies
4.4 and 4.5, Goal 9, Policy
9.3; Noise Element, Goal 3,
Policy 3.3, Goal 7, Policy 7.3
(2013)

Summary

Burbank Center Plan (1997)

The Burbank Center Plan is an economic revitalization plan that addresses the
long-range land use and transportation planning of downtown Burbank. It focuses
on using “opportunity sites,” which are currently vacant or contain inappropriate
uses for the areas and are expected to recycle in the next few years as catalysts for
future development. The plan takes into account existing land uses and proposed
transportation facilities, and contains land use and development standards
designed to encourage mixed-use projects that would minimize the volume of
vehicular traffic.

The land use element lays out land use goals and policies that seek to maintain a
careful balance between a desire for economic prosperity and the high quality of life
valued by the Burbank community. The goals and policies apply citywide and are
intended to guide future land use decisions.
The mobility element sets forth policies for each component of the city’s
transportation system to advance city mobility goals of a diverse transportation
network to provide a high level of service while remaining accessible, minimizing
neighborhood effects, and preserving Burbank’s community feel.
The noise element goals and policies minimize the effects of a variety of noise
sources on the community, particularly in residential areas and near noise-sensitive
land uses. The noise element also describes best practices to protect residents and
businesses from severe noise levels, including identifying compatible land uses and
policies that mitigate excessive noise along transportation routes.

City of Glendale
Glendale General Plan, Land
Use Element Circulation
Goal; Open Space and
Conservation Element Goal
2, Objective 3, Goal 11,
Objective 1, Goal 12,
Objective 4, Goal 13; Noise
Element, Goal 1, Policy 1.3,
Policy 1.4 (1977, revised
1986)

The land use element focuses on goals pertaining to residential, commercial, and
industrial uses as well as circulation, community facilities, and economics. It
generally encourages a moderate growth policy consistent with community needs,
available services, and the environment. It also promotes development and
improvement within the community, capitalizing on Glendale’s location near the
regional core.
The open space and conservation element is concerned with the preservation of
open space and natural resources and the amenities that are important to City of
Glendale residents.
The noise element identifies noise-sensitive land uses and noise sources, and
defines areas of noise effects for the purpose of developing programs to ensure that
Glendale residents would be protected from excessive noise intrusion. The noise
element’s goals seek to reduce noise effects from transportation and
nontransportation sources by incorporating noise considerations into land use
planning decisions. It does so through a variety of policies.

South Glendale Community
Plan (under development)

The South Glendale Community Plan, in development since 2013, will be the official
guide to development within the neighborhoods and commercial districts of the
South Glendale area of the city. It is intended to shape positive community change
and foster sustainable land use patterns while balancing the unique character of the
community with citywide policies and regional initiatives. While this community plan
community plan is still in development, it is likely that transportation projects such
as the California High-Speed Rail Project would be generally compatible with land
use policies eventually outlined by this plan.

City of Los Angeles
Los Angeles General Plan,
Land Use Element Objective
3.3, Policy 3.3.1; Mobility
Plan 2035 (2015); Noise

The land use section of the framework element summarizes key land use issues
and presents the goals, objectives, policies, and programs that capitalize on the
city's opportunities. The policies establish new land use categories that replace the
adopted citywide centers concept. Framework element policies reflect and continue
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Plan Title and Applicable
Goals/Policies
Element, Objective 2, Policy
2.2 (1990)

Summary

Northeast Los Angeles
Community Plan, Land Use
Policies and Programs Goal
4, Objective 4-2; Goal 5,
Objective 5-1, Policies 5-1.1
and 5-1.2; Goal 10, Objective
10-1, Policy 10-1.1; Goal 11,
Objective 11-2, Policy 11-2.1;
and Goal 13, Objective 13-1
(1999)

This plan identifies goals, objectives, policies, and programs to establish a balanced
pattern of future land uses that provide a safe, healthy, convenient, and
aesthetically rewarding residential and working environment that is economically
vigorous and as self-sufficient as possible, supported by reliable and fully adequate
infrastructure and public services. It takes full advantage of northeast Los Angeles’
strategic location and is designed to preserve and renew the local foundations of
civic pride and neighborhood identity throughout the area.

Silver Lake-Echo ParkElysian Valley Community
Plan, Land Use Policies and
Programs Goal 10; Goal 11;
Goal 12, Objective 12-1; Goal
13, Objective 13-1, Policy
13-1.1, Objective 13-2; and
Goal 14, Objective 14-1
(2004)

This plan contains land use planning goals, objectives, policies and programs
organized by land use category, including: residential, commercial, and industrial
land use and public and institutional service systems. Enhancing quality of life and
preserving neighborhood character are priorities of the plan. The plan’s intent is to
preserve and improve the quality of existing land uses, but it also encourages,
where appropriate, intensification, re-use, and mixed-use development. The plan
also has goals that support a well-maintained, safe, efficient, and diverse
transportation network that provides adequate circulation.

Cornfield Arroyo Seco
Specific Plan, Purposes 3
and 10 (2013)

The purpose of this plan is to implement the Central City North, Northeast Los
Angeles, and Silver Lake/Echo Park/Elysian Valley Community Plans. The plan
creates regulations in addition to those set forth in the planning and zoning
provisions. The regulations generally encourage pedestrian-oriented, diverse, and
affordable development with adequate access to open space. The plan’s purposes
also seek to provide economic and job growth, lessen dependence on automobiles,
and reduce resource use.

Central City North
Community Plan, Land Use
Policies and Programs, Goals
10, 12, 13, and 16, Objective
16-1, Policy 16-1.1 (2000)

This plan contains land use planning goals, objectives, policies, and programs,
organized by land use category, including residential, commercial, and industrial
land uses, and public and institutional service systems. The plan’s overall goals
include preserving and enhancing the positive characteristics of the community, and
providing a variety of compatible housing and job opportunities that would improve
the economic and physical condition of the Central City North area. It also
encourages a well-maintained, safe, efficient freeway, highway, and street network
that provides a circulation system supporting alternative modes of transportation.

Central City Community Plan
(2003)

This plan contains goals, objectives, policies, and programs for all appropriate land
use issues, including residential, commercial, and industrial uses, as well as public
and institutional service system categories. The objectives focus on preserving
existing development, fostering diverse development across all land use categories,
and highlighting attention on enhancing downtown Los Angeles. The objectives

the land use provisions of the specific plans that have been adopted for various
areas of the city. The framework element does not supersede adopted specific
plans.
The Mobility Plan 2035 provides the policy foundation for achieving a transportation
system that balances the needs of all road users. The plan includes five main goals
that define the city’s high-level mobility priorities: Safety First; World Class
Infrastructure (complete streets); Access for All Angelenos; Collaboration,
Communication, & Informed Choices; and Clean Environments & Healthy
Communities.
The Noise Element applies to the city as a whole. It addresses noise mitigation
regulations, strategies, and programs, and delineates federal, state, and city
jurisdiction relative to rail, automotive, aircraft, and nuisance noise.
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Plan Title and Applicable
Goals/Policies

Summary
encourage siting services in locations that are complementary to existing land uses
and able to accommodate future growth. The plan also seeks to keep downtown
Los Angeles as the focal point of the regional mobility system, accommodating
internal access and mobility needs.

Boyle Heights Community
Plan, Land Use Policies and
Programs, Circulation
Objective 1, Public
Transportation Objectives 1
and 2 (1998)

This plan sets forth objectives that encourage compatibility between land uses,
preserve and strengthen existing viable development, create more job
opportunities, and provide adequate recreation/open space and services. This plan
also encourages alternate modes of travel and provides an integrated transportation
system that is coordinated with land uses and can accommodate the total travel
needs of the community.

Los Angeles River
Revitalization Plan,
Community Planning
Framework (2006)

This plan provides a framework for restoring the Los Angeles River’s ecological
function and for transforming it into an amenity for residents of and visitors to the
city. The plan includes recommendations for physical improvements to the river
corridor and to the green space network in adjacent neighborhoods; policy
recommendations for managing public access and ensuring public health and
safety; recommendations for a river governance and management structure; and
recommendations for short- and long-term priority projects. The Community
Planning Framework includes goals to create new open space opportunities within
the River Greenway and to develop blocks around the river to promote pedestrian,
bicycle, and other nonmotorized transportation connections to the river.

3.3.3

Ordinances and Codes

Table 3-3 identifies local ordinances and codes associated with socioeconomics and
communities, land use, and environmental justice that are applicable to the HSR Build
Alternative.
Table 3-3 Ordinances and Codes
Plan Title and Applicable
Goals/Policies

Summary

City of Burbank
Burbank Municipal Code,
Title 10, Chapter 1, Article
2, Zoning Ordinances and
Definitions (City of Burbank
2016b)

The City of Burbank’s zoning ordinance was adopted to “promote the public
health, safety, peace, comfort, convenience, prosperity and welfare of the City
and its inhabitants.” The municipal code creates a precise guide for development
to meet the land use arrangement in the general plan, protect property values,
and ensure that public and private lands would be used in a way that is “most
appropriate and most beneficial from the standpoint of the City as a whole.”

City of Glendale
Glendale Municpal Code,
Title 30, Zoning (City of
Glendale 2004)

The City of Glendale’s zoning ordinance was established to create one
comprehensive zoning ordinance. The objective of the ordinance is to regulate
and restrict the use of land and structures to promote health, safety, general
welfare, and economic viability, and to meet the objectives in the general plan.
The zoning designations are deemed necessary to “conserve and enhance the
value of property; to maximize the quality of the environment; to provide
adequate open spaces for light and air; to provide protection against fires; to
prevent undue concentration of population; to provide housing for all economic
and social segments of the community; and to conserve and improve the
condition of the existing affordable housing stock and preserve existing housing
and neighborhoods.”
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Plan Title and Applicable
Goals/Policies

Summary

City of Los Angeles
Los Angeles Municipal
Code, Chapter 1, General
Provisions and Zoning (City
of Los Angeles 2004)

The purpose of Chapter 1 of the City of Los Angeles’ municipal code is to
establish a comprehensive zoning plan in order to “encourage the most
appropriate use of land; to conserve and stabilize the value of property; to
provide adequate open spaces for light and air, and to prevent and fight fires; to
prevent undue concentration of population; to lessen congestion on streets; to
facilitate adequate provisions for community utilities and facilities such as
transportation, water, sewerage, schools, parks and other public requirements;
and to promote health, safety, and the general welfare of all residents.” Chapter 1
governs the use, form, and location of land and structures for commerce,
industry, and residential use to protect health and welfare and meet the
objectives of the city’s general plan.

California High‐Speed Rail Project Environmental Document

May 2020

Burbank to Los Angeles Project Section Community Impact Assessment

Page | 3‐9

Section 3 Laws, Regulations, Orders

This page intentionally left blank

May 2020
Page | 3‐10

California High‐Speed Rail Project Environmental Document
Burbank to Los Angeles Project Section Community Impact Assessment

Section 4 Methods for Evaluating Impacts

4

METHODS FOR EVALUATING IMPACTS

This chapter provides a detailed discussion of the methodologies employed in the communities
and neighborhoods, displacements and relocations, environmental justice, economic, and
cumulative impacts analyses for the HSR Build Alternative. While preservation of agricultural
lands is a priority of the Authority, the HSR Build Alternative would not cross any agricultural
lands. Therefore, this CIA does not include a discussion of agricultural farmland.9

4.1

Definition of Resource Study Areas

Different RSAs were used for the analysis of the HSR Build Alternative’s effects on population,
housing, communities, economic conditions, public services and facilities, environmental justice,
and motorized and nonmotorized transportation. These RSAs are discussed in the following
sections.

4.1.1

Communities and Neighborhoods

The RSA for communities and neighborhoods impacts consists of two RSAs:
1. A direct impacts RSA that is defined as a 0.5-mile radius from the centerline of the HSR
alignment. The 0.5-mile-radius RSA includes entire parcels or portions of parcels located
within this radius (Figure 4-1).
2. An indirect impacts RSA that includes all parcels within the direct impacts RSA, as well as the
entire boundary for parcels where only a portion falls within the direct impacts RSA (with the
exception of the large singular parcel that contains Griffith Park, which was split so as to
properly frame and evaluate impacts) (Figure 4-1).
Effects on communities are expected to occur within the 0.5-mile-radius direct impacts RSA,
inasmuch as this area represents where key resource effects could occur related to property
relocation, transportation, noise, vibration, safety, security, aesthetics, parks, recreation, open
space, and cultural resources. Figure 4-2 shows the locations of the direct and indirect RSAs for
communities and neighborhoods impacts, as well as the boundaries of the incorporated cities and
the neighborhoods in Los Angeles within those RSAs.

4.1.2

Environmental Justice

The RSA for the environmental justice analysis includes the entirety of all census tracts within a
0.5-mile radius of the project footprint. Figure 4-3 shows the location of the environmental justice
RSA, and the boundaries of the census tracts and the incorporated cities and neighborhoods in
Los Angeles within that RSA. The RSA is in a highly urbanized region, so the census tracts are
generally small and do not extend substantially beyond the 0.5-mile RSA boundary.

4.1.3

Economic

The economic effects RSA is defined as the region in which the HSR Build Alternative would be
located because the economic effects to fiscal revenues, job creation, and school district funding
could have regional economic implications. Therefore, the economic effects RSA for the HSR
Build Alternative is Los Angeles County. Figure 4-4 shows the location of the economic effects
RSA. The three school districts examined for the HSR Build Alternative (Burbank Unified School
District, Glendale Unified School District, and LAUSD) lie within the communities and
neighborhoods RSAs and encompass areas where economic effects on school district funding
would occur.

9

The existing conditions baseline year for this report is generally 2015, the time when the environmental analysis for the
Burbank to Los Angeles Project Section began following issuance of the federal Notice of Intent and state Notice of
Preparation for the project section. The affected environment discussions, including the descriptions of infrastructure
projects and land development projects considered in the cumulative impacts analysis, describe the existing and planned
conditions provided in the most recent, publicly available data as of December 31, 2017 or collected during field work
conducted in 2015, 2016, and 2017.
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Figure 4-1 Definition of Direct Impacts and Indirect Impacts Resource Study Areas
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Figure 4-2 Indirect and Direct Communities and Neighborhoods Resource Study Area
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Figure 4-3 Environmental Justice Resource Study Area
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Figure 4-4 Economic Impacts Resource Study Area
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4.2

Methodology for Impact Analysis

This analysis of effects on communities considers direct and indirect effects from both
construction and operation of the HSR Build Alternative. For example, the direct effects of the
acquisition of land within the boundaries of the HSR Build Alternative for construction would be
the displacement and relocation of some residences and businesses. Indirect effects associated
with displacements and relocations from construction include social and economic effects on
communities. For instance, the indirect effect of residential displacements on property tax
revenues would affect property tax revenues and school district funding. The following sections
discuss topic-specific evaluation methods for both construction and operation of the HSR Build
Alternative regarding communities and neighborhoods, displacements and relocations,
environmental justice populations, and economics.

4.2.1

Communities and Neighborhoods

Effects were identified through intensive review of aerial photographs and GIS layers showing the
spatial relationship between the proposed improvements included in the HSR Build Alternative
and existing communities and neighborhoods. The analysis considered both direct and indirect
effects on homes, businesses, and community facilities. The analysis was coordinated with the
air quality, noise, traffic, and visual effects technical reports to determine the extent of
construction and operational effects.
In addition, changes in parking and in motorized and nonmotorized access were evaluated on a
qualitative basis to determine temporary and permanent effects on affected communities, the
resources within them, and community cohesion.
The analysis of effects to existing communities and neighborhoods from construction and
operation of the HSR Build Alternative considers three key issues:
1. Whether new facilities associated with the HSR Build Alternative would disrupt or divide
existing communities, or bring about changes in community character that could alter social
interactions or affect community cohesion
2. Whether the HSR Build Alternative would displace key community facilities or services
3. Whether changes in motorized and nonmotorized circulation and access would affect
community cohesion
Community cohesion refers to residents’ sense of belonging to their neighborhood, their level of
commitment to their community, or “a strong attachment to neighbors, groups, and institutions,
usually as a result of continued association over time” (California Department of Transportation
[Caltrans] 2011). Demographic data compiled by the U.S. Census Bureau, including the 2010–
2014 American Community Survey (ACS),10 were used to help measure a community’s level of
cohesion. Indicators of community cohesion are not intended to be interpreted as causal factors;
they are intended to be correlative. While no single demographic indicator would cause or solely
denote a cohesive community, when considered together, several demographic indicators can
designate communities that have a high degree of cohesion. It is important to determine a
baseline measure for community cohesion so that a determination of effects on cohesion
resulting from a project can be made. For example, if a given community does not exhibit any
cohesion indicators, it follows that the effects of a project would have less of an effect on
community cohesion than if the given community were highly cohesive. The following
demographic indicators tend to correlate with a higher degree of community cohesion and are
some of the factors used in this CIA to measure and help determine the baseline degree of
community cohesion that currently exists within each city/community in the direct and indirect
RSAs for communities and neighborhoods impacts:
10
The ACS is an ongoing survey conducted by the U.S. Census Bureau that provides data every year, thereby giving
communities the current information they need to plan investments and services. The ACS replaced the long-form
questionnaire following the 2000 Census. The ACS is a subsample rather than a complete population sample like the
Decennial Census.
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Owner Occupancy: Communities with a high percentage of owner‐occupied residences are
typically more cohesive because their population tends to be less mobile. Since they have a
financial stake in their community, homeowners often take a greater interest in what is
happening in their community than renters do.



Housing Tenure: Communities with a high percentage of long‐term residents are typically
more cohesive because a greater proportion of the population has had time to establish
social networks and develop an identity with the community.



Household Size: In general, communities with a high percentage of families with children are
more cohesive than communities consisting of largely single people. The social networks of
children often lead to the establishment of friendships and affiliations among parents in the
community.



Age: In general, communities with a high percentage of elderly residents (65 years or older)
tend to demonstrate a greater social commitment to the community. This is because the
elderly population, which includes retirees, often tends to be more active in the community
since they have more time available for volunteering and participating in social organizations.



Ethnicity: In general, homogeneity of the population contributes to higher levels of cohesion.
Communities that are ethnically homogenous often speak the same language, hold similar
beliefs, and share a common culture, and are therefore more likely to engage in social
interaction on a routine basis. Ethnic homogeneity may be less important in determining
cohesion in modern, urbanized cities where populations are generally quite diverse compared
to small, isolated rural communities.



Transit‐Dependent Population: Communities with a high percentage of residents who are
dependent on public transportation typically tend to be more cohesive than communities that
are dependent on automobiles for transportation. This is because residents who tend to walk
or use public transportation for travel tend to engage in social interaction with each other
more frequently than residents who travel by automobile.

Higher rates of the above-mentioned indicators correlate with higher degrees of community
cohesion. This is an especially powerful argument when these indicators are compared to an
appropriate larger area used as a reference community. In this analysis, indicators for cities and
neighborhoods/communities were collected and compared to Los Angeles County as a whole.
When two or more of these indicators for a particular community are higher than the
corresponding indicators for the county, those communities are considered to have moderate
cohesion for the purpose of this discussion. If four or more indicators are higher than Los Angeles
County rates, a high level of community cohesion is assumed.
Additionally, the potential division of communities through the physical removal of residences,
businesses, and important community facilities is considered when analyzing community
cohesion. The locations of residential areas, community commercial districts, and key community
facilities are identified in relation to the direct and indirect RSAs for communities and
neighborhoods impacts. Existing community access/mobility routes, including major roadways,
bikeways, and pedestrian routes/trails, are also presented in relation to the RSAs. By identifying
these key locations within each community and taking into account the cohesion indicators, a
baseline for community cohesion can be established.
Once the baseline is established and cohesive communities can be identified, a more definite
statement regarding the disruption of these communities can be made. Disruption of existing
communities could include (but not be limited to) interference with established patterns of
interactions among community residents, isolation of one part of a community from another, or
disruption of residents’ access to community facilities and services. The following discussion
explains the methods used to analyze displacements and relocations, and how these ultimately
relate to community cohesion.
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4.2.2

Displacements and Relocations

Construction of the HSR Build Alternative would require the
What is a “displacement” and
purchase of some land for the right-of-way, including partial
what is a “relocation”?
acquisition of parcels as well as entire parcels. Full-parcel
The term “displacement” is used to
acquisition was determined by evaluating the extent to which
represent property acquisition of a
the HSR Build Alternative would displace existing structures
parcel or structure(s), while the term
and/or acquire a substantial portion of the property that would
“relocation” is used to represent
affect its continued use. In the case of full acquisition, all
finding new properties for displaced
residences and businesses on the parcel are assumed to be
residents, businesses, and
displaced. Many parcels would be partially acquired under
organizations in acquired structures
the HSR Build Alternative, and displacement of the
(Environmental Methodology
residences or businesses located on these parcels may not
Guidelines, Version 5 [Authority 2016]).
be necessary. However, this does not mean there are no
effects on these structures. In addition, many of the parcels
with partial acquisitions would also have temporary construction easements (TCE), which are
areas that are temporarily occupied during construction, but not permanently acquired.
Due to the current conceptual stage of project design, it is difficult to accurately predict all the
residential and business displacements that would occur once the HSR Build Alternative is
implemented. In order to be conservative in this analysis and to avoid underestimating
displacements, most of the residences and businesses on partially acquired parcels, including
those that may ultimately be only temporarily affected, are counted as fully acquired and the land
uses on the property displaced as discussed in the following sections. This assumption allows for
a preliminary understanding of the worst-case magnitude of potential property impacts. The final
full- and partial-parcel acquisition decisions would ultimately be determined on a case-by-case
basis during the land acquisition and real estate appraisal phase of the HSR Build Alternative. For
a full description of methods used to analyze displacements and relocations, please refer to the
Draft Relocation Impact Report.

4.2.2.1

Residential Displacements

Residential properties, or portions thereof, that would need to be acquired were identified using
aerial photographs, conceptual engineering plans and profiles, and right-of-way data current as of
December 2018. Land and structures within the required right-of-way of the HSR Build Alternative
were assumed to be displaced. These property acquisitions were compiled in a database
containing details for each affected parcel, including the estimated number of residential units,
land use, assessed value, parcel size, and street address.
Full and partial acquisitions were designated for each parcel intersecting the HSR Build
Alternative. Full acquisition was assumed if the entire existing residential structure(s), or a portion
of the structure(s) or other important residential amenity (e.g., the driveway or garage), would be
located within the required right-of-way of the HSR Build Alternative such that the continued
occupancy of the residence would be infeasible. While these definitions were used to make initial
estimates of the HSR Build Alternative’s effects related to displacement and relocation, such full
and partial acquisition decisions would ultimately be determined on a case-by-case basis during
the land acquisition and real estate appraisal phase of the HSR Build Alternative, and therefore
may change in the future.
The number of residents to be displaced was estimated for each community using average
household size data for 2014 from the U.S. Census Bureau ACS for 2010–2014, Table S1101
(Table 5-3). The average number of household occupants was multiplied by the number of units
displaced and then rounded to the nearest whole number to arrive at the estimated number of
displaced residents.
Analysis was also conducted to determine the number of suitable replacement housing units
available in the communities of the displaced residents. Land acquisition would begin no sooner
than 2021, so current vacancy rates for each community were considered to be a good indicator
of the availability of suitable replacement properties. This involved a community search for vacant
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housing units (for sale and lease) using real estate listings (Zillow, MLS 2017). Locations of
vacant residential properties were identified by city name and zip code within the replacement
area and compared with the projected numbers of displaced residences in these areas to identify
the likely availability of suitable replacement housing. The findings of this research can be found
in the Draft Relocation Impact Report.

4.2.2.2

Commercial, Industrial, and Retail Business Relocations

Commercial, industrial, and retail properties were identified using the same data and
methodology as described for residential displacements. Commercial, industrial, and retail
parcels, or portions thereof, that would need to be acquired were identified using aerial
photographs, conceptual engineering plans and profiles current as of December 2018, and rightof-way data showing parcel acquisitions. The Authority may temporarily relocate some
businesses from parcels that would be adversely affected or disturbed by construction activities
and nuisances but that would not be permanently acquired for the HSR Build Alternative.
However, even though some businesses may be identified as suitable for temporary relocation,
certain businesses that may have fewer financial and human resources with which to facilitate
relocation may not survive a temporary relocation and would instead close. These businesses
would be considered as full acquisitions requiring permanent relocation.
Full and partial acquisitions were designated for each parcel within the boundaries of the HSR
Build Alternative. Full commercial, industrial, and retail parcel acquisition was determined if the
HSR Build Alternative would physically intrude on existing buildings or remove enough of a
portion of the available use of the site (such as parking) such that the continued operation of the
business would be infeasible. The analysis for commercial, industrial, and retail parcels included
estimating the number of businesses, type, and size (by number of employees and annual sales)
of the businesses displaced. While these definitions were used to estimate the effect of the HSR
Build Alternative, such full and partial acquisition decisions would ultimately be made on a caseby-case basis during the land acquisition and real estate appraisal phase of the HSR Build
Alternative, and therefore may change in the future.
A gap analysis was also conducted in the Draft Relocation Impact Report to determine the
number of suitable replacement properties in the communities where there would be businesses
that may need to relocate. The analysis involved a community search for vacant commercial and
industrial properties in the replacement area using available real estate listings (Loopnet, MLS
2017) for vacant commercial and industrial properties (for sale and lease). The current vacancies
were then tallied for the various types of properties for sale or lease in each respective city. The
data were further narrowed down by focusing only on properties within the replacement area.
This vacancy information was combined to arrive at a total count. The resulting information was
subsequently used in a gap analysis11 to compare the likely availability of commercial and
industrial property to the need for similar types of properties that would result from displacement.
The resulting data were used to determine shortfalls (gaps) and/or surpluses of commercial,
industrial, and retail real estate available in Burbank, Glendale, and portions of Los Angeles.
Analysis was also conducted to estimate the number of employees likely to be affected by
commercial, industrial, and retail property acquisition and displacement. The number of
employees displaced under the HSR Build Alternative was estimated by researching employment
data in the Reference USA database for each business that could be displaced.12 The number of
employees who could be displaced from each jurisdiction was then compared to the total number
of employed persons in that jurisdiction according to preliminary data issued by the EDD for
November 2017 to determine the percentage of the current employment base that would be lost
under the HSR Build Alternative.
11

A gap analysis is a comparison of needed versus available properties.

12

For businesses where employee information is not available, the number of employees displaced was estimated by
multiplying the approximate building square footage by the average number of employees per square foot for that
business category using data derived from the Employment Density Study Summary Report prepared for SCAG (The
Natelson Company 2001).
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4.2.2.3

Community Facilities

Preliminary effects to community facilities were identified through review of aerial photographs
and GIS layers. Community facilities located within the indirect communities and neighborhoods
impacts RSA were evaluated (refer to Section 5.5, Public Services and Utilities, for a list of the
types of key community facilities evaluated) to determine adverse effects related to the
displacement of those facilities and services. Assessor’s parcel data was used to identify those
parcels containing community facilities, and other databases (e.g., Reference USA) were used to
identify the number and type of community facilities that may be displaced or disrupted.
The methodology for assessing the effects on community facilities considered the following types
of effects based in part on the distance of the community facility from the closest construction
activities associated with the HSR Build Alternative, the temporary construction effects limits for
the HSR Build Alternative, and the permanent effects limits for the HSR Build Alternative:


Property Acquisition: Direct effects on community facilities resulting from permanent
property acquisition, permanent easements, and/or TCEs at community facilities. These
effects were assessed by overlaying the boundaries of the HSR Build Alternative on GIS
layers showing community facilities to determine both construction and operational effects.
These types of effects would occur only when the HSR Build Alternative temporarily or
permanently encroaches onto a property occupied by a community facility.



Traffic/Access: Effects to access to/from community facilities from construction and detourrelated traffic and/or temporary street closures/detours during construction. These effects
were assessed by comparing the possible vehicular and pedestrian travel routes to/from the
community facilities to the proposed detour routes. These types of effects would occur when
access to/from a community facility is blocked or substantially delayed during construction.
These effects are expected to be limited to within approximately 500 feet of the construction
limits for the HSR Build Alternative.



Parking: Effects to community facilities from temporary or permanent loss of parking
supporting community facilities or loss/reduction of access to parking. These direct effects
were assessed by overlaying the temporary and permanent effect limits for the HSR Build
Alternative on GIS layers showing community facilities and the parking supporting those
facilities. These effects would occur when the HSR Build Alternative temporarily or
permanently removes on-site parking at a community facility or on-street parking that
supports a community facility.



Air Quality and Noise: Short- and long-term air quality or noise effects on community
facilities. These indirect effects were assessed qualitatively based on the distance of the
community facilities from the operational noise and air emissions sources, intervening land
uses, and likely measures to address operational noise and air quality emissions. These
short- and long-term effects are expected to be limited to within approximately 500 feet of the
HSR Build Alternative’s right-of-way limits. Air quality and noise effects were assessed for
community facilities that are sensitive to this type of effect (such as schools) but not for
facilities not sensitive to this type of effect (such as fire stations).

In general, community facilities more than 500 feet from the communities and neighborhoods
impacts RSA are not expected to experience direct or indirect effects during construction or
operation of the HSR Build Alternative and are therefore not discussed further.

4.2.2.4

Sensitive Population Relocations

Sensitive populations include any populations for which special relocation considerations may be
needed. Examples may include exceptionally impoverished, elderly, or special-needs residents,
and others. The number of residents to be relocated was estimated for each community using
average household size data from the 2010–2014 ACS, as discussed in Section 4.2.2.1. Data on
minority, low-income, elderly, disabled, female head-of-household, and linguistically isolated
households in the area were used to identify sensitive populations. The U.S. Census remains the
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most reliable source of demographic data to identify sensitive populations in the areas with the
highest concentrations of residential displacements.

4.2.3

Environmental Justice

The process for identifying the locations of environmental justice populations followed the
methodology provided in the Project Environmental Impact Report/Environmental Impact
Statement: Environmental Methodology Guidelines, Version 5 (Authority 2014a). The
methodology used to identify environmental justice populations also incorporates guidance from
the Council on Environmental Quality (CEQ), an advisory body that has oversight of the federal
government’s compliance with USEO 12898 and NEPA (CEQ 1997). No variations from these
procedures were made for the analysis in this report. Analysis was based on the 2010–2014 ACS
data set to determine the presence or absence of areas with environmental justice populations
along the HSR Build Alternative.
Addressing environmental justice issues involves procedural and technical considerations.
Procedural considerations include reaching out to minority and low-income populations and other
traditionally underserved populations to ensure they are effectively engaged in the public
involvement processes. The analysis in this document focuses on the technical analysis and does
not address the procedural process, although Appendix B, Environmental Justice Outreach Plan,
is provided for the reader. The technical considerations involve such issues as the choice of
appropriate data sets and assumptions used for the identification of affected populations for
environmental justice assessments.

4.2.3.1

Step 1: Initial Screening to Identify Minority and Low-Income
Populations

The CEQ guidance recommends identifying minority populations where either: (1) the minority
population of the affected area exceeds 50 percent, or (2) the minority population percentage of
the affected area is meaningfully greater than the minority population percentage in the general
population or other appropriate unit of geographic analysis (CEQ 1997). Because the HSR Build
Alternative would be built in a diverse area, the threshold of 50 percent would not provide a
meaningful comparison to identify minority populations. Therefore for the purposes of this
analysis, minority populations are identified based on whether the minority population percentage
of the affected area is meaningfully greater13 than that of the reference community. The CEQ
guidance also recommends identifying low‐income populations in an affected area by applying
the annual statistical poverty thresholds from the U.S. Census Bureau Current Population
Reports, Series P‐60 on Income and Poverty. This poverty threshold does not provide a
meaningful comparison to identify low-income popluations in Los Angeles County because
income levels are generally much higher than other areas of the US. For the purpose of this
study, a “meaningfully greater” percentage of a population is defined as the measured group of
the population (e.g., minority and low-income populations) that is higher than that of the reference
community, which in this analysis is Los Angeles County.
In accordance with the Project Environmental Impact Report/Environmental Impact Statement:
Environmental Methodology Guidelines, Version 5, the environmental justice analysis also takes
into consideration the potential for the HSR Build Alternative to result in disproportionately high
and adverse effects on elderly and limited English proficiency (LEP) populations, two traditionally
underserved populations. Elderly and LEP populations are important to further describe
communities potentially affected by the HSR Build Alternative in accordance with USEO 13166.
However, elderly and LEP populations are not themselves subject to environmental justice
determination of disproportionate adverse effects under NEPA.
Environmental justice areas were identified using demographic data from the 2010–2014 ACS.
Unlike the 2010 Census, which is based on a 100 percent count, the 2010–2014 ACS is an

13

For the purpose of this analysis, the threshold used for “meaningfully greater” is any percentage that is larger than that
of the reference community, regardless of how small this difference.
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average of five annual sample survey estimates that is published for census tracts, some data
sets are available for census block groups.
Socioeconomic information (e.g., poverty, income, and LEP) and the racial, ethnic, and age
composition of the cities and communities were researched using 2010–2014 ACS data (refer to
Section 4.1.2 for additional information regarding the environmental justice RSA boundaries).
Data for minority, elderly, low-income, and LEP populations were identified at the census block
group level.
The following populations were considered in assessing whether the HSR Build Alternative would
result in disproportionate adverse effects or benefits to environmental justice or other
underserved populations:


Minority Population: Defined as all individuals who did not self-identify as “White only” when
completing their 2010–2014 ACS survey; it includes those who identified as Hispanic or
Latino, regardless of race. The 2010–2014 ACS (Table B03002) tallies the racial and ethnic
data as follows:




Hispanic or Latino
 White only
 Black or African American only
 American Indian or Alaskan Native only
 Asian only
 Native Hawaiian or Other Pacific Islander only
 Some other race only
 Two or more races
Not Hispanic or Latino
 White only
 Black or African American only
 American Indian or Alaskan Native only
 Asian only
 Native Hawaiian or Other Pacific Islander only
 Some other race only
 Two or more races

Furthermore, for the purpose of this study, a census block group was identified as having a
minority population if, according to Table B03002 of the 2010–2014 ACS, the minority
population percentage in that block group was higher than the countywide average for Los
Angeles County (72.8 percent).


Low-Income Population: Defined as all individuals with incomes below the U.S. Census
poverty threshold. A census block group was identified as having a low-income population if,
according to Table B17001 of the 2010–2014 ACS, the low-income population percentage in
that census block group was higher than the countywide average for Los Angeles County
(18.4 percent).



Elderly Population: Defined as all individuals who are 65 years old or over. A census block
group was identified as having an elderly population if, according to Table S0103 of the
2010–2014 ACS, the elderly population percentage in that block was higher than the
countywide average for Los Angeles County (11.5 percent).



LEP Population: Defined as individuals living in households where all members 14 years old
and over have at least some difficulty speaking English. A census block group was identified
as having an LEP population if, according to Table B16002 of the 2010–2014 ACS, the LEP
household percentage was higher than the countywide average for Los Angeles County (14.0
percent).
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4.2.3.2

Step 2: Comparison of Block/Block Group/Census Tract Data

The analysis conducted at the block level is much more precise than the analysis at the block
group or census tract levels. This is because the block group and census tract areas are larger
than the block level and often extend well beyond the area within 0.5 mile of the HSR Build
Alternative, making it sometimes difficult to pinpoint the locations of minority and/or low-income
populations within the environmental justice RSA.
Table 4-1 provides the total population of the census blocks, census block groups, and census
tracts in the environmental justice RSA that are partially or entirely within 0.5 mile of the HSR
Build Alternative, as reported in the 2010–2014 ACS. As shown in Table 4-1, the more expansive
block groups capture 232,326 individuals, which is approximately 123 percent larger the
population captured in the census blocks. In other words, over 44,000 of these 232,326
individuals are actually more than 0.5 mile from the HSR Build Alternative. The individuals more
than 0.5 mile from the HSR Build Alternative are not likely to experience the direct and indirect
effects of construction and operation of the HSR Build Alternative. This fact is even more
pronounced with the census tracts, which include nearly 147 percent of the blocks’ population.
Table 4-1 Population Within 0.5 Mile of the High-Speed Rail Build Alternative
Area Partially or Completely Within
0.5 Mile of the HSR Build Alternative

Population

Census blocks
Census block groups
Census tracts

188,231
232,326
276,327

Source: U.S. Census Bureau, Table DP-1 (2010)
HSR = high-speed rail
U.S. = United States

The imprecision of the block group and census tract data requires the validation of the preliminary
conclusions regarding the presence or absence of low-income and minority populations drawn
from the review of U.S. Census data. This validation process is detailed in Step 3 below.

4.2.3.3

Step 3: Validation of Environmental Justice Areas Identified Using
Census Data

Given the imprecision of the tract and block group data, which can extend beyond the area within
0.5 mile of the HSR Build Alternative and require additional refinement, the environmental justice
RSA was examined quantitatively and qualitatively to ensure that no pockets of environmental
justice populations were overlooked inadvertently due to data limitations.
The validation process involved coordination and data-sharing with the community outreach team
to confirm that the identified environmental justice populations matched up with the comments
raised during public information meetings regarding the HSR Build Alternative. Coordination that
has taken place to date between the environmental and outreach teams has resulted in
agreement between the teams as to the locations and general disposition of environmental justice
populations based on the sharing of U.S. Census and 2010–2014 ACS data.

4.2.3.4

Step 4: Identification of Disproportionate High and Adverse Effects on
Environmental Justice Populations

The baseline analysis conducted in Steps 1 through 3 above identified the location of
environmental justice populations in the environmental justice RSA. USEO 12898, the federal
environmental justice policy, requires federal agencies to address the potential for their programs,
policies, and activities to have disproportionately high and adverse human health and
environmental effects on minority and low-income populations. U.S. DOT Order 5610.2(a) on
environmental justice interprets a “disproportionately high and adverse effect on minority and lowincome populations” to mean an adverse effect that is predominantly borne by a minority and/or
low-income population, or that would be suffered by the minority population and/or low-income
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population, and is appreciably more severe or greater in magnitude than the adverse effect that
would be suffered by the nonminority population and/or nonlow-income population.
Analyses conducted by various resource specialists identified substantial effects on
environmental resources in the environmental justice RSA from the HSR Build Alternative,
including air quality, transportation, aesthetics, noise and vibration, relocations, and community
cohesion. These effects were identified by area and type of effect (severity), but without regard to
whether they might have a disproportionately high and adverse effect on minority and low-income
populations.
For this environmental justice analysis, findings from the pertinent resource analyses were
reviewed and summarized. Where effects were found not to be substantial (or there was
determined to be no effect), no further analysis was conducted. All effects that were found to be
substantial before mitigation were reviewed to consider the population affected and the presence
of environmental justice populations. If mitigation measures were proposed that could reduce
adverse effects, no further evaluation was conducted. Adverse effects that would remain
substantial after mitigation were compared to the environmental justice populations baseline
analysis to determine whether the impact might disproportionately affect such populations.
USEO 12898 requires that federal agencies ensure effective public participation and access to
information. Consequently, a key component of compliance with USEO 12898 is outreach to the
affected minority and/or low-income populations to discover issues of importance that may not
otherwise be apparent. Outreach to affected communities has been and will continue to be
conducted as part of the Authority’s decision-making process. An extensive public and agency
outreach program was conducted throughout the EIR/EIS process and will continue through the
design and construction phases. Outreach to environmental justice communities is documented
in Appendix B, Environmental Justice Outreach Plan. Public comments during the outreach
process will be collected by the outreach team, and issues and concerns will be captured in an
appendix to Chapter 5, Environmental Justice, of the EIR/EIS. A list of the public outreach events
that have occurred to date is provided in Section 5.3.3 of this document. Planned and upcoming
outreach includes continued stakeholder working group meetings, community open house
meetings, e-blast updates, and stakeholder briefings. A comprehensive environmental justice
analysis is provided in Chapter 5 of the Draft EIR/EIS.

4.2.4

Economic

Analysts evaluated the economic effects of the HSR Build Alternative by assessing changes in
property and sales tax revenues, employment, school district funding, physical deterioration, and
construction- and operation-related sales tax gains. The following sections describe the
methodologies analysts used to evaluate economic effects.

4.2.4.1

County and City Property and Sales Tax Losses

The methodology to assess the effects of the HSR Build Alternative on property and sales tax
revenues collected by county and city jurisdictions is discussed in the paragraphs immediately
below.
County and City Property Tax Losses
Reduced property tax revenues were estimated for all permanent property acquisitions. These
effects were estimated quantitatively as the estimated reduction in property tax revenue for
county and city budgets resulting from the permanent removal of privately owned properties from
the tax rolls. The property tax losses associated with full and partial acquisitions were calculated
quantitatively based on the number of square feet to be acquired as a percentage of the parcel’s
overall assessed land value, as reported by the Los Angeles County Assessor’s Office in Fiscal
Year 2014–2015. If the HSR Build Alternative would result in any displacements, the analysis
assumed that the full value of the improvements on the parcel would also be lost. For full
acquisitions, the total assessed value of the parcel (land and improvements) was used to
estimate the loss in property taxes.
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Estimated county and city property tax allocations were based on the current Assembly Bill (AB) 8
allocation rates14 and exclude allocations to special districts, redevelopment agencies, and
schools and colleges (Legislative Analyst’s Office 1996). The first step in evaluating property tax
losses involved identifying the reductions in assessed value associated with partial- and fullparcel acquisitions. The reductions in assessed value associated with partial acquisitions were
calculated by identifying the number of square feet to be acquired as a percentage of the parcel’s
overall land value in Fiscal Year 2014–2015, as reported by the Los Angeles County Assessor’s
Office. On properties where structures would be displaced, it was assumed that the entire
assessed value of the structure would be lost. For full acquisitions, the total assessed value of the
parcel was assumed to be lost. For the county and city property tax loss evaluation, the assessed
value of the parcels to be acquired under the HSR Build Alternative was multiplied by the
appropriate AB 8 property tax rate to determine the tax revenue loss for each jurisdiction. The
property tax losses associated with acquisitions in each jurisdiction were then compared to the
total property tax base in that jurisdiction to determine whether the HSR Build Alternative would
result in the loss of part of the affected jurisdiction’s property tax base.
County and City Sales Tax Losses
Sales tax losses are an indirect effect of property acquisition and were estimated quantitatively for
those permanently displaced businesses that collect sales tax for products, goods, or services.
To do so, the primary North American Industry Classification System code for each business that
would be displaced by the HSR Build Alternative was determined using the Reference USA
database. Businesses with primary North American Industry Classification System codes related
to the following categories were assumed to be engaged in business activities that would
generate sales tax:









Motor vehicle and parts dealers
Home furnishings and appliances
Building materials and garden equipment
Food and beverage stores
Gasoline stations
Clothing and accessories stores
Food services and drinking places
Other retail establishments

Other types of businesses not engaged in retail and food services may also generate sales taxes.
These were determined on a case-by-case basis.
The annual sales tax revenue generated by each of the businesses that would be displaced by
the HSR Build Alternative was based on the average taxable sales per business in 2014, as
reported by the State Board of Equalization, for Los Angeles County. (The State Board of
Equalization no longer publishes the taxable sales for each city in California.) Once a total
estimated sales loss was calculated by jurisdiction, these sales loss values were then multiplied
by the calculated percentages that each local government collects in sales tax for their respective
general funds. According to the State Board of Equalization, all local jurisdictions in California
receive 0.75 percent of the taxable sales generated within their jurisdictional boundaries for
allocation to their general funds.
Therefore, this analysis calculates the sales tax loss associated with each sales tax-generating
business by assuming that 0.75 percent of the average taxable sales per business in that
jurisdiction would be lost to local government general revenue funds. The total estimated sales
tax revenue associated with the business relocations in each jurisdiction was then compared to

14
In California, property owners pay 1 percent of the assessed value of their property in property taxes. This allocation
system, referred to as AB 8, provides a share of the total property taxes collected within a community to each local
government that provides services within a community. The county allocates each jurisdiction’s share of the property
taxes locally to service providers, including school districts. This allocation is unique to each Tax Rate Area, which is
defined as a small geographical area within the county that contains properties all served by a unique combination of local
governments (county, city, special districts, and school districts). Each jurisdiction’s AB 8 is updated each fiscal year.
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the total sales tax base in that jurisdiction to determine whether the HSR Build Alternative would
result in the loss of part of the affected jurisdiction’s sales tax base.
As described above, the analysis is limited to quantifying the sales tax losses associated with
relocated businesses. In some instances, the loss of an anchor tenant could adversely affect
other retailers in an area. While recognized, no attempt to quantify this secondary effect has been
made. There is also the potential for businesses to relocate within the city or community in which
they are currently located. The availability of existing vacant retail commercial space in each city
or community would make it possible for businesses to relocate within their existing city or
community. Therefore, the sales tax loss analysis represents a worst-case scenario in which
none of the businesses that would be displaced would be relocated within their existing city or
community.
Sales Tax Gains
Sales tax revenues during construction were derived using the sales tax rate for Los Angeles
County (as of April 1, 2016) and the estimated local expenditures on materials and supplies (such
as wood, concrete, steel, and electrical equipment) for each year of construction. Annual sales
tax revenues during operation were also estimated using the sales tax rate for Los Angeles
County (as of April 1, 2016) and the estimated local expenditures on materials and supplies, and
would be annual gains following the start of project operation in 2029.

4.2.4.2

Job Creation

To estimate short-term and long-term construction, operation, and maintenance employment,
analysts used the Bureau of Economic Analysis Regional Input-Output Modeling System II
(RIMS II) (Bureau of Economic Analysis 2016) and bill of goods method to estimate the
regionwide direct, indirect, and induced job creation resulting from spending associated with the
HSR Build Alternative in the construction sector. The RIMS II model provides a quantitative
assessment of the potential short-term and long-term effects of the HSR Build Alternative on
employment. Short-term employment effects would result from construction of the HSR Build
Alternative, and long-term effects would result from both the ongoing operation and maintenance
of the HSR system and the improvements to accessibility. The RIMS II model was developed by
the U.S. Department of Commerce’s Bureau of Economic Analysis. RIMS II is a regional
economic model used to objectively assess the potential economic effects of various projects.
The model produces multipliers that are used in economic effect studies to estimate the total
effect of a project on a region.
Using information on construction costs, annual operation and maintenance costs, and increases
in accessibility, analysts used the RIMS II model to estimate the regionwide potential direct,
indirect, and induced job creation resulting from spending associated with the project section in
the construction and manufacturing sectors over the short term. In addition, the analysts used
similar approaches to estimate the direct, indirect, and induced job creation resulting from
spending associated with annual operations and maintenance and from long-term increases in
accessibility.

4.2.4.3

Changes in School District Funding

Construction of the HSR Build Alternative would require the acquisition of property, which would
displace families with school-age children and remove private property from the tax rolls.
Together, these changes would affect local school district funding. Methodologies to assess these
impacts are discussed in the paragraphs immediately below.
State Funding Losses
The school districts examined for the HSR Build Alternative include Burbank Unified School
District, Glendale Unified School District, and LAUSD. These three school districts lie within the
communities and neighborhoods RSAs and encompass areas where residential relocations
would occur. No specific RSA was created for the school districts because these areas are
included within the larger economic effects RSA (Figure 4-4), which includes all of Los Angeles
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County. Burbank Unified School District and Glendale Unified School District cover areas within
the city of Burbank and the city of Glendale, respectively. LAUSD covers all of Los Angeles
County except for areas of smaller, local public school districts within the county.
A student generation factor, representing the number of student displacements associated with
each displaced residential unit, was estimated based on the Statewide Average Student Yield
Factor for unified school districts published by the California Office of Public School Construction,
Form SAB 50-01 (revised May 2009), which is 0.7 student per dwelling unit. This student
generation factor per household was then multiplied by the number of residential displacements
in each school district to determine the total number of student displacements within each district.
The number of enrolled students in each school district was obtained from the California
Department of Education for the 2014–2015 school year (California Department of Education et
al. 2015).
The total number of students displaced in each school district was compared with the number of
vacant housing units in that district to determine whether a large number of displaced residents
may be forced to relocate outside of their current school district. The number of residential
vacancies within each school district was determined by housing data based on the zip code or
codes that most accurately captured the school district boundaries. Where a large number of
displaced residents would have to relocate to homes in a different school district, changes in
school district funding may occur.
Property Tax Revenue Losses
Reduced property tax revenues to local school districts were estimated for all permanent property
acquisitions. These effects were estimated quantitatively as the estimated reduction in property
tax revenue for local school district budgets resulting from the permanent removal of privately
owned properties from the tax rolls.
The property tax losses were subsequently calculated in the same manner as described in
Section 4.2.4.1 (under the discussion of property tax losses) for the affected school districts.
However, the assessed value reductions on the parcels to be acquired under the HSR Build
Alternative were then multiplied by the appropriate AB 8 property tax rate to determine the tax
loss for each school district. The property tax losses in each school district were then compared
to the total property tax revenue in that school district in Fiscal Year 2014–2015 to determine
whether the HSR Build Alternative would result in the loss of part of the affected school district’s
property tax base (i.e., a substantial net loss of revenue).
After the average daily attendance (ADA) revenue losses and property tax losses for each school
district were calculated as described above, the losses for these two key revenue streams were
then totaled and compared to the total revenue in that school district in Fiscal Year 2014–2015.
For the purpose of this analysis, a loss of more than 0.5 percent of any given school district’s total
revenue is considered substantial. However, losses of less than 0.5 percent can still be
perceptible and have an effect on the affected school district.

4.2.4.4

Physical Deterioration

The evaluation of the HSR Build Alternative’s potential to result in physical deterioration in
communities located along the HSR Build Alternative involved a review of all effects associated
with construction and operation identified in Section 6 of this report. Each of these effects was
examined to determine whether the resulting changes to a community could reasonably be
expected to lead to physical deterioration. These specific changes are:
1. Considerable residential migration out of a community that would be expected to change its
character
2. Extensive changes to the business environment in a community that would be expected to
result in closures of key “anchor” businesses that support the area and draw in consumers
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3. Large reductions in the fiscal (property and sales tax) revenues collected that would be
expected to reduce the local government’s ability to provide necessary services that maintain
the quality of the communities

4.2.5

Cumulative Effects

Cumulative effects are those resulting from past, present, and reasonably foreseeable future
actions, combined with the effects of the HSR Build Alternative-related effects on populations and
communities within the vicinity of the HSR Build Alternative. The cumulative analysis provided
includes the evaluation of effects of the HSR Build Alternative on community character and
cohesion, environmental justice populations, employment, school districts, and city and county
government finances. The RSA for the cumulative impacts analysis is limited to the areas that
would be directly affected by construction and operation of the HSR Build Alternative. In this
case, the RSA for the cumulative impacts analysis is the same as the communities and
neighborhoods indirect impacts RSAs, which was previously described in Section 4.2.1. When
analyzing the permanent and temporary cumulative effects of both the construction and
operational phases of the HSR Build Alternative, the HSR Build Alternative would be considered
in combination with other existing and foreseeable future development projects.

4.3

Determining Significance Under the National Environmental Policy
Act

The CEQ NEPA regulations (Code of Federal Regulations Title 40, Parts 15001508) provide the
basis for evaluating project effects. The analysis below identifies whether the project section
could have no effect, an impact, or a beneficial effect on socioeconomics and communities. The
determination of significance occurs after taking into account the effect of mitigation measures.
This determination will be made in the Draft EIR/EIS for the Burbank to Los Angeles Project
Section rather than in this report. As described in Section 1508.27 of the NEPA regulations, the
criteria of context and intensity are considered together with mitigation measures when
determining whether an effect is significant under NEPA. Context refers to the affected
environment in which a proposed project occurs, which may include affected interests, the
specific locality, the region, or society as a whole depending on the nature of the resource.
Intensity refers to the severity of the effect, which is examined in terms of the type, quality, and
sensitivity of the resource involved; the location and extent of the effect; the duration of the effect
(short- or long-term); and other considerations, as set forth in the CEQ NEPA regulations. For
socioeconomics and communities, these terms are defined as follows:




A less than significant effect related to the disruption or division of established communities
refers to those effects that would not divide neighborhoods, result in physical deterioration, or
negatively affect the overall quality of life in a community.


A less than significant displacement and relocation effect would occur if a limited number
of business and residences would be displaced and require relocation.



A less than significant economic effect would result in some noticeable localized or shortterm economic disruption associated with sales or property tax revenue, employment,
school district funding, or agricultural production.

A significant effect related to the disruption or division of established communities would
result in large-scale or long-term effects (for example, when there is a physical division of an
established neighborhood that could isolate one part of a community from another, or disrupt
residents’ access to community facilities and services, or cause physical deterioration, or
where the project would negatively affect the overall quality of life in a community, thus
changing community character).


A significant displacement and relocation effect would include the displacement and
necessitated relocation of substantial numbers of residences or key community facilities,
businesses, and industries.
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4.4

A significant economic effect would occur if there were a large-scale or long-term
economic disruption associated with sales or property tax revenue, employment, school
district funding, or agricultural production.

Determining Significance Under the California Environmental Quality
Act

The CEQA Guidelines are used to determine where and when mitigation measures are warranted
to help reduce the magnitude and severity of adverse impacts. These criteria generally describe
whether impacts would be considered significant or whether there would be a substantial,
adverse change in any of the physical conditions within the area affected by the HSR Build
Alternative. Where possible, significance criteria use state or federal standards. There are no
state thresholds for environmental justice populations analyses, so those are evaluated under
NEPA only. Based on the CEQA Guidelines with regard to community impacts, the HSR Build
Alternative would have a significant impact if it would:


Physically divide an established community



Displace substantial amounts of existing people or housing, necessitating the construction of
replacement housing elsewhere



Result in substantial adverse physical impacts associated with the provision of new or
physically altered governmental facilities, or the need for new or physically altered
governmental facilities, the construction of which could cause significant environmental
impacts, in order to maintain acceptable service ratios, response times, or other performance
objectives for any of the public services, including fire protection, police protection, schools,
parks, and/or other public facilities.
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5

AFFECTED ENVIRONMENT

This technical report discusses the affected environment for the CIA for the HSR Build
Alternative. The region is defined as Los Angeles County. As discussed in Section 4 of this CIA,
the analysis of the HSR Build Alternative’s effect on communities and neighborhoods (including
population, housing, public services and facilities, and nonmotorized transportation),
environmental justice, and economics (including school district funding) is evaluated within the
context of the RSAs established for this CIA. Figure 4-1, Figure 4-2, and Figure 4-3, included in
Section 4, depict the boundaries of those RSAs.
As shown on Figure 4-1 and Figure 4-2, the direct and
indirect impacts RSAs for communities and neighborhoods
impacts include three incorporated cities (Burbank,
Glendale, and Los Angeles). Because Los Angeles is a
large city composed of a number of distinct neighborhoods
and diverse populations, this CIA provides data for both the
entire city and the 13 defined neighborhood council areas
(NCA) in the direct and indirect impacts RSAs for
communities and neighborhoods impacts. These NCAs
include:














Sun Valley
Los Feliz
Atwater Village
Glassell Park
Arroyo Seco
Silver Lake
Elysian Valley Riverside
Greater Echo Park Elysian
Greater Cypress Park
Historic Cultural
Lincoln Heights
Downtown Los Angeles
Boyle Heights

Los Angeles Neighborhood Councils
Neighborhood councils are city‐certified
local groups made up of community
members who are elected or selected to
their positions by their neighborhoods.
Neighborhood councils were
established by the City of Los Angeles
Department of Neighborhood
Empowerment to foster local
engagement in addressing communities’
issues of concern, such as safety or
health services. The city provides
operational support to neighborhood
councils, such as supplying meeting
spaces and translators, and the councils
receive public funds to support their
local projects, programs, and events
that address the unique needs of their
communities. Council meetings are held
at least once every three months.

The boundaries of these 13 NCAs are shown on Figure 5-1. Individual maps of the NCAs can be
found in Appendix D.
In contrast to Los Angeles, Burbank and Glendale were examined as whole cities because their
overall geographic areas and populations are much smaller. The communities and
neighborhoods are discussed in geographical order from north to south.
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Figure 5-1 Neighborhood Council Area Boundaries
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5.1

Population Characteristics

5.1.1
5.1.1.1

Population and Ethnicity
Region

Los Angeles County had a total population of 9,818,605 persons in 2010. The county
encompasses approximately 4,100 square miles and includes coastal, desert, and mountain
areas. It includes 75 miles of coastline along the Pacific Ocean and two offshore islands, Santa
Catalina Island and San Clemente Island. The county is largely characterized by urban and
suburban development, but it also includes rural areas. Major development constraints include
natural hazards, environmental issues, lack of infrastructure, and limited water supply.
Employment centers are distributed throughout the county. Increased population growth and the
limited availability of affordable housing have contributed to the expansion of development into
more rural areas of Los Angeles County, which has contributed to increases in commute
distances.
The population in Los Angeles County (considered the region for the purposes of this discussion)
increased between 2000 and 2010 and is forecast to continue to grow over the next 30 years.
The 2000 and 2010 data are shown here to illustrate the changes in population over time and to
provide context for the continued population changes that are forecasted up to the year 2040. As
shown in Table 5-1, the county’s total population increased by an average of 0.3 percent annually
from 2000 to 2010. Table 5-1 also shows that the total population in Los Angeles County is
projected to increase by approximately 17 percent between 2010 and 2040, reaching over 11.5
million residents by 2040.
Table 5-1 State and Region Population Growth (2000–2040)
Location

2000 Total
Population

2010 Total
Population

Percent Average
Annual Growth
Rate, 2000–2010

2040 Forecasted
Population

Percent
Change,
2010–2040

California1

33,871,648

37,253,956

0.9

47,233,240

26.8

County of Los Angeles

9,519,338

9,818,605

0.3

11,514,000

17.3

Sources: U.S. Census Bureau 2000 and 2010, Table DP-1; SCAG Regional Transportation Plan/Sustainable Communities Strategy, April 2016;
SCAG, Adopted 2016 Regional Transportation Plan Growth Forecast, accessed June 24, 2016
1 The 2040 forecasted population for California is from the California Department of Finance, 2016.
SCAG = Southern California Association of Governments

As shown in Table 5-2, minority groups represent a substantial part of the population in Los
Angeles County (72.8 percent) (U.S. Census Bureau 2014). Hispanics of all races are the largest
minority represented in Los Angeles County (48.1 percent of the total county population).
Table 5-2 State and Region Minority Group Representation (2010–2014 American
Community Survey)
Location

Percentage of Population
Hispanic of Native
Asian
All Races American

California
38.2
County of Los Angeles 48.1

0.4
0.2

13.3
13.8

Hawaiian
and Pacific
Islander
0.4
0.2

African Some
American Other
Race
5.7
0.2
8.0
0.3

Two or
More
Races
1.7
2.2

Minority

60.8
72.8

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B03002
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5.1.1.2

Cities

City of Burbank
The city of Burbank, located in the San Fernando Valley, is approximately 12 miles northwest of
downtown Los Angeles. The city of Burbank covers approximately 17 square miles and is
bordered by the city of Glendale to the east and the city of Los Angeles in all other directions.
As shown in Table 5-3, the city of Burbank’s population was 103,340 in 2010 and is projected to
increase by approximately 15 percent to 118,770 by 2040. As shown in Table 5-4, Hispanics of all
races are the largest minority represented in the city of Burbank period (17.4 percent) (U.S.
Census Bureau 2014). The minority percentage in the city of Burbank is 43.3 percent, lower than
that of Los Angeles County (72.8 percent) (U.S. Census Bureau 2014).
Table 5-3 City Population Growth (2010–2040)
Location
Cities
City of Burbank
City of Glendale
City of Los Angeles

2010 Total
Population

2040 Forecasted
Population

Percent Change,
2010–2040

103,340
191,719
3,792,621

118,700
214,000
4,609,400

14.9
11.6
21.5

Sources: U.S. Census Bureau 2010, Table DP-1; SCAG Regional Transportation Plan/Sustainable Communities Strategy, April 2016
SCAG, Adopted 2016 Regional Transportation Plan Growth Forecast, accessed June 24, 2016
SCAG = Southern California Association of Governments

Table 5-4 City Minority Group Representation (2010–2014 American Community Survey)
Location

Percentage of Population
Hispanic of Native
Asian
All Races American

Hawaiian African Some
and Pacific American Other
Islander
Race

Two or
More
Races

Minority

City of Burbank

25.8

0.1

11.4

0.0

1.7

0.7

3.6

43.3

City of Glendale

17.4

0.2

16.0

0.1

1.1

0.1

2.4

37.3

City of Los Angeles

48.6

0.2

11.4

0.2

8.9

0.3

2.1

71.5

Cities

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B03002

City of Glendale
The city of Glendale, located in the San Fernando Valley, is approximately 10 miles north of
downtown Los Angeles. The city of Glendale covers approximately 31 square miles and is
bordered by the city of La Cañada Flintridge and the unincorporated community of La Crescenta
to the northeast, the city of Pasadena to the east, the city of Burbank to the west, and the city of
Los Angeles to the north and south.
As shown in Table 5-3, the city of Glendale’s population was 191,719 in 2010 and is projected to
increase by approximately 12 percent, reaching 214,000 by 2040. Despite some fluctuation in
population in the past five years, this overall longer-term growth is forecasted based on
information on specific planned development projects with entitlements, other planned projects, or
recently completed developments compiled by SCAG and reflected in the SCAG Regional
Transportation Plan Growth Forecast (SCAG 2016b).
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As shown in Table 5-4, Hispanics of all races are the largest minority represented in the city of
Glendale (17.4 percent), followed by Asian (16.0 percent) (U.S. Census Bureau 2014). The total
minority population represents 37.3 percent of the total population, lower than that of Los Angeles
County (72.8 percent) (U.S. Census Bureau 2014).
City of Los Angeles
The city of Los Angeles lies mostly within a basin generally to the southwest of the San Gabriel
Mountains and bordered to the west by several Pacific coastal cities. Several communities are
located within and south of the San Fernando Valley. The city is divided into numerous
neighborhoods, which are discussed below in Section 5.2.1.3.
As shown in Table 5-3, the city of Los Angeles’ population was 3,792,621 in 2010 and is
projected to increase by approximately 22 percent to 4,609,400 in 2040. As shown in Table 5-4,
Hispanics of all races are the largest minority represented in the city of Los Angeles (48.6
percent) (U.S. Census Bureau 2014). The total minority population percentage within the city of
Los Angeles (71.5 percent) is similar to that of Los Angeles County (72.8 percent) (U.S. Census
Bureau 2014).

5.1.1.3

Communities

Neighborhood councils are city-certified15local groups made up of community members who are
elected or selected to their positions by their neighborhoods. Neighborhood councils were
established by the City of Los Angeles Department of Neighborhood Empowerment to foster local
engagement in addressing communities’ issues of concern, such as safety or health services.
The city provides operational support to neighborhood councils, such as supplying meeting
spaces and translators, and the councils receive public funds to support their local projects,
programs, and events that address the unique needs of their communities. Neighborhood
councils represent neighborhoods with a minimum population of 20,000 people. There are 96
neighborhood councils across the city of Los Angeles, with more in development. The NCAs are
those neighborhoods that have established boundaries and maintain a neighborhood council
whose members meet with the City of Los Angeles Mayor to discuss priorities in the annual
development of the city’s budget, and receive advance notice of issues and projects that are
important to the neighborhoods so they can understand, discuss, and voice the opinions of the
neighborhood to the city before final decisions are made. While forecasted population data are
available for cities as a whole, no 2040 population projections are available for individual
neighborhoods or communities within Los Angeles County because available projections are not
that refined. Table 5-5 and Table 5-6 display U.S. Census Bureau data specific to each NCA. The
boundaries of the 13 NCAs in the direct and indirect impacts RSAs for communities and
neighborhoods are shown on Figure 5-1.
Sun Valley Neighborhood Council Area
The Sun Valley NCA is located across portions of Los Angeles City Council Districts 2 and 6, and
was certified in 2002. The Sun Valley NCA is bordered by the city of Burbank to the south. A
small part of the Sun Valley NCA’s southern boundary contains the Verdugo Foothills, where Sun
Valley also abuts the city of Burbank and the Foothills Trails District NCA (City of Los Angeles
2013).
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the Sun
Valley NCA (70.4 percent) (U.S. Census Bureau 2014). Minorities represent 81.4 percent of the
Sun Valley NCA’s population, which is higher than that of Los Angeles County (72.8 percent
[Table 5-2]).

15

NCAs are certified under the City of Los Angeles Department of Neighborhood Empowerment. For more information,
refer to http://empowerla.org/councils/.
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Table 5-5 Neighborhood Council Area Population (Census 2010)
Location

2010 Total
Population

Sun Valley
Los Feliz
Atwater Village
Glassell Park
Arroyo Seco
Silver Lake
Elysian Valley Riverside
Greater Echo Park Elysian
Greater Cypress Park
Historic Cultural
Lincoln Heights
Downtown Los Angeles
Boyle Heights

50,966
35,402
14,101
26,776
30,087
38,392
6,889
52,564
15,145
30,133
27,997
38,286
86,354

Sources: U.S. Census Bureau 2010, Table DP-1; SCAG Regional Transportation Plan/Sustainable Communities Strategy, April 2016;
SCAG, Adopted 2016 Regional Transportation Plan Growth Forecast, accessed June 24, 2016
SCAG = Southern California Association of Governments

Table 5-6 Neighborhood Council Area Minority Group Representation (2010–2014
American Community Survey)
Location

Percentage of Population
Hispanic of Native
Asian
All Races American

Hawaiian African Some
and Pacific American Other
Islander
Race

Two or
More
Races

Minority

Neighborhood Council Areas Within the City of Los Angeles
Sun Valley

70.4

0.2

8.1

0.0

1.9

0.1

0.6

81.4

Los Feliz

15.8

0.0

13.6

0.1

2.2

0.4

2.8

34.9

Atwater Village

48.0

0.8

20.88

0.4

1.0

0.0

2.0

72.2

Glassell Park

57.2

0.0

21.4

0.2

1.1

0.2

2.5

82.6

Arroyo Seco

54.6

0.4

17.3

0.1

3.8

0.2

1.6

78.0

Silver Lake

32.5

0.2

15.5

0.1

2.9

0.4

3.0

54.4

Elysian Valley Riverside

61.8

0.0

28.1

0.9

0.9

0.2

1.5

93.4

Greater Echo Park Elysian 54.0

0.3

19.9

0.1

2.6

0.4

1.3

78.6

Greater Cypress Park

75.4

0.4

9.3

0.0

2.1

0.0

0.6

87.7

Historic Cultural

26.2

0.2

41.7

0.4

13.4

0.2

1.8

83.8

Lincoln Heights

69.6

0.0

25.2

0.0

0.4

0.3

0.9

96.4

Downtown Los Angeles

30.4

0.4

19.5

0.4

17.5

0.6

2.3

71.1

Boyle Heights

93.1

0.1

3.2

0.11

1.0

0.0

0.1

97.7

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B03002
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Los Feliz Neighborhood Council Area
The Los Feliz NCA is located across portions of Los Angeles City Council Districts 4 and 13, and
was certified in 2002. The Los Feliz NCA encompasses a portion of Griffith Park, one of the
largest municipal parks in North America. The urbanized area is divided into five representative
districts, each with their own elected representatives (referred to as Districts A, B, C, D, and E).
Generally, the Los Feliz NCA is bordered to the south by the East Hollywood and Silver Lake
NCAs, to the east by the Atwater Village NCA, and to the west by the Hollywood United NCA
(City of Los Angeles 2015).
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the Los Feliz
NCA (15.88 percent) (U.S. Census Bureau 2014). Minorities represent 34.9 percent of the Los
Feliz population, which is lower than that of Los Angeles County (72.8 percent).
Atwater Village Neighborhood Council Area
The Atwater Village NCA is located within Los Angeles City Council District 13 and was officially
certified in 2003. Atwater Village lies between the Los Angeles River to the west and the city of
Glendale to the north and east. In addition, the Atwater Village NCA shares borders with the
Silver Lake NCA to the south, the Elysian Valley NCA to the southeast, the Glassell Park NCA to
the northeast, and the Los Feliz NCA is across the river to the west.
As shown in Table 5-6, Hispanics of all races are the largest minority group represented in the
Atwater Village NCA (48 percent) (U.S. Census Bureau 2014). Minorities represent 72.0 percent
of the Atwater Village population, which is similar to that of Los Angeles County (72.8 percent).
Glassell Park Neighborhood Council Area
The Glassell Park NCA extends across portions of Los Angeles City Council Districts 1, 13, and
14 and was certified in 2002. The Glassell Park NCA is bordered by the city of Glendale to the
north, the Eagle Rock NCA to the east, and the Greater Cypress Park and Arroyo Seco NCAs to
the south. A small part of the Glassell Park NCA’s western boundary is defined by the Los
Angeles River, where the Glassell Park NCA also abuts the Elysian Valley Riverside NCA (City of
Los Angeles 2013).
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the Glassell
Park NCA (57.2 percent) (U.S. Census Bureau 2014). Minorities represent 82.6 percent of the
Glassell Park population, which is higher than that of Los Angeles County (72.8 percent).
Arroyo Seco Neighborhood Council Area
The Arroyo Seco NCA encompasses portions of Los Angeles City Council District 14 and was
certified in 2002. Arroyo Seco is bordered by the Glassell Park NCA to the north and by the
Cypress Park and Lincoln Height NCAs to the south. SR 110 and the Arroyo Seco River divide
the Arroyo Seco NCA and define a portion of its border with the Historic Highland Park NCA (City
of Los Angeles 2013). A small part of the Sun Valley NCA’s western boundary is defined by the
Los Angeles River, where the Glassell Park NCA also abuts the Elysian Valley Riverside NCA.
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the Sun
Valley NCA (54.6 percent) (U.S. Census Bureau 2014). Minorities represent 78.0 percent of the
Arroyo Seco population, which is higher than that of Los Angeles County (72.8 percent).
Silver Lake Neighborhood Council Area
The Silver Lake NCA spans portions of Los Angeles City Council Districts 4 and 13, and was
certified in 2003. The Silver Lake NCA is bounded on the northeast by the Los Angeles River. It
shares borders on the northwest with the Los Feliz NCA and on the south with the East
Hollywood, Rampart Village, and Greater Echo Park Elysian NCAs. The Silver Lake NCA is
situated around the City of Los Angeles’ Silver Lake Reservoir (City of Los Angeles 2015).
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the Silver
Lake NCA (32.5 percent) (U.S. Census Bureau 2014). Minorities represent 54.4 percent of the
Silver Lake population, which is lower than that of Los Angeles County (72.8 percent).
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Elysian Valley Riverside Neighborhood Council Area
The Elysian Valley Riverside NCA is located within Los Angeles City Council District 13 and was
certified in 2002. The Elysian Valley Riverside NCA is bounded to the north and east by the Los
Angeles River, which is its defining geographical characteristic. In addition, the Elysian Valley
Riverside NCA borders the Silver Lake NCA to the northwest and the Greater Echo Park Elysian
NCA to the southwest, where each of those neighborhoods border the extensive Elysian Park
property (City of Los Angeles 2015).
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the Elysian
Valley Riverside NCA (61.8 percent) (U.S. Census Bureau 2014). Minorities represent 61.8
percent of the Elysian Valley Riverside population, which is lower than that of Los Angeles
County (72.8 percent).
Greater Echo Park Elysian Neighborhood Council Area
The Greater Echo Park Elysian NCA encompasses portions of Los Angeles City Council Districts
1 and 13, and was certified in 2002. The Greater Echo Park Elysian NCA borders the Silver Lake
and Rampart Village NCAs to the northwest, the Westlake North and Downtown Los Angeles
NCAs to the southwest, and the Historic Cultural NCA to the southeast (City of Los Angeles
2015). The Greater Echo Park Elysian NCA encompasses several notable attractions, including
Dodger Stadium and both Echo Park and Elysian Park.
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the Greater
Echo Park Elysian NCA (54 percent) (U.S. Census Bureau 2014). Minorities represent 78.6
percent of the Greater Echo Park Elysian population, which is higher than that of Los Angeles
County (72.8 percent).
Greater Cypress Park Neighborhood Council Area
The Greater Cypress Park NCA is located in Los Angeles City Council District 1 and was certified
in 2002. The NCA’s western border is the Los Angeles River. The Greater Cypress Park NCA is
adjacent to the Arroyo Seco NCA to the east, the Lincoln Heights NCA to the south, and the
Glassell Park NCA on the north (City of Los Angeles 2015).
As shown in Table 5-6, Hispanics of all races are the largest minority represented in this
neighborhood (75.4 percent) (U.S. Census Bureau 2014). Minorities represent 87.7 percent of the
Greater Cypress Park population, which is higher than that of Los Angeles County (72.8 percent).
Historic Cultural Neighborhood Council Area
The Historic Cultural NCA extends across portions of Los Angeles City Council Districts 1 and 14,
and was certified in 2002. The Historic Cultural NCA is made up of six historic communities (the
Arts District, Chinatown, El Pueblo, Little Tokyo, Solano Canyon, and Victor Heights) around the
original center of Los Angeles, whose names and boundaries have their roots in the 19th century.
The Historic Cultural NCA borders the Boyle Heights and Lincoln Heights NCAs to the east, and
the Downtown Los Angeles NCA to the south-southwest. To the north, it borders and partially
overlaps the Greater Echo Park Elysian NCA (City of Los Angeles 2015).
As shown in Table 5-6, Asians represent the largest minority group in the Historic Cultural NCA
(41.7 percent) (U.S. Census Bureau 2014). Minorities represent 83.8 percent of the population,
which is higher than that of Los Angeles County (72.8 percent).
Lincoln Heights Neighborhood Council Area
The Lincoln Heights NCA is located across portions of Los Angeles City Council Districts 1 and
14, and was certified in 2002. The Lincoln Heights NCA’s western border is defined by the Los
Angeles River. To the north, the NCA borders both the Cypress Park and Arroyo Seco NCAs,
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mostly along the Arroyo Seco. To the south and west, the Lincoln Heights NCA borders the Boyle
Heights and LA-3216 NCAs, respectively (City of Los Angeles 2013).
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the Lincoln
Heights NCA (69.6 percent) (U.S. Census Bureau 2014). Minorities represent 96.4 percent of the
Lincoln Heights population, which is higher than that of Los Angeles County (72.8 percent).
Downtown Los Angeles Neighborhood Council Area
The Downtown Los Angeles NCA encompasses portions of Los Angeles City Council Districts 1,
9, and 14, and was officially certified in 2002. The Downtown Los Angeles NCA is bounded to the
east by the Los Angeles River and the Historic Cultural NCA; to the west by the Greater Echo
Park Elysian, Westlake North and South, Pico Union, and Empowerment Congress North NCAs;
and to the south by the South Central NCA (City of Los Angeles 2015).
As shown in Table 5-6, Hispanics of all races are the largest minority represented in the
Downtown Los Angeles (30.4 percent) (U.S. Census Bureau 2014). Minorities represent 71.1
percent of the Downtown Los Angeles population, which is lower than but similar to that of Los
Angeles County (72.8 percent) (U.S. Census Bureau 2014).
Boyle Heights Neighborhood Council Area
The Boyle Heights NCA is located within Los Angeles City Council District 14 and was officially
certified in 2002. Boyle Heights is bounded to the north and west by the Historic Cultural and
Downtown Los Angeles NCAs; to the west by the unincorporated community of East Los
Angeles; and to the south by the city of Vernon (City of Los Angeles 2015).
As shown in Table 5-6, Hispanics of all races are the largest minority in the Boyle Heights NCA
(93.1 percent). Minorities represented 97.7 of the Boyle Heights population, which is higher than
that of Los Angeles County (72.8 percent).

5.1.2

Age Distribution

The age distribution of the populations in the state and Los Angeles County in the 2010–2014
ACS estimate period is summarized in Table 5-7. As shown, nearly 20 percent of the population
of Los Angeles County was under 18 years of age in the 2010–2014 ACS estimate period, with
66 percent in the middle-age group (18 to 64 years of age) and approximately 14 percent in the
senior group (65 and over). The median age was 36.1, which is higher than the median age of the
state. The state also possesses a larger population of residents under age 18, and fewer in the
middle-age and senior groups.
Table 5-7 Region Population Age Distribution (2010–2014 American Community Survey)
Location

Percent Under 18 Percent 18 to 64 Percent 65 and
Median Age
Years of Age
Years of Age
Over Years of Age (years)

California
Los Angeles County

24.2
19.6

63.7
66.2

12.1
14.3

35.6
36.1

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B01001 and B01002

Table 5-8 shows the age distribution of the cities within the RSAs in the 2010–2014 ACS estimate
period. The city of Glendale has a higher median age in the 2010–2014 ACS estimate period
(42.1) than Los Angeles County (36.1). The city of Burbank (37.0) and city of Los Angeles (35.0)
has a similar median age as that of Los Angeles County.

16

The LA-32 NCA is immediately to the east of the Lincoln Heights NCA.
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Table 5-8 City Population Age Distribution (2010–2014 American Community Survey)
Location

Percent Under 18 Percent 18 to 64 Percent 65 and
Median Age (years)
Years of Age
Years of Age
Over Years of Age

City of Burbank
City of Glendale
City of Los Angeles

18.6
22.2
19.6

65.5
66.9
66.2

15.7
15.9
10.9

37.0
42.1
35.0

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B01001 and B01002

The city of Burbank (18.6 percent) has a lower percentage of the population under 18 years of
age than Los Angeles County (19.6 percent). The city of Glendale (22.2 percent) has a higher
percentage of the population under 18 years of age than the county, and the city of Los Angeles
(19.6 percent) has the same percentage of the population under 18 years of age as the county.
The city of Burbank (15.7 percent) and the city of Glendale (15.9 percent) have higher
percentages of the population age 65 years and over than Los Angeles County (14.3 percent),
while the city of Los Angeles (10.9 percent) has a lower percentage.
Table 5-9 shows the age distribution of the NCAs in the communities and neighborhoods impacts
RSAs in the 2010–2014 ACS estimate period. The Sun Valley (25.0 percent), Glassell Park
(21.5 percent), Arroyo Seco (19.8 percent), Elysian Valley Riverside (19.3 percent), Greater
Cypress Park (22.7 percent), Lincoln Heights (25.2 percent), and Boyle Heights (29.10) NCAs
have a similar or higher percentage of the population under 18 years of age than Los Angeles
County (19.6 percent). The Los Feliz (13.9 percent), Atwater Village (15.5 percent), Arroyo Seco
(14.3 percent), and Elysian Valley Riverside (14.9 percent) NCAs have a similar or higher
percentage of the population 65 years and over of age than the county (14.3 percent). Median
age data from the U.S. Census Bureau are not available at the NCA level.
Table 5-9 Neighborhood Council Area Population Age Distribution (2010–2014 American
Community Survey)
Location

Percent Under 18 Percent 18 to 64 Percent 65 and
Years of Age
Years of Age
Over Years of Age

Neighborhood Council Areas Within the City of Los Angeles
Sun Valley

25.0

65.8

9.2

Los Feliz

11.3

74.8

13.9

Atwater Village

16.1

68.4

15.5

Glassell Park

21.5

66.0

12.5

Arroyo Seco

19.8

65.9

14.3

Silver Lake

14.4

73.7

11.9

Elysian Valley Riverside

19.3

65.8

14.9

Greater Echo Park Elysian

18.3

71.7

10.0

Greater Cypress Park

22.7

65.7

11.7

Historic Cultural

10.6

76.7

12.6

Lincoln Heights

25.2

63.8

11

Downtown Los Angeles

8.3

79.4

12.3

Boyle Heights

29.1

61.6

9.3

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B01001
Median age is not available for neighborhood council areas.
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5.1.3

Income

Region
Table 5-10 provides a summary of median annual household income in Los Angeles County.
As shown in Table 5-10, for the 2010–2014 ACS estimate period, the median annual household
income in Los Angeles County is $55,870, which is somewhat lower than that of California. The
percentage of families below the federal poverty level was also higher than that of the state.
Table 5-10 Regional Median Annual Household Income and Percentage of Families Below
the Poverty Level (2010–2014 American Community Survey)
Location

Median Annual
Household Income 1

Percentage of Families
Below Poverty Level

California

$61,489

12.3

Los Angeles County

$55,870

14.6

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B19013, S1903, and DP03
Median annual household income data provided in 2014 inflation-adjusted dollars (per the 2010-2014 American Community Survey).

City
Table 5-11 illustrates the median annual household income and percentage of families below
poverty level of the cities within the communities and neighborhoods impacts RSAs in the 2010–
2014 ACS estimate period. The city of Burbank is the only city within the communities and
neighborhoods RSAs with a higher median household income and a lower percentage of families
below the poverty level than that of Los Angeles County.
Table 5-11 City Median Annual Household Income and Percentage of Families Below the
Poverty Level (2010–2014 American Community Survey)
Location

Median Annual
Household Income

Percentage of Families
Below Poverty Level

City of Burbank
City of Glendale
City of Los Angeles

$66,111
$52,451
$49,682

12.8
17.4
18.2

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B19013, S1903, and DP03

Communities
Table 5-12 shows the median annual household income and percentage of families living below
the poverty level of the City of Los Angeles NCAs within the communities and neighborhoods
impacts RSAs in the 2010–2014 ACS estimate period.
Table 5-12 Neighborhood Council Area Median Annual Household Income and Percentage
of Families Below the Poverty Level (2010–2014 American Community Survey)
Location

Median Annual
Household Income

Percentage of Families
Below Poverty Level

Neighborhood Council Areas Within the City of Los Angeles
Sun Valley
$51,582
18.5
Los Feliz
$70,532
8.8
Atwater Village
$63,542
8.6
Glassell Park
$52,364
16.5
Arroyo Seco
$55,197
17.3
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Location

Median Annual
Household Income

Percentage of Families
Below Poverty Level

Silver Lake
Elysian Valley Riverside
Greater Echo Park Elysian
Greater Cypress Park
Historic Cultural
Lincoln Heights
Downtown Los Angeles
Boyle Heights

$66,152
$42,619
$48,540
$50,594
$32,569
$31,823
$34,260
$32,778

13.2
13.1
21.4
18.2
32.8
31.6
19.3
26.6

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables S1903 and B17010

Several of the NCAs within the communities and neighborhoods impacts RSAs have higher rates
of families living below the poverty level when compared to Los Angeles County. The NCAs of
Sun Valley, Glassell Park, Arroyo Seco, Greater Echo Park Elysian, Greater Cypress Park,
Historic Cultural, Lincoln Heights, Downtown Los Angeles, and Boyle Heights all have a lower
median annual household income and a higher percentage of families living below the poverty
level than Los Angeles County.

5.1.4
5.1.4.1

Household Characteristics
Region

There are 3,133,774 households in Los Angeles County in 2000, with an average household size
of 3.04 persons. As shown in Table 5-13, the 2010–2014 ACS reports that Los Angeles County
has 3,242,391 households (a 3.5 percent increase over 2000), with an average household size of
approximately three persons.
Table 5-13 Regional Household Characteristics (2010–2014 American Community Survey)
Number of Average
Total Households (percent)
Households Household Family
Married- Female
Size
Household Couple Householder
Family (No Husband
Present)

Location

Los Angeles County 3,242,391

3.04

67.1

44.5

15.8

Male
Nonfamily
Householder Household
(No Wife
Present)
6.8

32.9

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B11001 and S1101

As shown in Table 5-13, approximately 67 percent of all households in Los Angeles County are
family households. Married-couple families represent approximately 45 percent of households in
the county, and single-parent households headed by females represent approximately 16 percent
of the total households in Los Angeles County.

5.1.4.2

Cities

City of Burbank
As shown in Table 5-14, the 2010–2014 ACS reports that the city of Burbank has 41,414
households, with an average household size of 2.51 persons, similar to that of Los Angeles
County.
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Table 5-14 City Household Characteristics (2010–2014 American Community Survey)
Location

Number of Average
Total Households (percent)
Households Household Family
Married- Female
Size
Household Couple Householder
(No Husband
Family
Present)

Male
Nonfamily
Householder Household
(No Wife
Present)

City of Burbank

41,414

2.51

61.5

44.7

11.5

5.4

38.5

City of Glendale

71,132

2.72

69.2

50.7

13.2

5.3

30.8

2.84

60.3

38.0

15.4

6.8

39.8

Cities

City of Los Angeles 1,329,372

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B11001 and S1101

Family households comprise approximately 62 percent of the city’s households. Married-couple
families represent approximately 45 percent and single-parent households (male or female
householders) made up approximately 17 percent of the city of Burbank’s households. Singleparent households headed by females represent approximately 12 percent of the city’s
households, which is lower than that of Los Angeles County overall (15.8 percent).
City of Glendale
As shown in Table 5-14, the 2010–2014 ACS reports that the city of Glendale has 71,132
households, with an average household size of 2.72 persons, similar to that of Los Angeles
County. Family households comprise approximately 69 percent of the city’s households, with
married-couple families representing approximately 51 percent. Single-parent households (male
or female householders) comprise approximately 19 percent of the city’s households. Singleparent households headed by females represent approximately 13 percent of the city’s
households, which is lower than that of Los Angeles County overall (15.8 percent).
City of Los Angeles
As shown in Table 5-14, the 2010–2014 ACS reports that the city of Los Angeles has 1,329,372
households, with an average household size of 2.84 persons, similar to that of Los Angeles
County. Family households comprise approximately 60 percent of the city’s households, with
married-couple families representing approximately 38 percent. Single-parent households (male
or female householders) represent approximately 22 percent of Los Angeles households. Singleparent households headed by females represent approximately 15 percent of the city’s
households, which is slightly lower than that of Los Angeles County overall (15.8 percent).

5.1.4.3

Communities

Sun Valley Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Sun Valley NCA has 13,236
households, with an average household size of 3.76 persons, which is higher than that of Los
Angeles County (about three persons). Family households account for 79.1 percent of Sun Valley
households. Married-couple families represent 51.0 percent and single-parent households (male
or female householders) represent approximately 28 percent of the NCA’s households. Singleparent households headed by females represent approximately 19 percent of the Sun Valley
NCA’s total households, which is higher than that of Los Angeles County overall (15.8 percent).
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Table 5-15 Neighborhood Council Area Household Characteristics (2010–2014 American
Community Survey)
Location

Number of Average
Total Households (percent)
Households Household Family
Married- Female
Size
Householder
Household Couple
(No Husband
Family
Present)

Male
Nonfamily
Householder Household
(No Wife
Present)

Neighborhood Council Areas Within the City of Los Angeles
Sun Valley

13,236

3.76

79.1

51.0

19.1

9.0

20.9

Los Feliz

18,103

1.98

36.8

26.8

7.1

3.0

63.2

Atwater Village

5,429

2.43

56.0

36.0

15.6

4.4

44.0

Glassell Park

8,686

3.08

68.7

42.3

17.6

8.8

31.3

Arroyo Seco

10,666

2.79

62.0

41.8

14.1

6.1

38.0

Silver Lake

17,259

2.22

43.1

30.9

8.5

3.7

56.9

Elysian Valley
Riverside

2,016

3.39

73.7

47.0

13.0

13.7

26.3

Greater Echo
Park Elysian

19,652

2.69

54.1

31.8

16.1

6.2

45.9

Greater Cypress
Park

4,597

3.36

67.6

43.6

16.9

7.1

32.4

Historic Cultural

9,389

2.26

43.6

28.7

10.2

4.6

56.4

Lincoln Heights

7,941

3.47

73.9

42.9

22.5

8.6

26.1

Downtown Los
Angeles

19,826

1.55

19.9

13.6

3.2

3.1

80.1

Boyle Heights

21,937

3.87

77.7

43.1

24.3

10.3

22.3

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B11001 and S1101

Los Feliz Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Los Feliz NCA has 18,103
households, with an average household size of about 1.98 persons, which is lower than that of
Los Angeles County (about three persons). Family households represent approximately 37
percent of the Los Feliz NCA’s households, with married-couple family households representing
approximately 27 percent. Single-parent households (male or female householders) represent
approximately 10 percent of Los Feliz households. Single-parent households headed by females
represent approximately 7 percent of the Los Feliz NCA’s total households, which is lower than
that of Los Angeles County overall (15.8 percent).
Atwater Village Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Atwater Village NCA has 5,429
households, with an average household size of 2.43 persons, which is smaller than that of Los
Angeles County (about three persons). Family households account for approximately 56 percent
of the Atwater Village NCA’s households. Married-couple families represent approximately 36
percent and single-parent households (male or female householders) represent approximately
20 percent of households in Atwater Village. Single-parent households headed by females
represent approximately 16 percent. The Atwater Village NCA has a lower percentage of singleparent households headed by females than Los Angeles County overall (15.8 percent).
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Glassell Park Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Glassell Park NCA has 8,686
households, with an average household size of 3.08 persons, approximately equivalent to that of
Los Angeles County (about three persons). Family households represent approximately
69 percent of the Glassell Park NCA’s households. Married-couple family households represent
approximately 42 percent, and single-parent households (male or female householders)
represent approximately 26 percent. Single-parent households headed by females represent
approximately 18 percent of this NCA’s total households, which is higher than that of Los Angeles
County overall (15.8 percent).
Arroyo Seco Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Arroyo Seco NCA has 10,666
households, with an average household size of approximately 2.79 persons, similar to that of
Los Angeles County (about three persons). Family households account for approximately
62 percent of the Arroyo Seco NCA’s households. Married-couple family households represent
approximately 42 percent, and single-parent households (male or female householders)
represent approximately 20 percent. Single-parent households headed by females represent
approximately 14 percent of this NCA’s total households, which is lower than that of Los Angeles
County overall (15.8 percent).
Silver Lake Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Silver Lake NCA has 17,259
households, with an average household size of approximately 2.22 persons, which is smaller than
that of Los Angeles County (about three persons). Family households represent approximately
43 percent of the Silver Lake NCA’s households. Married-couple family households represent
approximately 31 percent, and single-parent households (male or female householders)
represent approximately 12 percent. Single-parent households headed by females represent
approximately 9 percent of this NCA’s total households, which is lower than that of Los Angeles
County overall (15.8 percent).
Elysian Valley Riverside Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Elysian Valley Riverside NCA has
2,016 households, with an average household size of approximately 3.39 persons, similar to that
of Los Angeles County (about three persons). Family households represent approximately
74 percent of the Elysian Valley Riverside households. Married-couple family households
represent approximately 47 percent, and single-parent households (male or female
householders) represent approximately 26 percent. Single-parent households headed by females
represent approximately 13 percent of this NCA’s total households, which is lower than that of
Los Angeles County overall (15.8 percent).
Greater Echo Park Elysian Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Greater Echo Park Elysian NCA
has 19,652 households, with an average household size of approximately 2.69 persons, similar to
that of Los Angeles County (about three persons). Family households represent approximately 54
percent of the Greater Echo Park Elysian NCA’s households. Married-couple family households
represent approximately 32 percent, and single-parent households (male or female
householders) represent approximately 22 percent. Single-parent households headed by females
represent approximately 16 percent of this NCA’s total households, which is similar to that of Los
Angeles County overall (15.8 percent).
Greater Cypress Park Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS indicates that the Greater Cypress Park NCA has
4,597 households, with an average household size of approximately 3.36 persons, similar to that
of Los Angeles County (about three persons). Family households represent approximately
68 percent of the Greater Cypress Park NCA’s households. Married-couple family households
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represent approximately 44 percent, and single-parent households (male or female
householders) represent approximately 24 percent. Single-parent households headed by females
represent approximately 17 percent of this NCA’s total households, which is higher than that of
Los Angeles County overall (15.8 percent).
Historic Cultural Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Historic Cultural NCA has 9,389
households, with an average household size of approximately 2.26 persons, which is smaller than
that of Los Angeles County (about three persons). Family households represent approximately 44
percent of the Historic Cultural NCA’s households. Married-couple family households represent
approximately 29 percent, and single-parent households (male or female householders)
represent approximately 15 percent. Single-parent households headed by females represent
approximately 10 percent of this NCA’s total households, which is lower than that of Los Angeles
County overall (15.8 percent).
Lincoln Heights Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Lincoln Heights NCA has 7,941
households, with an average household size of approximately 3.47 persons, similar to that of Los
Angeles County (about three persons). Family households represent approximately 74 percent of
the Lincoln Heights NCA’s households. Married-couple family households represent
approximately 43 percent, and single-parent households (male or female householders)
represent approximately 31 percent. Single-parent households headed by females represent
approximately 23 percent of this NCA’s total households, which is higher than that of Los Angeles
County overall (15.8 percent).
Downtown Los Angeles Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that the Downtown Los Angeles NCA has
19,826 households, with an average household size of approximately 1.55 persons, which is
smaller than that of Los Angeles County (about three persons). Family households represent
approximately 20 percent of the Downtown Los Angeles NCA’s households. Married-couple
family households represent approximately 14 percent, and single-parent households (male or
female householders) represent approximately 6 percent. Single-parent households headed by
females represent approximately 3 percent of this NCA’s total households, which is lower than
that of Los Angeles County overall (15.8 percent).
Boyle Heights Neighborhood Council Area
As shown in Table 5-15, the 2010–2014 ACS reports that Boyle Heights has 21,937 households,
with an average household size of 3.87 persons, which is larger than that of Los Angeles County
(about three persons). Family households represent approximately 78 percent of the Boyle
Heights NCA’s households. Married-couple family households represent approximately
43 percent of Boyle Heights households, and single-parent households (male or female
householders) represent approximately 35 percent. Single-parent households headed by females
represent approximately 24 percent of Boyle Heights total households, which is higher than that
of Los Angeles County overall (15.8 percent).

5.1.5
5.1.5.1

Linguistic Isolation
Region

Linguistic isolation is defined as a household in which all members aged 14 years and older
speak a non-English language and also speak English less than “very well.” Table 5-16 provides
percentages of the LEP households in the region that are linguistically isolated, as reported in the
2010–2014 ACS. The percentage of linguistically isolated households in Los Angeles County (14
percent) is higher than that of the state (about 10 percent).
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Table 5-16 Regional Limited English Proficiency Characteristics (2010–2014 American
Community Survey)
Location

Households
Total
Households

Limited English
Proficiency Households

Percent1

California

12,617,280

1,216,152

9.9

Los Angeles County

3,242,391

453,234

14.0

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B16004 and B16002
1 The percentage of total households that consist of limited English proficiency individuals represents the linguistic isolation of each jurisdiction.

5.1.5.2

Cities

Table 5-17 shows the LEP households for the cities within the communities and neighborhoods
impacts RSAs, as reported in the 2010–2014 ACS. The city of Burbank has 8.3 percent of its total
households defined as linguistically isolated, which is lower than that of Los Angeles County
(14.0 percent). The city of Glendale has 26.6 percent of its total households defined as
linguistically isolated, which is higher than that of the county (14.0 percent). The city of Los
Angeles has 14.5 percent of its total households defined as linguistically isolated, which is similar
to that of the county (14.0 percent).
Table 5-17 City Limited English Proficiency Characteristics (2010–2014 American
Community Survey)
Location

Households
Total
Households

Limited English
Proficiency Households

Percent1

City of Burbank

41,633

3,467

8.3

City of Glendale

74,215

19,717

26.6

City of Los Angeles

1,360,164

196,576

14.5

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B16004 and B16002
1 The percentage of total households that consist of limited English proficiency individuals represents the linguistic isolation of each jurisdiction.

5.1.5.3

Communities

Table 5-18 shows the LEP households for the NCAs within the communities and neighborhoods
RSAs, as reported in the 2010–2014 ACS. All but two of the NCAs (the Los Feliz and Silver Lake
NCAs) have a higher percentage of linguistically isolated households than Los Angeles County
(14.0 percent).
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Table 5-18 Neighborhood Council Area Limited English Proficiency Characteristics (2010–
2014 American Community Survey)
Location

Households
Total
Households

Limited English
Proficiency Households

Percent1

Neighborhood Council Areas Within the City of Los Angeles
Sun Valley

13,236

2,576

19.5

Los Feliz

18,103

2,267

12.5

Atwater Village

5,429

888

16.4

Glassell Park

8,686

1,356

15.6

Arroyo Seco

10,666

1,762

16.5

Silver Lake

17,259

1,622

9.4

Elysian Valley Riverside

2,016

442

21.9

Greater Echo Park Elysian 19,652

3,419

17.4

Greater Cypress Park

4,597

897

19.5

Historic Cultural

9,389

3,470

37.0

Lincoln Heights

7,941

2,367

29.8

Downtown Los Angeles

19,826

3,557

17.9

Boyle Heights

28,152

9,009

32.0

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B16004 and B16002
1 The percent of total households that consist of limited English proficiency households represents the linguistic isolation of each jurisdiction.

5.1.6

Disabilities

Region
Table 5-19 shows the percentages of individuals reporting some sort of disability, self-care
limitation, or low-mobility issue in Los Angeles County and the cities and NCAs in the
communities and neighborhoods impacts RSAs, as reported in the 2010–2014 ACS. Those data
show that the percentages of persons with reported disabilities were higher for people aged 65
and over.
Table 5-19 State and Regional Disability Status (2010–2014 American Community Survey)
Location

Percent of Population with
Disability Status, Age 5 to 64

Percent of Population with
Disability Status, Age 65+

California

7.1

36.4

Los Angeles County

6.4

37.6

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B18101

Nearly 38 percent of seniors in Los Angeles County reported some type of disability, as shown in
Table 5-19. This is similar to that of the state (36.4 percent). The rate of people ages 5 to 64 with
reported disabilities (6.4 percent) is lower than that of the state (7.1 percent).
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5.1.6.1

Cities

As shown in Table 5-20, the rate of people ages 65 and over with reported disabilities is higher in
the city of Burbank (49.2 percent), the city of Glendale (39.1 percent), and the city of Los Angeles
(40.1 percent) than in Los Angeles County (37.6 percent). The rate of people ages 5 to 64 with
reported disabilities in the city of Burbank (6.5 percent) and the city of Glendale (6.5 percent) is
similar to that of Los Angeles County (6.4 percent). The rate of people ages 5 to 64 with reported
disabilities in the city of Los Angeles (5.5 percent) is lower than that of the county.
Table 5-20 City Disability Status (2010–2014 American Community Survey)
Location

Percent of Population with
Disability Status, Age 5 to 64

Percent of Population with
Disability Status, Age 65+

City of Burbank

6.5

49.2

City of Glendale

6.5

39.1

City of Los Angeles

5.5

40.1

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B18101

5.1.6.2

Communities

As shown in Table 5-21, among the NCAs in the city of Los Angeles analyzed, the Sun Valley,
Atwater Village, Glassell Park, Elysian Valley Riverside, Greater Echo Park Elysian, Historic
Cultural, Lincoln Heights, Downtown Los Angeles, and Boyle Heights NCAs has similar or higher
percentages of seniors reporting disabilities than Los Angeles County overall (37.6 percent).
Table 5-21 Neighborhood Council Area Disability Status (2010–2014 American Community
Survey)
Location

Percent of Population with
Disability Status, Age 5 to 64

Percent of Population with
Disability Status, Age 65+

Neighborhood Council Areas Within the City of Los Angeles
Sun Valley

7.5

41.5

Los Feliz

4.8

36.2

Atwater Village

6.6

37.9

Glassell Park

7.2

39.3

Arroyo Seco

8.3

33.2

Silver Lake

5.5

31.4

Elysian Valley Riverside

4.6

39.7

Greater Echo Park Elysian

6.8

36.7

Greater Cypress Park

6.5

33.9

Historic Cultural

9.9

43.9

Lincoln Heights

9.9

47.1

Downtown Los Angeles

11.0

47.6

Boyle Heights

7.2

47.1

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B18101

5.1.7

Community Cohesion

The purpose of the following discussion is to establish a baseline to identify cohesive
communities. Factors that indicate community cohesion include the presence of residences,
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businesses, and important community facilities that are adjacent to each other or otherwise
linked; mobility/access between these key areas; and the presence of specific demographic
indicators, which are listed below. Figure 5-1 depicts cities and communities that are in the
communities and neighborhoods impacts RSAs.
Residential areas and housing are discussed in Section 5.2, Housing; local businesses are
discussed in Section 5.4, Local Economy; important community facilities are discussed in Section
5.5, Public Services and Facilities; and mobility/access is discussed in Section 5.6, Nonmotorized
Circulation and Access. The discussion in each of these sections contributes to the identification
of the presence of residential areas, businesses, and important community facilities within the
communities and neighborhoods RSAs that are adjacent to each other or otherwise linked, and
mobility/access between these key areas. As described above, the presence of these factors
within a community, along with the presence of the demographic indicators described below,
indicates that the community is cohesive.
Residential areas in the city of Burbank that fall within the communities and neighborhoods
impacts RSAs are linked to nearby commercial areas, as evidenced by the residences along W
Victory Boulevard and W Burbank Boulevard and the commercial areas where these two streets
merge near N Victory Way. With the proximity between residential areas and nearby commercial
areas, community residents likely patronize the same businesses, which may indicate some
degree of cohesion in that area of the city of Burbank.
There are several areas in the city of Glendale within the communities and neighborhoods RSAs
with defined community hubs, where residential, commercial, and important public facilities such
as schools and parks are closely associated, notably in the areas south of W Colorado Street
along S Pacific Avenue. These hubs may suggest some degree of community cohesion within
these Glendale neighborhoods.
Finally, several NCAs in the city of Los Angeles that are within the communities and
neighborhoods impacts RSAs have residential areas that are linked to commercial areas and
public facilities that help define them as unique communities. Of these, the Atwater Village and
Lincoln Heights NCAs appear to have the most residential areas in close proximity to various
types of public facilities, such as schools and parks, and to commercial areas, which would point
to stronger degrees of community cohesion for these neighborhoods. As discussed above, while
the presence of residences, businesses, and important community facilities that are adjacent to
each other or otherwise linked, as well as mobility/access between these key areas, are
qualitative factors that indicate cohesion within a community, quantitative factors such as
demographic statistics also indicate ties that hold a community together.
The following demographic indicators tend to correlate with a higher degree of community
cohesion (refer to Section 4.2.1 of this CIA for more detailed information). These indicators are
key factors used to determine the degree of community cohesion present within each
city/community in the communities and neighborhoods impacts RSAs and are presented in Table
5-22.


Age: The 2010–2014 ACS provides the age of the population of Los Angeles County and in
each city and NCA in the communities and neighborhoods impacts RSAs.



Race and Ethnicity: The 2010–2014 ACS provides information on the race and ethnicity of
the population of Los Angeles County, as well as for each city and community in the
communities and neighborhoods impacts RSAs.



Household Size: Although the U.S. Census Bureau does not provide specific data regarding
the number of children present in each household, it does provide data regarding the persons
per household in Los Angeles County, as well as in each city and community in the
communities and neighborhoods RSAs. This data can serve as a proxy for households with
children.
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Owner Occupancy: Data is provided regarding the percentage of housing units in Los
Angeles County, as well as in each city and community in the communities and
neighborhoods impacts RSAs, that are owner‐occupied.



Housing Tenure: The 2010–2014 ACS provides data regarding the year that each
householder in Los Angeles County, as well as in each city and community in the
communities and neighborhoods RSAs, moved into their current housing unit. For the
purposes of this analysis, those households that moved into their current residence in 1999
or earlier are considered long‐term residents.



Transit Dependency: Although the Census Bureau does not provide specific data regarding
the percentage of the population that is dependent on public transportation for travel, the
2010–2014 ACS does provide a series of demographic data that can serve as a proxy for the
transit‐dependent population. For the purposes of this analysis, the transit‐dependent
population was calculated by taking the number of residents aged 15 and over (as reported in
Table B01001 of the 2010–2014 ACS), subtracting the number of persons living in group
quarters (as reported in Table B26001 of the 2010–2014 ACS), subtracting the number of
vehicles available (as reported in Table B25046 of the 2010–2014 ACS), and then dividing
the difference by the population aged 15 and over.

5.1.7.1

Age

Table 5-22 shows the percentage of the population that is elderly (65 years old or older) in Los
Angeles County and in each of the cities and neighborhoods within the communities and
neighborhoods impacts RSAs based on 2010–2014 ACS data. As indicated in Table 5-22 in
bolded text, the percentage of elderly residents in the cities of Burbank and Glendale and the
NCAs of Arroyo Seco, Los Feliz, Atwater Village, Glassell Park, Silver Lake, Elysian Valley
Riverside, Greater Cypress Park, Historic Cultural, and Downtown Los Angeles exceed the
percentage of elderly residents in the county (11.5 percent).
Table 5-22 Community Cohesion Indicators (2010–2014 American Community Survey)
Location

Racial
Hispanic/
Elderly
Owner‐
Minority
Latino
Occupied Residents
Population Population2 Residences (65+ years
1
old)

Los Angeles 72.8%
48.1%
46.4%
11.5%
County
Los Angeles
71.5%
48.6%
37.1%
10.9%
Burbank
43.3%
25.8%
41.6%
14.3%
Glendale
37.3%
17.4%
36.2%
15.9%
Neighborhood Council Areas Within the City of Los Angeles
Sun Valley
81.4%
70.4%
53.0%
9.2%
Los Feliz
34.9%
15.8%
27.4%
13.9%
Atwater Village 72.2%
48%
37.1%
15.5%
Glassell Park 82.6%
57.2%
41.9%
12.5%
Arroyo Seco
78.0%
54.6%
56.0%
14.3%
Silver Lake
54.4%
32.5%
31.3%
11.9%
Elysian Valley 93.4%
61.8%
44.7%
14.9%
Riverside
Greater Echo 78.6%
54.0%
22.6%
10.0%
Park Elysian
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Average
Transit‐
Household Dependent
Size
Population3
(persons)

Long‐Term
Residents
(moved in 1999
or earlier)4

3.02

27.4%

33.7%

2.84
2.51
2.72

31.6%
19.8%
29.2%

30.9%
31.8%
30.3%

3.76
1.98
2.43
3.08
2.79
2.22
3.39

33.3%
17.3%
25.7%
34.2%
27.0%
23.7%
32.2%

42.5%
31.3%
38.4%
37.9%
38.5%
33.5%
49.3%

2.69

38.6%

30.7%
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Location

Racial
Hispanic/
Elderly
Owner‐
Minority
Latino
Occupied Residents
Population Population2 Residences (65+ years
1
old)

Average
Transit‐
Household Dependent
Size
Population3
(persons)

Long‐Term
Residents
(moved in 1999
or earlier)4

Greater
Cypress Park
Historic
Cultural
Lincoln Heights
Downtown Los
Angeles
Boyle Heights

87.7%

75.4%

47.6%

11.7%

3.36

38.6%

43.5%

83.8%

26.2%

16.4%

12.6%

2.26

46.3%

20.5%

96.4%
71.1%

69.6%
30.4%

24.5%
10.5%

11.0%
12.3%

3.47
1.55

48.0%
36.9%

31.8%
9.4%

97.7%

93.1%

23.4%

9.3%

3.87

52.4%

34.9%

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B03002, B25003, B01001, S1101, B01001, B25046, B26001, and
B25038
Numbers in bold indicate the values are higher than the Los Angeles County average.
1 Includes individuals who identify as Black/African American, Asian, Native Hawaiian/Pacific Islander, Native American/Native Alaskan, Some
Other Race, or two or more races.
2 Persons of Hispanic/Latino origin may be of any race.
3 The transit‐dependent population was calculated by taking the number of residents aged 15 and over (as reported in Table B01001 of the 2010–
2014 ACS), subtracting the number of persons living in group quarters (as reported in Table B26001 of the 2010–2014 ACS), subtracting the
number of vehicles available (as reported in Table B25046 of the 2010–2014 ACS), and then dividing the difference by the population aged 15
and over.
4 Includes those residents who moved into their current residence in 1999 or earlier, as reported in Table DP04 of the 2010–2014 ACS.

5.1.7.2

Race and Ethnicity

Table 5-22 shows the racial and ethnic composition of Los Angeles County, and of the cities and
neighborhoods in the communities and neighborhoods impacts RSAs, based on 2010–2014 ACS
data. The percentage of the population that is identified as a racial minority in the city of Los
Angeles NCAs of Sun Valley, Glassell Park, Arroyo Seco, Elysian Valley Riverside, Greater Echo
Park Elysian, Greater Cypress Park, Historic Cultural, Lincoln Heights, and Boyle Heights is
higher than the percentage of the population that is identified as a racial minority in the county
(72.8 percent).
The percentage of the population that is identified as Hispanic and Latino in the Glassell Park,
Elysian Valley Riverside, Greater Echo Park Elysian, Greater Cypress Park, Lincoln Heights, and
Boyle Heights NCAs exceeds the percentage of the population that was identified as Hispanic
and in the county (48.6 percent).

5.1.7.3

Household Size

Table 5-22 shows the average household size in Los Angeles County and in each of the cities
and neighborhoods in the communities and neighborhoods impacts RSAs based on 2010–2014
ACS data. The average household size in the city of Los Angeles NCAs of Sun Valley, Elysian
Valley Riverside, Glassell Park, Greater Cypress Park, Lincoln Heights, and Boyle Heights
exceeds the average household size in the county (approximately three persons).

5.1.7.4

Owner Occupancy

Table 5-22 provides the percentage of owner‐occupied residences in Los Angeles County and in
each of the cities and neighborhoods within the communities and neighborhoods impacts RSAs
based on 2010–2014 ACS data. The percentage of owner-occupied residents in the Sun Valley,
Arroyo Seco, and Greater Cypress Park NCAs exceeds the percentage of owner-occupied
residents in the county (46.4 percent).

5.1.7.5

Housing Tenure

Table 5-22 also shows the percentages of the populations in Los Angeles County and in each of
the cities and neighborhoods within the communities and neighborhoods impacts RSAs, based
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on 2010–2014 ACS data, who have lived in their current residence for more than 15 years and
therefore can be considered long‐term residents. The percentage of long-term residents in the
city of Los Angeles NCAs of Sun Valley, Arroyo Seco, Atwater Village, Glassell Park, Elysian
Valley Riverside, Greater Cypress Park, and Boyle Heights exceeds the percentage of long-term
residents in the county (33.7 percent).

5.1.7.6

Transit Dependency

Table 5-22 shows the percentage of the population that was transit‐dependent in Los Angeles
County and in each of the cities and neighborhoods within the communities and neighborhoods
impacts RSAs based on 2010–2014 ACS data. The percentage of the population that is transitdependent in the cities of Glendale and Los Angeles and in the city of Los Angeles NCAs of Sun
Valley, Glassell Park, Elysian Valley Riverside, Greater Echo Park Elysian, Greater Cypress
Park, Historic Cultural, Lincoln Heights, Downtown Los Angeles, and Boyle Heights exceeds the
percentage of the population that is transit-dependent in the county (27.4 percent).

5.1.7.7

Summary

As discussed above, qualitative factors such as the presence of residents, businesses, and
important community facilities that are adjacent to each other or otherwise linked, as well as
mobility/access between these key areas, can indicate community cohesion. By these measures,
there is one area in the city of Burbank within the communities and neighborhoods impacts RSAs
that demonstrates some degree of cohesion. The city of Glendale appears to have several
defined community hubs that are located within the RSAs that demonstrate community cohesion.
Within the city of Los Angeles, several NCAs that are in the communities and neighborhoods
impacts RSAs have residential areas that are linked to commercial areas and public facilities. The
Atwater Village and Lincoln Heights communities in the city of Los Angeles appear to
demonstrate stronger community cohesion than the other NCAs.
Each of the cities and neighborhoods in the communities and neighborhoods impacts RSAs
demonstrates at least one demographic indicator of community cohesion that is higher than those
indicators calculated for Los Angeles County as a whole. As discussed in Section 4.2.1, cities and
communities that exhibit two or more demographic indicators are considered moderately
cohesive, while cities and communities that exhibit four or more demographic indicators are
considered highly cohesive. The city of Burbank demonstrates only one demographic indicator,
and the city of Glendale demonstrates two demographic indicators. The cities of Burbank and
Glendale exhibit a low degree of community cohesion. Within the city of Los Angeles, the Greater
Cypress Park NCA appears to exhibit the highest degree of community cohesion in the RSAs
because it shows higher measurements than those of Los Angeles County in all seven
demographic categories. The Sun Valley, Glassell Park, Arroyo Seco, Elysian Valley Riverside,
Lincoln Heights, and Boyle Heights NCAs all have four or more indicators that are higher than
those of Los Angeles County and are therefore also considered highly cohesive communities.

5.2
5.2.1

Housing
Region

Table 5-23 provides 2010–2014 ACS data regarding the various types of housing stock, the
housing vacancy rate, and the percentage of owner-occupied housing units in Los Angeles
County. The predominant housing type in the county was single-family homes (detached and
attached), which accounts for more than 56 percent of the total housing units. Multifamily housing
units and mobile homes accounts for approximately 42 percent and approximately 2 percent of
the housing stock, respectively, in Los Angeles County. The housing vacancy rate for the county
as a whole is approximately 6 percent, and the percentage of owner-occupied housing units in
the county is approximately 46 percent. Similar state data are not provided, as the drastic
diversity in and sheer number of housing stock across the state would not provide for meaningful
comparison.
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Table 5-23 Regional Housing Characteristics (2010–2014 American Community Survey)
Location

Total
Housing
Units

Single-Family
Housing Units

Multifamily
Housing Units

Detached Attached 2 to 4

Los Angeles 3,462,075 1,720,032 226,435
County
(49.7%) (6.5%)

Mobile Occupied Vacant
Homes

5-Plus

280,101
(8.1%)

1,180,554 52,995
(34.1%) (1.5%)

Percentage
of Units
Occupied
by Owners

3,242,391 219,684 46.4%
(93.7%)
(6.3%)

Source: U.S. Census Bureau, 2010–2014 American Community Survey

Table 5-24 summarizes the housing unit tenures in California and Los Angeles County. According
to 2010–2014 ACS data, approximately 40 percent of the householders in the county moved into
their housing units between 2000 and 2009. In contrast, approximately 4 percent of householders
moved into their housing units prior to 1969. The tenure in Los Angeles County is higher than the
state’s rate.
Table 5-24 Regional Housing Unit Tenure (2010–2014 American Community Survey)
Location

Moved
in 2010
or later

Moved
in 2000
to 2009

Moved in
1990 to
1999

Moved
in 1980
to 1989

Moved
in 1970
to 1979

Moved in
1969 or
earlier

California

19.0%

50.1%

17.4%

7.2%

4.0%

2.3%

Los Angeles County

26.7%

39.5%

17.1%

7.7%

5.2%

3.7%

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B25038

Table 5-25 provides recent foreclosure data for the state and Los Angeles County. As of
November 2017, the foreclosure rate in Los Angeles County (1 in every 2,365 housing units) was
similar to the overall rate for the state (1 in every 2,249 housing units). Higher foreclosure rates
may be expected to decrease levels of community cohesion and could affect property values as a
whole.
Table 5-25 State and Regional Foreclosure Rate (November 2017)
Location

Foreclosure Rate
(%)

Foreclosure Rate
(per housing unit)

California

0.04

1 in every 2,249

Los Angeles County

0.04

1 in every 2,365

Source: Realty Trac, www.realtytrac.com/statsandtrends/foreclosuretrends/ca, accessed December 29, 2016

5.2.2
5.2.2.1

Cities
City of Burbank

As shown in Table 5-26, the 2010–2014 ACS reports that the composition of Burbank’s housing
stock was similar to that of Los Angeles County except for the larger percentage of multifamily
housing units and the smaller percentage of mobile homes. The housing vacancy rate in the city
is 5 percent, which is lower than the rate of the county (6.3 percent). Approximately 42 percent of
the housing units in Burbank are owner-occupied, which is lower than Los Angeles County (46.4
percent).
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Table 5-26 City Housing Characteristics (2010–2014 American Community Survey)
Location

Total
Housing
Units

Single-Family
Housing Units

Multifamily
Housing Units

Mobile Occupied Vacant
Homes

Percentage
of Units
Occupied
by Owners

Detached Attached 2 to 4

5-Plus

City of
Burbank

43,571

19,470
(44.7%)

1,642
(3.8%)

4,362
(10.0%)

17,998
(41.3%)

99
(0.2%)

41,414
(95.0%)

2,157
(5.0%)

41.6%

City of
Glendale

75,033

26,995
(36.0%)

2,763
(3.7%)

6,557
(8.7%)

38,626
(51.5%)

79
(0.1%)

71,132
(94.8%)

3,901
(5.2%)

36.2%

City of Los
Angeles

1,427,355 554,006
(38.8%)

86,296
(6.0%)

121,135
(8.5%)

656,837
(46.0%)

8,471
(0.6%)

1,329,372 97,983
(93.1%)
(6.9%)

37.2%

Source: U.S. Census Bureau, 2010–2014 American Community Survey

As shown in Table 5-27, according to the 2010–2014 ACS, an estimated 68.2 percent of Burbank
householders moved into their homes after 2000, which is higher than Los Angeles County
overall (66.2 percent).
Table 5-27 City Housing Unit Tenure (2010–2014 American Community Survey)
Location

Moved
in 2000
or later

Moved
in 1999
or earlier

City of Burbank

68.2%

31.8%

City of Glendale

69.7%

30.3%

City of Los Angeles

69.1%

30.9%

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B25038

As shown in Table 5-28, the foreclosure rate in the city of Burbank (1 in every 2,957 housing
units) is lower than the foreclosure rate in Los Angeles County (1 in every 2,365 housing units).
The city’s foreclosure rate is also lower than that of the state (1 in every 2,249).
Table 5-28 City Foreclosure Rate (November 2017)
Location

Foreclosure Rate
(%)

Foreclosure Rate
(per housing unit)

City of Burbank

0.03

1 in every 2,957

City of Glendale

0.03

1 in every 3,539

City of Los Angeles

0.04

1 in every 2,836

Source: Realty Trac, www.realtytrac.com/statsandtrends/foreclosuretrends/ca/los-angeles-county, accessed December 29, 2016

5.2.2.2

City of Glendale

As shown in Table 5-26, the 2010–2014 ACS indicates that the city of Glendale has a larger
percentage of multifamily housing units than Los Angeles County (42.2 percent). The housing
vacancy rate is approximately 5 percent, which is lower than the county (6.3 percent).
Approximately 36 percent of the housing units in Glendale are owner-occupied, which is lower
than the county (46.4 percent).
As shown in Table 5-27, according to the 2010–2014 ACS, an estimated 69.7 percent of
Glendale householders moved into their residences after 2000, which is higher than Los Angeles
County overall (66.2 percent).
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As shown in Table 5-28, the foreclosure rate in the city of Glendale (1 in every 3,539 housing
units) is lower than the foreclosure rate in Los Angeles County (1 in every 2,365 housing units).
The city’s foreclosure rate is also lower than that of the state (1 in every 2,249).

5.2.2.3

City of Los Angeles

As shown in Table 5-26, the 2010–2014 ACS data indicate that the city of Los Angeles has a
larger percentage of multifamily housing units than Los Angeles County. The housing vacancy
rate is approximately 7 percent, which is higher than the county (6.3 percent). Approximately 37
percent of the housing units in the city of Los Angeles are owner-occupied, which is lower than in
the county (46.4 percent).
As shown in Table 5-27, according to the 2010–2014 ACS, an estimated 69.1 percent of city of
Los Angeles householders moved into their residences after 2000, which is higher than Los
Angeles County overall (66.2 percent).
As shown in Table 5-28, the foreclosure rate in the city of Los Angeles (1 in every 2,836 housing
units) is lower than the foreclosure rate in Los Angeles County (1 in every 2,365 housing units).
The city’s foreclosure rate is also lower than that of the state (1 in every 2,249 housing units).

5.2.3
5.2.3.1

Communities
Sun Valley Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Sun Valley NCA has a lower
percentage of multifamily housing units than Los Angeles County (8.1 percent for two to four
units, and 34.1 percent for five-plus units). The housing vacancy rate is an estimated 3.1 percent,
which is lower than that of Los Angeles County (6.3 percent). Approximately 53 percent of the
housing units in the Sun Valley NCA are owner-occupied, which is higher than in Los Angeles
County (46.4 percent).
Table 5-29 Neighborhood Council Area Housing Characteristics (2010–2014 American
Community Survey)
Location

Total
Housing
Units

Single-Family
Housing Units

Multifamily
Housing Units

Detached Attached 2 to 4

Mobile Occupied Vacant
Homes

Percentage
of Units
Occupied
by Owners

5-Plus

Neighborhood Council Areas Within the City of Los Angeles
Sun Valley

13,655

8,077
(59.2%)

1,085
(7.9%)

644
(4.7%)

3,643
(26.7%)

147
(1.1%)

13,236
(96.9%)

419
(3.1%)

7,020
(53.0%)

Los Feliz

19,621

5,589
(28.5%)

560
(2.9%)

2,355
(12.0%)

11,079
(56.5%)

38
(0.2%)

18,103
(92.3%)

1,518
(7.7%)

4,962
(27.4%)

Atwater
Village

5,825

3,076
(52.8%)

463
(7.9%)

1,065
(18.3%)

1,209
(20.8%)

12
(0.2%)

5,429
(93.2%)

396
(6.8%)

2,012
(37.1%)

Glassell Park 9,240

5,053
(54.7%)

535
(5.8%)

945
(10.2%)

2,700
(29.2%)

7
(0.1%)

8,686
(94.0%)

554
(6.0%)

3,638
(41.9%)

Arroyo Seco

11,399

6,325
(55.5%)

968
(8.5%)

987
(8.7%)

3,060
(26.8%)

59
(0.5%)

10,666
(93.6%)

733
(6.4%)

5,971
(56.0%)

Silver Lake

18,568

7,070
(38.1%)

1,279
(6.9%)

3,937
(21.2%)

6,227
(33.5%)

29
(0.2%)

17,259
(93.0%)

1,309
(7.0%)

5,404
(31.3%)

1,432
(68.2%)

188
(9.0%)

367
(17.5%)

10
(4.8%)

11
(0.5%)

2,016
(96.0%)

83
(4.0%)

901
(44.7%)

Elysian Valley 2,099
Riverside
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Location

Total
Housing
Units

Single-Family
Housing Units

Multifamily
Housing Units

Mobile Occupied Vacant
Homes

Percentage
of Units
Occupied
by Owners

Detached Attached 2 to 4

5-Plus

Greater Echo 20,989
Park Elysian

6,580
(31.3%)

1,322
(6.3%)

4,797
(22.9%)

8,226
(39.2%)

28
(0.1%)

19,652
(93.6%)

1,337
(6.4%)

4,449
(22.6%)

Greater
4,953
Cypress Park

3,115
(62.9%)

513
(10.4%)

661
(13.3%)

634
(12.8%)

30
(0.6%)

4,597
(92.8%)

356
(7.2%)

2,186
(47.6%)

Historic
Cultural

10,538

680
(6.5%)

387
(3.7%)

863
(8.2%)

8,591
(81.5%)

0
(0.0%)

9,389
(89.1%)

1,149
1,540
(10.9%) (16.4%)

Lincoln
Heights

8,474

3,209
(37.9%)

878
(10.4%)

1,334
(15.7%)

3,013
(35.6%)

40
(0.5%)

7,941
(93.7%)

533
(6.3%)

Downtown
Los Angeles

23,262

235
(1.0%)

152
(0.7%)

307
(1.3%)

22,552
(96.9%)

0
(0.0%)

19,826
(85.2%)

3,436
2,076
(14.8%) (10.5%)

9,469
(40.3%)

3,278
(14.0%)

3,464
(14.8%)

7,164
(30.5%)

102
(0.4%)

21,937
(93.4%)

1,540
(6.6%)

Boyle Heights 23,477

1,946
(24.5%)

5,129
(23.4%)

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables B25024 and DP04

As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 57.5 percent of
householders in the Sun Valley NCA moved into their residences after 2000, which is lower than
in Los Angeles County overall (66.2 percent). Foreclosure data are compiled at the city and zip
code level. Therefore, a foreclosure rate for the Sun Valley NCA is not available.
Table 5-30 Neighborhood Council Area Housing Unit Tenure (2010–2014 American
Community Survey)
Location

Moved
in 2000
or later

Moved
in 1999
or earlier

Sun Valley

57.5%

42.5%

Los Feliz

68.7%

31.4%

Atwater Village

61.6%

38.4%

Glassell Park

62.1%

37.9%

Arroyo Seco

61.5%

38.5%

Silver Lake

66.5%

33.5%

Elysian Valley Riverside

50.7%

49.3%

Greater Echo Park Elysian

69.3%

30.7%

Greater Cypress Park

56.6%

43.5%

Historic Cultural

79.5%

20.5%

Lincoln Heights

68.2%

31.8%

Downtown Los Angeles

90.5%

9.5%

Boyle Heights

65.1%

35.0%

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table B25038
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5.2.3.2

Los Feliz Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Los Feliz NCA has a higher
percentage of multifamily housing units than Los Angeles County (8.1 percent for two to four
units, and 34.1 percent for five-plus units). The housing vacancy rate is approximately 8 percent,
which is higher than that of Los Angeles County (6.3 percent). Approximately 27 percent of the
housing units in the Los Feliz NCA are owner-occupied, which is lower than Los Angeles County
(46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 68.7 percent of
householders in the Los Feliz NCA moved into their residences after 2000, which is higher than
Los Angeles County overall (66.2 percent). Foreclosure data are compiled at the city and zip
code level. Therefore, a foreclosure rate for the Los Feliz NCA is not available.

5.2.3.3

Atwater Village Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Atwater Village NCA has a lower
percentage of single-family housing units than Los Angeles County (49.7 percent for detached
units and 6.5 percent for attached units). The housing vacancy rate is approximately 7 percent,
which is higher than that of Los Angeles County (6.3 percent). Approximately 37 percent of the
housing units in the Atwater Village NCA are owner-occupied, which is lower than Los Angeles
County (46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 61.6 percent of the
householders in the Atwater Village NCA moved into their residences after 2000, which is lower
than Los Angeles County overall (66.2 percent). Foreclosure data are compiled at the city and zip
code level. Therefore, a foreclosure rate for the Atwater Village NCA is not available.

5.2.3.4

Glassell Park Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Glassell Park NCA has a higher
percentage of single-family housing units than Los Angeles County (49.7 percent for detached
units and 6.5 percent for attached units). The housing vacancy rate is approximately 6 percent,
which is similar to that of the county (6.3 percent). Approximately 42 percent of the housing units
in the Glassell Park NCA are owner-occupied, which is lower than Los Angeles County (46.4
percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 62.1 percent of
householders in the Glassell Park NCA moved into their residences after 2000, which is lower
than Los Angeles County overall (66.2 percent). Foreclosure data are compiled at the city and zip
code level. Therefore, a foreclosure rate for the Glassell Park NCA is not available.

5.2.3.5

Arroyo Seco Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Arroyo Seco NCA has a lower
percentage of multifamily housing units than Los Angeles County (8.1 percent for two to four
units, and 34.1 percent for five-plus units). The housing vacancy rate is an estimated 6.4 percent,
which is higher than that of the county (6.3 percent). Approximately 56 percent of the housing
units in the Arroyo Seco NCA are owner-occupied, which is higher than Los Angeles County
(46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 61.5 percent of
householders in the Arroyo Seco NCA moved into their residences after 2000, which is lower than
Los Angeles County overall (66.2 percent). Foreclosure data are compiled at the city and zip
code level. Therefore, a foreclosure rate for the Arroyo Seco NCA is not available.

5.2.3.6

Silver Lake Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Silver Lake NCA has a lower
percentage of single-family housing units than Los Angeles County (49.7 percent for detached
units and 6.5 percent for attached units). The housing vacancy rate is approximately 7 percent,
which is higher than that of the county (6.3 percent). Approximately 31 percent of the housing
May 2020
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units in the Silver Lake NCA are owner-occupied, which is lower than Los Angeles County
(46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 66.5 percent of
householders in the Silver Lake NCA moved into their residences after 2000, which is similar to
that of Los Angeles County overall (66.2 percent). Foreclosure data are compiled at the city and
zip code level. Therefore, a foreclosure rate for the Silver Lake NCA is not available.

5.2.3.7

Elysian Valley Riverside Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Elysian Valley Riverside NCA has
a higher percentage of single-family housing units than Los Angeles County (49.7 percent for
detached units and 6.5 percent for attached units). The housing vacancy rate is approximately 4
percent, which is lower than that of the county (6.3 percent). Approximately 45 percent of the
housing units in the Elysian Valley Riverside NCA are owner-occupied, which is similar to Los
Angeles County (46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 50.7 percent of
householders in the Elysian Valley Riverside NCA moved into their residences after 2000, which
is lower than the County overall (66.2 percent). Foreclosure data are compiled at the city and zip
code level. Therefore, a foreclosure rate for the Elysian Valley Riverside NCA is not available.

5.2.3.8

Greater Echo Park Elysian Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Greater Echo Park Elysian NCA
has a higher percentage of multifamily housing units than Los Angeles County (8.1 percent for
two to four units, and 34.1 percent for five-plus units). The housing vacancy rate is approximately
6 percent, which is similar to that of the county. Approximately 23 percent of the housing units in
the Greater Echo Park Elysian NCA are owner-occupied, which is lower than Los Angeles County
(46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 69.3 percent of
householders in the Greater Echo Park Elysian NCA moved into their residences after 2000,
which is higher than the county overall (66.2 percent). Foreclosure data are compiled at the city
and zip code level. Therefore, a foreclosure rate for the Greater Echo Park Elysian NCA is not
available.

5.2.3.9

Greater Cypress Park Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Greater Cypress Park NCA has a
higher percentage of single-family housing units than Los Angeles County (49.7 percent for
detached units and 6.5 percent for attached units). The housing vacancy rate is approximately 7
percent, which is higher than that of Los Angeles County (6.3 percent). Approximately 48 percent
of the housing units in the Greater Cypress Park NCA are owner-occupied, which is higher than
Los Angeles County (46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 56.6 percent of
householders in the Greater Cypress Park NCA moved into their residences after 2000, which is
lower than County overall (66.2 percent). Foreclosure data are compiled at the city and zip code
level. Therefore, a foreclosure rate for the Greater Cypress Park NCA is not available.

5.2.3.10

Historic Cultural Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Historic Cultural NCA has a
higher percentage of multifamily housing units than Los Angeles County (8.1 percent for two to
four units, and 34.1 percent for five-plus units). The housing vacancy rate is approximately
11 percent, which is higher than that of the county (6.3 percent). Approximately 16 percent of the
housing units in the Historic Cultural NCA are owner-occupied, which is lower than Los Angeles
County (46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 79.5 percent of
householders in the Historic Cultural NCA moved into their residences after 2000, which is higher
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than the county overall (66.2 percent). The Historic Cultural NCA has experienced a major
residential building boom over the past decade, which accounts for the recent influx of new
residents. Foreclosure data are compiled at the city and zip code level. Therefore, a foreclosure
rate for the Historic Cultural NCA is not available.

5.2.3.11

Lincoln Heights Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Lincoln Heights NCA has a higher
percentage of multifamily housing units than Los Angeles County (8.1 percent for two to four
units, and 34.1 percent for five-plus units). The housing vacancy rate is approximately 6 percent,
which is similar to that of the county. Approximately 25 percent of the housing units in the Lincoln
Heights NCA are owner-occupied, which is lower than Los Angeles County (46.4 percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 68.2 percent of
householders in the Lincoln Heights NCA moved into their residences after 2000, which is higher
that of Los Angeles County overall (66.2 percent). Foreclosure data are compiled at the city and
zip code level. Therefore, a foreclosure rate for the Lincoln Heights NCA is not available.

5.2.3.12

Downtown Los Angeles Neighborhood Council Area

According to the 2010–2014 ACS, the composition of the housing stock in the Downtown Los
Angeles NCA is different from that of Los Angeles County and the cities and other NCAs in the
communities and neighborhoods impacts RSAs. As shown in Table 5-29, the Downtown Los
Angeles NCA has a higher percentage of multifamily housing units (98.22 percent) than Los
Angeles County (42.2 percent). This is not surprising given the high-density, built-out nature of
the NCA and the strong demand for real estate in downtown Los Angeles. The housing vacancy
rate is approximately 15 percent, which is higher than that of Los Angeles County (6.3 percent).
Approximately 11 percent of the housing units in the Downtown Los Angeles NCA are owneroccupied, which is lower than the county (46.4 percent) overall.
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 90.5 percent of
householders in the Downtown Los Angeles NCA moved into their residences after 2000, which
is higher than Los Angeles County overall (66.2 percent) and reflects the fact that downtown Los
Angeles has experienced a major residential building boom that started in the early 2000s.
Foreclosure data are compiled at the city and zip code level. Therefore, a foreclosure rate for the
Downtown Los Angeles NCA is not available.

5.2.3.13

Boyle Heights Neighborhood Council Area

As shown in Table 5-29, 2010–2014 ACS data indicate that the Boyle Heights NCA has a higher
percentage of multifamily housing units than Los Angeles County (8.1 percent for two to four
units, and 34.1 percent for five-plus units). The housing vacancy rate is an estimated 6.6 percent,
which is higher than that of the county (6.3 percent). Approximately 23 percent of the housing
units in Boyle Heights are owner-occupied, which is lower than Los Angeles County (46.4
percent).
As shown in Table 5-30, according to the 2010–2014 ACS, an estimated 65.1 percent of
householders in Boyle Heights moved into their residences after 2000, which is lower than that of
Los Angeles County overall (66.2 percent). Foreclosure data are compiled at the city and zip
code level. Therefore, a foreclosure rate for the Boyle Heights NCA is not available.
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5.3

Environmental Justice

As described in Section 4.2.3 of this CIA, the analysis team identified environmental justice
populations in those areas of the environmental justice RSA where the minority or low-income
population percentages is meaningfully greater than in the general population of the reference
community. Because it is inclusive of the cities within the HSR Project Section, Los Angeles
County serves as the reference community. The reference community is used to identify a
substantial presence of environmental justice communities. The environmental justice RSA is
shown on Figure 4-2 in Section 4. The relationship of the reference community to the
environmental justice RSA and HSR Build Alternative is illustrated on Figure 5-2.
The environmental justice populations identified within the environmental justice RSA were
identified and are presented below. This section first describes the location of substantial
concentrations of environmental justice populations and then summarizes the environmental
justice outreach conducted in these communities. In addition, this section describes the location
of substantial concentrations of two traditionally underserved populations: elderly populations and
LEP populations. In this section, and on Figure 5-3, Figure 5-4, and Figure 5-6, “substantial”
environmental justice populations are classified by the presence of census block groups where
the environmental justice or traditionally underserved population (minority or low-income)
percentage exceeds that of Los Angeles County (the reference community). In addition, Figure
5-4 gives a more detailed look at the race and ethnicity makeup of residents in the census block
groups within the environmental justice RSA. Appendix B, Environmental Justice Outreach Plan,
contains information regarding the methods the Authority has and will continue to utilize regarding
environmental justice outreach and engagement.

5.3.1

Reference Community Characteristics

Table 5-31 provides key environmental justice demographics for Los Angeles County (the
reference community) and the population within the environmental justice RSA. As previously
stated, elderly and LEP populations are not themselves subject to an environmental justice
determination but are presented here to further qualify the relevant communities and to be
illustrative of other historically underserved populations.
Table 5-31 Environmental Justice Reference Community and Resource Study Area
Demographic Characteristics (American Community Survey 2010–2014)
Characteristics

Reference Community
(Los Angeles County)

Environmental Justice
Resource Study Area

% population low-income

18.4

20.2

% total minority

72.8

63.6

14.0

23.4

14.3

13.3

% LEP

households1

% over 65 years

old1

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Tables: B01001, S1101, B17001, S1903, B03002, B16002, and B23025
1 These groups are not considered environmental justice populations, but they have historically been underserved and are included in the following
discussions.
LEP = limited English proficiency
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Figure 5-2 Reference Community and Environmental Justice Resource Study Area
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Figure 5-3 Minority Population in the Environmental Justice Resource Study Area
(Sheet 1 of 3)
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Figure 5-3 Minority Population in the Environmental Justice Resource Study Area
(Sheet 2 of 3)
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Figure 5-3 Minority Population in the Environmental Justice Resource Study Area
(Sheet 3 of 3)
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Figure 5-4 Race and Ethnicity in the Environmental Justice Resource Study Area
(Sheet 1 of 3)
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Figure 5-4 Race and Ethnicity in the Environmental Justice Resource Study Area
(Sheet 2 of 3)
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Figure 5-4 Race and Ethnicity in the Environmental Justice Resource Study Area
(Sheet 3 of 3)
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Figure 5-5 Low-Income Populations in the Environmental Justice Resource Study Area
(Sheet 1 of 3)
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Figure 5-5 Low-Income Populations in the Environmental Justice Resource Study Area
(Sheet 2 of 3)
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Figure 5-5 Low-Income Populations in the Environmental Justice Resource Study Area
(Sheet 3 of 3)
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Figure 5-6 Elderly Populations in the Environmental Justice Resource Study Area
(Sheet 1 of 3)
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Figure 5-6 Elderly Populations in the Environmental Justice Resource Study Area
(Sheet 2 of 3)
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Figure 5-6 Elderly Populations in the Environmental Justice Resource Study Area
(Sheet 3 of 3)
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As shown in Table 5-31, Los Angeles County has a high percentage of minority and low-income
residents. Minority residents represent 72.8 percent of the population in the reference community,
and low-income residents comprise 18.4 percent of the total population. LEP households account
for 14 percent of the reference community’s total population, and elderly residents represent
14.3 percent.
The environmental justice RSA as a whole has a higher percentage of low-income residents (20.2
percent) and LEP households (23.4 percent) compared to Los Angeles County (18.4 percent and
14.0 percent, respectively). The environmental justice RSA has a smaller percentage of the
population that is identified as minority (63.6 percent) and elderly (13.3 percent) than Los Angeles
County (72.8 percent and 14.3 percent, respectively).
Refer to Section 4.2.3 of this CIA for additional information regarding the definitions of these
environmental justice groups and the methodology used to identify environmental justice
populations.

5.3.2

Environmental Justice Populations

For this analysis, minority and low-income populations are any readily identifiable group of
minority or low-income persons who live in geographic proximity and, if circumstances warrant,
geographically dispersed/transient persons (such as migrant workers or Native Americans) who
are similarly affected by a proposed U.S. DOT program, policy, or activity.
The environmental justice populations identified within the environmental justice RSA are
presented below. These communities had a population of minority, low-income, elderly, and/or
LEP residents that exceeded the Los Angeles countywide percentage of that population.

5.3.2.1

Minority

As shown in Table 5-31, the RSA as a whole has a lower percentage of minority residents
(63.6 percent) than the reference community of Los Angeles County (72.8 percent). However,
individual areas defined by census tract block groups have higher percentages. These are
environmental justice areas.
Figure 5-3 shows the minority populations in each of the census block groups within the
environmental justice RSA. The census block groups shown in dark blue on Figure 5-3 are block
groups in which the percentage of minority population was meaningfully greater than or substantial
when compared to the average for Los Angeles County. The block groups shown in gray are block
groups where there was no measurable population (e.g., Block Group 9800.09 consists of Griffith
Park and Block Group 9800.01 consists of Hollywood Burbank Airport, both areas in which there is
no residential population). As shown on Figure 5-3, the majority of the census blocks in the RSA in
the city of Los Angeles had substantial minority populations, including Sun Valley at the north end
of the HSR Build Alternative. While most of the census blocks within 0.5 mile of the HSR Build
Alternative in the cities of Burbank and Glendale did not have substantial minority populations,
there were pockets of substantial minority populations within the RSA in these cities. There was a
cluster of substantial minority populations near downtown Burbank, west of I-5, and a smaller
cluster of substantial minority populations east of the existing railroad. There was also a sizeable
area of substantial minority populations along the eastern edge of Griffith Park. Southeast of
Griffith Park, the area within 0.5 mile of the HSR Build Alternative consisted predominantly of
substantial minority populations.
It should be noted that the minority categories described here are defined by the U.S. Census, to
which respondents self-report. In this diverse region, there are several ethnic groups
(e.g., Armenian, Arabic, Chinese, Japanese, Korean, Filipino, and Vietnamese) that may not be
individually named. The presence of Armenian churches in Burbank and Glendale (see Appendix
C for a complete list of community facilities in the communities and neighborhoods impacts RSAs),
as well as many Armenian restaurants and businesses, indicates the presence of concentrations
of Armenian populations in census tracts 3104, 3016.02, 3015.01, and 3015.02 that may be
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substantial. Such race/ethnicity minority groups may be captured within the “Other” race/ethnicity
category on Figure 5-4 or may be underrepresented.17
In the RSA as a whole, block groups without a substantial minority population outnumber block
groups with a substantial minority population (109 of 19018 and 79 of 190 block groups,
respectively). Two block groups have no residential population, as specified above.
The majority of residents in the RSA are Hispanic/Latino, but substantial populations of Asians
occur in Glendale and downtown Los Angeles, in and around the Chinatown and Little Tokyo
neighborhoods. Glendale also contains some pockets of a notable multiracial population.
Although the different race/ethnicity classifications are not treated differently in terms of effects on
environmental justice populations, this visual representation helps to identify neighborhoods and
enclaves of minority populations that may not be immediately evident based on Census data that
indicate the percentage level of minority populations within a census tract or block group only.
Some neighborhoods within the RSA have historically housed or served as places of meeting and
congregation for minority populations. Some of these neighborhoods have since become
historically designated or general points of interest. Some of the more well-known instances
within the RSA are Chinatown, located within the Historic Cultural NCA, and Little Tokyo, located
within the Downtown Los Angeles NCA. As defined by the City of Los Angeles Department of
Neighborhood Empowerment (2015), Los Angeles’ Chinatown neighborhood is generally
bounded by Stadium Way and N Broadway to the north, the Los Angeles River to the east, Cesar
Chavez Avenue/Sunset Boulevard to the south, and N Beaudry Avenue to the west. Measuring
approximately 1 square mile, the neighborhood is a business and commercial center with
residences that house a predominantly Asian and aging population.
Chinatown’s business district today is overseen by the Los Angeles Chinatown Business Council,
which is the managing entity of the Los Angeles Chinatown Business Improvement District. The
mission of the Business Improvement District is “to creatively plan, manage and facilitate the
rebirth of historic Chinatown as a multinational culturally defined, economically vibrant, and
socially engaging community” (Chinatown Los Angeles 2016). The Business Council includes
representatives from business owners, community groups, and property owners and is
responsible for area maintenance, marketing, and general revitalization efforts within the
community.
The original Los Angeles Chinatown, known as Old Chinatown, was established in 1880. It was
demolished and later relocated to its current location to make way for the construction of LAUS in
the 1930s. Chinatown’s relocation supplanted what was then a predominantly Italian-American
neighborhood; vestiges of “Little Italy” remain today, such as the Italian American Museum of Los
Angeles at 644 N Main Street and the San Antonio Winery, established in 1917 (KCET 2013).
As defined by the Little Tokyo Business Improvement District, Los Angeles’ Little Tokyo
neighborhood is generally bounded by Temple Street to the north, Vignes and Garey Streets to
the east, E Third Street to the south, and Los Angeles Street to the west. The Little Tokyo
Business Association manages the Little Tokyo Business Improvement District, the main goal of
which is to “create a positive identity for the Little Tokyo community” by strengthening
relationships, attracting and retaining business investment, and maintain the neighborhood as a
destination for work and play (Little Tokyo Business Association 2016).
The Little Tokyo neighborhood, one of only three official Japantowns in the U.S. and a
U.S. National Historic Landmark District, was first established in the late 1800s by a group of
Japanese immigrants, who referred to themselves as the “Japanese Association of Los Angeles.”
The community continued to develop and grow, and in the 1930s, the second generation of
Japanese-Americans (known as Nisei) established the Nisei Week Festival, which has since run
17

People of Middle Eastern and North African descent have historically identified themselves as White on Census forms
and may be underrespresented in Census data (Pew Research Center 2014).
One of the total 190 census block groups captured by the RSA covers Griffith Park, which does not have a population
reflected in Census data. Since this block group does not have a population reflected in Census data, it does not fall into
the categories of substantial or less than substantial. The number of populated block groups totals 190 and is used for the
purpose of this discussion.
18
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annually with only some interruptions. During World War II, internment of persons of Japanese
ancestry removed many of the residents of Little Tokyo, but many resettled in the area following
the end of the war, and Nisei Week was reestablished. Today, Little Tokyo houses a growing
residential population, along with cultural, shopping and dining, and religious destinations,
including the Japanese American Community and Cultural Center, Japanese Village Plaza, and
the Geffen Contemporary at MOCA, along with a stop on the Metro Gold Line Eastside Extension
(Little Tokyo/Arts District Station 2016).

5.3.2.2

Low-Income

The environmental justice RSA as a whole had a higher percentage of low-income residents
(20.2 percent) than the reference community of Los Angeles County (at 18.4 percent).
Figure 5-5 shows the low-income populations in each of the block groups within the
environmental justice RSA. The block groups shown in dark blue on Figure 5-5 are block groups
in which the percentage of low-income residents is meaningfully greater than or substantial when
compared to the average for Los Angeles County. Less than one-third of the area of Burbank
captured by the environmental justice RSA is made up of substantial low-income populations.
Glendale has pockets of substantial low-income populations scattered throughout the area east of
the existing railroad. South of SR 134, the low-income populations in Glendale are more
numerous and closer together. Los Angeles has a small pocket of substantial low-income
populations in Atwater Village, west of the HSR Build Alternative. South of Glendale Boulevard,
substantial low-income populations in Los Angeles are more numerous. Substantial low-income
populations are found in parts of the Downtown Los Angeles, Lincoln Heights, Greater Cypress
Park, Greater Echo Park Elysian, and Historic Cultural neighborhoods that are captured by the
RSA. Parts of Glassell Park and the northern third of the Elysian Valley Riverside neighborhood
has clusters of substantial low-income populations.
The number of census block groups in the RSA with substantial low-income populations is less
than half of the total number of block groups within the RSA (78 of 190 block groups).

5.3.2.3

Elderly

The RSA as a whole has a lower percentage of elderly residents (13.3 percent) than the
reference community of Los Angeles County (14.3 percent).
Figure 5-6 identifies the elderly populations in each of the census blocks in the environmental
justice RSA. The census block groups shown in dark blue on Figure 5-6 are block groups in
which the percentage of elderly residents is substantial when compared to the average for Los
Angeles County. Census blocks shaded in gray represent Griffith Park, which has no measurable
population.
At least half of the area of Burbank captured by the environmental justice RSA has a substantial
elderly population. In Glendale, the majority of land captured by the RSA has a substantial elderly
population. The pockets of less than substantial elderly populations are found in Castle Heights
and Grandview, as well as in the juncture of neighborhoods west of S Brand Boulevard and south
of W Chevy Chase Drive.
In Los Angeles, substantial elderly populations are found east of Griffith Park in much of Atwater
Village and the Fletcher Square area. The areas directly east of the Downtown Los Angeles and
Historic Cultural NCAs also has predominantly elderly residents, along with the lower half of the
Elysian Valley Riverside NCA and pockets of the Glassell Park, Greater Cypress Park, and
Lincoln Heights NCAs.
The number of census block groups in the RSA that has a substantial elderly population is
greater than the number of census block groups in the RSA that does not have a substantial
elderly population (106 of 190 and 82 of 190, respectively).
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5.3.2.4

Limited English Proficiency

The RSA as a whole has a higher percentage of LEP households (23.4 percent) than the
reference community of Los Angeles County (14.0 percent).
Figure 5-7 identifies the LEP households in each of the census block groups within the
environmental justice RSA. The census block groups shown in dark blue on Figure 5-7 are those
census block groups in which the percentage of LEP households is substantial when compared to
the average for Los Angeles County. Again, low-population-density census block groups are
shown in gray. Burbank and Glendale both has substantial LEP populations located within the
RSA, but substantial LEP populations are particularly dominant in the RSA within the city of Los
Angeles.
In Burbank, the majority of the area captured by the RSA is home to a substantial LEP population.
Also, in Sun Valley, the majority of the area captured by the RSA is home to a substantial LEP
population. Most of the area within the RSA in Glendale also has a substantial LEP population, and
most of these substantial populations are located along the HSR Build Alternative. In Los Angeles,
all the areas immediately surrounding the HSR Build Alternative are home to substantial LEP
populations, including approximately half of the Sun Valley NCA to the north. The Lincoln Heights,
Greater Cypress Park, and Historic Cultural NCAs also has substantial LEP populations within the
RSA. Much of Glassell Park, the portion of Greater Echo Park covered by the RSA, and smaller
portions of Atwater Village also contain substantial LEP populations.
Substantial LEP populations are identified in the majority of census block groups within the
environmental justice RSA (123 of 190 block groups).

5.3.3

Environmental Justice Engagement and Documentation

Laws, regulations and orders pertaining to environmental justice populations are listed in Section
3.1 of this CIA. The Authority requires that for each HSR project section, an environmental justice
outreach plan be developed in support of the Draft EIR/EIS (see Appendix B). The outreach plan
serves to accomplish several things:


Summarizes demographics in the RSA



Identifies environmental justice advocacy and community group stakeholders



Describes a strategy for reaching out to, engaging, and gathering input from environmental
justice populations



Identifies specific outreach methods, especially to the high percentages of the population in
certain areas that are LEP



Lists the sources of documentation for the environmental justice outreach effort

The general framework for each outreach plan is the same among project sections, lending itself
to a consistent environmental justice outreach effort throughout the entire length of the HSR
corridor. However, the contents of each outreach plan is customized and tailored to the needs of
the individual communities within the respective RSA. The outreach plan also serves to assist the
Authority so that issues and comments received during outreach activities are properly addressed
in the EIR/EIS process.
During the environmental justice engagement process, the Authority, through its coordination with
community groups, has confirmed the demographic information relating to the minority, lowincome, LEP, and elderly populations living within the environmental justice RSA, as presented in
Section 5.3.2. Also, during the environmental justice engagement process, an effort has been
made to identify any community resources (e.g., gathering places, community services). No such
community resources have been identified as of January 2019.

May 2020
Page | 5‐48

California High‐Speed Rail Project Environmental Document
Burbank to Angeles Project Section Community Impact Assessment

Section 5 Affected Environment

Figure 5-7 Limited English Proficiency Households in Environmental Justice Resource
Study Area
(Sheet 1 of 3)
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Figure 5-7 Limited English Proficiency Households in Environmental Justice Resource
Study Area
(Sheet 2 of 3)
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Figure 5-7 Limited English Proficiency Households in Environmental Justice Resource
Study Area
(Sheet 3 of 3)

California High‐Speed Rail Project Environmental Document
Burbank to Los Angeles Project Section Community Impact Assessment

May 2020
Page | 5‐51

Section 5 Affected Environment

Other opportunities to gain a better understanding of the environmental justice effects would
include city council meetings, stakeholder working groups, public information meetings, informal
community groups, group briefings, and opportunities to comment during the public hearings as
part of the Draft EIR/EIS process.
The project team also conducts regular stakeholder working group meetings within the HSR
project section over the course of the environmental review process as a key venue for
collaborative problem solving, information sharing, and feedback. Environmental justice
organizations would be identified for participation in each stakeholder working group.
Table 5-32 contains a list of key environmental justice stakeholder outreach meetings and events,
including some targeted toward environmental justice stakeholders, that were held from August
2015 through December 2018. Planned outreach for the remainder of the EIR/EIS process
includes continued stakeholder working group meetings, community open house meetings,
quarterly one-on-one briefings with county and local elected officials, e-blast updates, and
stakeholder briefings. Public comments during the outreach process were collected by the
outreach team, and issues and concerns were captured in an appendix of Chapter 5,
Environmental Justice, in the Draft EIR/EIS.
Table 5-32 Burbank to Los Angeles Project Section Environmental Justice Targeted
Outreach Activity (August 2015–December 2018)
Date

Outreach Activity

August 3, 2015
November 3, 2015
November 10, 2015
November 16, 2015
November 19, 2015
December 16, 2015
January 28, 2016
March 8, 2016
March 17, 2016
March 31, 2016
April 6, 2016
April 24, 2016
April 30–May 1, 2016
June 2, 2016
June 12, 2016
July 13, 2016
July 21, 2016
July 30–31, 2016
August 13, 2016
September 17–18, 2016
November 29, 2016
December 1, 2016
December 5, 2016
December 6, 2016
January 12, 2017
March 2, 2017

Glendale Concert in the Park
Stakeholder Working Group
Downtown Los Angeles Open House
Glendale Open House
Cypress Park Open House
Chinatown Business Improvement District
Chinatown Business Improvement District Board—Presentation
Greater Cypress Park Neighborhood Council Meeting
Elysian Park Riverside Neighborhood Council Meeting
Los Angeles Union Station Master Plan Community Meeting—Information Booth
Glendale/Los Angeles River/Downtown LA Stakeholder Working Group Meeting #2
Fiesta Broadway—Information Booth
Glendale Earth Day—Information Booth
Link US Scoping Meeting and Open House—Information Booth
Los Angeles River Ride—Information Booth
Elysian Valley Neighborhood Watch—Briefing
Lincoln Heights Neighborhood Council—Speakers Bureau
Central Avenue Jazz Festival—Information Booth
LA River Frogtown Art Walk—Information Booth
Mexican Independence Day—Fiestas Patrias
Open House—Burbank
Open House—Glendale
Open House—Downtown Los Angeles
Open House—Cypress Park
Downtown LA Women’s Center (LA Central Providers Collaboration Meeting)
Super A Foods—Information Table
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Date

Outreach Activity

March 25, 2017
March 25, 2017
March 27, 2017
March 27, 2017
March 29, 2017
April 19, 2017
April 26, 2017
April 30, 2017
July 15–July 16, 2017
July 28, 2017
April 19, 2018
September 5, 2018
September 6, 2018
September 17, 2018
October 11, 2018
October 18, 2018
November 2, 2018
November 13, 2018
November 19, 2018
December 7, 2018
December 17, 2018

16th Annual Cesar Chavez Celebration
Grade Separation Information Meeting—Sonora/Grandview/Flower #1
Sotomayor Learning Academies (Los Angeles Unified School District) Briefing
Grade Separation Workshop Meeting #2—Chevy Chase/Goodwin
Grade Separation Workshop Meeting #3—Sonora/Grandview/Flower #2
Los Feliz Charter School for the Arts—Briefing
Seneca Street Neighborhood in Atwater Village Neighborhood Council—Presentation
Fiesta Broadway—Information Booth
Lotus Festival—Information Booth
Alliance Tennenbaum Family Technology High School—Information Booth
Spring Green Expo—Information Booth
Community Open House—Burbank
Community Open House—Glendale/Atwater Village
Community Open House/Live Webcast—Downtown Los Angeles (English/Spanish)
Atwater Village Neighborhood Council—Briefing
Lincoln Heights Neighborhood Council—Presentation
City of Los Angeles—Briefing
Greater Cypress Park Neighborhood Council Presentation
Alliance of River Communities—Briefing
Glendale Community Center—Information Booth
Rio de Los Angeles State Park—Information Booth

Materials have and will be made available to attendees at the various public meetings and
events, and would include project fact sheets, welcome sheets, comment cards, and graphic
displays. All materials provided, along with meeting advertisements, will be translated as
appropriate and consistent with the Authority’s LEP requirements, in addition to having translation
services present at meetings.
In addition to meetings with the general public, the project team will also identify on-the-ground
opportunities to further engage and interact with low-income and minority populations. These
opportunities will be noticed and scheduled in advance to provide for maximum engagement. The
materials presented at these opportunities will be tailored for low-income and minority populations
and presented in a way that is easily distributed to their constituents or communities (including,
but not limited to, newsletters and community news items).
Specific environmental justice outreach efforts taking place as part of the HSR Build Alternative
planning process include providing meeting notices to environmental justice interest groups;
listing advertisements in Spanish, Korean, and Vietnamese-language newspapers; posting
meeting notices in English and Spanish at community facilities that serve low-income and
minority populations; and providing a telephone number to call for information in Spanish. The
outreach efforts also include providing interpreters and informational materials at public hearings
and meetings in Arabic, Armenian, Chinese, Japanese, Korean, Spanish, Tagalog, and
Vietnamese, as appropriate and per location-specific needs. Refer to Appendix B, Environmental
Justice Outreach Plan, for further details on why these languages were selected and how
location-specific needs were determined. Meeting materials provide contact information for those
with special needs to allow them to make necessary arrangements.
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5.4

Local Economy

5.4.1
5.4.1.1

Employment
Region

This section provides a general economic overview of Los Angeles County and a broad
discussion of business activities, employment, and fiscal conditions. The region comprises eight
distinct economic subregions, each with an individualized economic focus (Los Angeles County
Economic Development Corporation):









The Antelope Valley (aerospace, manufacturing)
Central Los Angeles (finance, tourism, entertainment)
The Gateway Cities (international trade)
The San Fernando Valley (entertainment)
The San Gabriel Valley (education, healthcare, technology)
The Santa Clarita Valley (high tech, biomedical, manufacturing)
The South Bay (global telecom, aerospace, automotive)
The Westside (entertainment, high tech, digital media)

Historically, due to a reliable water supply and a coastal valley climate, the Los Angeles County
region became ideal for growing crops. The San Fernando Valley subregion in particular was
considered an “agricultural gem.” The regional economy was driven by farming and agricultural
industries. The agricultural output led to other industries such as canning companies, a fruit
growers’ association, and fruit preservers.
After World War II, suburbs and industry grew and agricultural land gave way to development.
The economy in the region began to diversify. The region has been a predominantly urbanized
community with a variety of commercial and industrial uses. The region represents a dynamic,
multicultural economy with a diverse workforce and top universities and colleges throughout.
The region is currently the entertainment, manufacturing, and international trade capital of the
U.S. With nearly $544 billion in annual output, the region ranks among the world’s largest
economies.
Table 5-33 presents the number of employed and unemployed persons in the region and the
unemployment rate, according to preliminary data issued by the EDD for November 2017. Major
employers in Los Angeles County include the County of Los Angeles, LAUSD, the City of Los
Angeles (including the Department of Water and Power), and the University of California, Los
Angeles. As shown in Table 5-33, the region’s unemployment rate is 4.1 percent, which is similar
than that of California (4.0 percent).
Table 5-33 State and Regional Unemployment (November 2017)
Location
California
Los Angeles County

Total Labor
Force
19,344,400
5,152,800

No. of
Employed
18,568,900
4,940,200

No. of
Unemployed
775,500
212,600

Unemployment
Rate (%)
4.0
4.1

Source: State of California Employment Development Department, Preliminary data, not seasonally adjusted, November 2017
Data may appear to not add up correctly due to rounding. The unemployment rate is calculated using unrounded data. The Employment
Development Department does not provide labor market data at the neighborhood level.
No. = number

Table 5-34 summarizes employment by industry in the region. As shown in Table 5-34,
Educational Services, and Health Care and Social Assistance is the region’s largest industry
sector in terms of employment (20.7 percent), followed by Professional, Scientific, and
Management, and Administrative and Waste Management Services (12.3 percent).
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Table 5-34 Regional Employment by Industry (2010–2014 American Community Survey)
Industry

Los Angeles County

Agriculture

23,848
(0.5%)
256,082
(5.6%)
478,309
(10.5%)
164,278
(3.6%)
487,221
(10.7%)
238,160
(5.2%)
198,576
(4.4%)
286,493
(6.3%)
560,301
(12.3%)
943,128
(20.7%)
478,191
(10.5%)
284,924
(6.3%)
149,135
(3.3%)
4,548,646

Construction
Manufacturing
Wholesale Trade
Retail Trade
Transportation, Warehousing, and Utilities
Information
Financial Activities
Professional and Business Services
Educational and Health Services
Leisure and Hospitality
Other Services
Public Administration
Total

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table DP03

Based on a review of recent aerial imagery and photos taken at the street level, it is estimated
that approximately 2,400 businesses are in the communities and neighborhoods impacts RSAs.

5.4.1.2

Cities

City of Burbank
As shown in Table 5-35, the city of Burbank’s unemployment rate in November 2017
(3.4 percent) is lower than those of the region (4.1 percent) and the state (4.0 percent).
As shown in Table 5-36, Educational and Health Services is the city’s largest industry sector in
terms of employment (20.5 percent), followed by the Information sector (13.8 percent). Major
employers in Burbank include Warner Bros. Entertainment, Inc., The Walt Disney Company,
Providence Saint Joseph Medical Center, and Hollywood Burbank Airport.
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Table 5-35 City Unemployment (November 2017)
Location

Total Labor
Force

No. of
Employed

No. of
Unemployed

Unemployment
Rate (%)

City of Burbank
City of Glendale
City of Los Angeles

59,400
104,000
2,075,900

57,500
99,800
1,985,000

2,000
4,100
90,800

3.4
4.0
4.4

Source: State of California Employment Development Department, Preliminary data, not seasonally adjusted, www.labormarketinfo.edd.ca.gov/
msa/lalb.html, November 2017
Data may appear to not add up correctly due to rounding. The unemployment rate is calculated using unrounded data. The Employment
Development Department does not provide labor market data at the neighborhood level.
No. = number

Table 5-36 City Employment by Industry (2010–2014 American Community Survey)
Industry

City of
Burbank

City of
Glendale

City of Los
Angeles

Agriculture

65
(0.1%)
1,710
(3.2%)
4,190
(7.8%)
1,040
(1.9%)
5,040
(9.4%)
1,968
(3.7%)
7,407
(13.8%)
3,973
(7.4%)
6,848
(12.8%)
10,952
(20.5%)
5,684
(10.6%)
3,016
(5.6%)
1,633
(3.1%)
53,526

166
(0.2%)
4,343
(4.8%)
6,867
(7.6%)
2,625
(2.9%)
10,349
(11.4%)
4,176
(4.6%)
5,205
(5.7%)
6,927
(7.6%)
11,451
(12.6%)
21,416
(23.6%)
8,136
(9%)
5,837
(6.4%)
3,154
(3.5%)
90,652

9,318
(0.5%)
109,370
(6.0%)
162,006
(8.9%)
52,362
(2.9%)
189,844
(10.4%)
73,389
(4.0%)
105,732
(5.8%)
115,032
(6.3%)
250,345
(13.8%)
358,042
(19.7%)
221,904
(12.2%)
131,106
(7.2%)
42,130
(2.3%)
1,820,580

Construction
Manufacturing
Wholesale Trade
Retail Trade
Transportation, Warehousing, and
Utilities
Information
Financial Activities
Professional and Business
Services
Educational Services, and Health
Care and Social Assistance
Leisure and Hospitality
Other Services
Public Administration
Total

Source: U.S. Census Bureau, 2010–2014 American Community Survey, Table DP03

The existing rail corridor passes through the city of Burbank in the northwest-to-southeast
direction. Existing businesses along either side of the existing rail corridor in the city of Burbank
include a diverse mix of industrial, retail, entertainment and media sales, and service-oriented
businesses. Approximately 200 to 250 businesses are situated within 700 feet of the existing rail
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corridor in Burbank. Along Lake Street and S Flower Street, there are predominantly industrial
businesses, including machine shops and contractors, wholesale retailers, automotive repair
services, self-storage facilities, and businesses that provide media, marketing, and production
and post-production services for the television and film industry. Additionally, there is a small
commercial center at the intersection of E Alameda Avenue/S San Fernando Boulevard.
City of Glendale
As shown in Table 5-35, the city of Glendale’s unemployment rate in November 2017
(4.0 percent) is similar to those of the region (4.1 percent) and the state (4.0 percent).
As shown in Table 5-36, Educational Services, and Health Care and Social Assistance is the
city’s largest industry sector in terms of employment (23.6 percent), followed by the Professional
and Business Services sector (12.6 percent). Major employers in Glendale include The Walt
Disney Company, DreamWorks Studios, and Glendale Memorial Hospital and Health Center.
The existing rail corridor passes through the city of Glendale in a northwest-to-southwest
direction. Existing businesses along either side of the existing corridor include a diverse mix of
industrial and commercial businesses. Approximately 900 to 1,000 businesses are located within
700 feet of the existing rail corridor in the city of Glendale. West Glendale has two commercial
areas along San Fernando Road and W Glenoaks Boulevard. There are also mixed industrial
uses in this area, including furniture warehouses, wholesale retailers, and automotive repair
services. South Glendale also has a mix of industrial and commercial businesses. Along San
Fernando Road, businesses are primarily industrial and include automotive repair services, selfstorage facilities, and industrial complexes. Businesses along S Brand Boulevard are primarily
commercial and include numerous new and used car dealerships.
City of Los Angeles
As shown in Table 5-35, the city of Los Angeles’ unemployment rate in November 2017
(4.4 percent) is higher than that of the region (4.1 percent) and the state (4.0 percent).
As shown in Table 5-36, Educational Services, and Health Care and Social Assistance is the
city’s largest industry sector in terms of employment (19.7 percent), followed by the Professional,
Scientific, and Management, and Administrative and Waste Management Services sector (13.8
percent). Major employers in the city include the County of Los Angeles, LAUSD, the City of Los
Angeles (including the Department of Water and Power), and the University of California, Los
Angeles.
The existing rail corridor is positioned in northeastern Los Angeles in the northwest-to-southeast
direction. Existing businesses along either side of the existing rail corridor through the city of Los
Angeles include a diverse mix of industrial and commercial businesses. Approximately 1,100 to
1,400 businesses are located within 700 feet of the existing rail corridor in the city of Los Angeles.
Due to the immense diversity and scale of Los Angeles, business characteristics are discussed at
the community level in the following section in greater detail.

5.4.1.3

Communities

The focus of the descriptions below is for the 0.5-mile area that is more likely to be impacted by
construction or operation of the project.
Sun Valley Neighborhood Council Area
Existing businesses within 0.5 mile of the existing rail corridor are predominantly industrial but
also include a mix of retail and auto-related businesses. The majority of businesses are situated
along San Fernando Road, from Cohasset Street in the southeast to Ledge Avenue in the
northwest and west of Lockheed Drive.
Los Feliz Neighborhood Council Area
The existing rail corridor is within 0.5 mile of the Los Feliz NCA’s northwestern edge. The
predominant land use in this area is open space.
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Atwater Village Neighborhood Council Area
Approximately 200 to 250 businesses occur within 700 feet of the existing rail corridor. On the
north end of the NCA, the existing businesses along either side of the existing rail corridor are
predominantly industrial. Situated along W San Fernando Road, these businesses include
wholesale retailers, industrial complexes, and warehouses. South of that, there are two small
commercial areas along Los Feliz Boulevard and Glendale Boulevard. Businesses in the vicinity
include cafés and restaurants, retail shops, beauty salons and barber shops, thrift stores, and
professional offices.
Glassell Park Neighborhood Council Area
Existing businesses along the eastern side of the existing rail corridor are predominantly industrial
but also include a mix of retail and service-oriented businesses. Approximately 150 to 200
businesses are within 700 feet of the existing rail corridor. These businesses include wholesale
retailers, auto body centers, used car lots, fast-food and fast-casual dining, grocery stores, and
self-storage facilities. The majority of the nearby businesses are situated along San Fernando
Road, from Tyburn Street in the northeast to Division Street in the southwest.
Arroyo Seco Neighborhood Council Area
The existing rail corridor is greater than 0.5 mile away from the Arroyo Seco NCA’s southwestern
edge. Therefore, no businesses within the Arroyo Seco NCA are located near the existing rail
corridor.
Silver Lake Neighborhood Council Area
The existing rail corridor is greater than 0.5 mile away from the Silver Lake NCA’s northeastern
edge. Therefore, no businesses within the Silver Lake NCA are located near the existing rail
corridor.
Elysian Valley Riverside Neighborhood Council Area
Existing businesses along the western side of the existing rail corridor are predominantly
industrial. Approximately 50 to 100 businesses are within 700 feet of the existing rail corridor.
These businesses include manufacturing centers, distribution centers, and self-storage facilities.
The majority of the nearby businesses are situated along Ripple Street from Fletcher Drive to
Glenview Avenue, as well as directly adjacent to the existing rail corridor.
Greater Echo Park Elysian Neighborhood Council Area
The predominant land use in this area is open space; therefore, only 5 to 10 businesses are within
700 feet of the existing rail corridor. These businesses include a theatre company and professional
offices. Additionally, Chavez Ravine and Dodger Stadium fall within the RSA boundaries.
Greater Cypress Park Neighborhood Council Area
Existing businesses along the eastern side of the existing rail corridor are a diverse mix of
industrial and commercial uses. Approximately 150 to 200 businesses are within 700 feet of the
existing rail corridor. The majority of the industrial businesses in the RSA are situated along N
San Fernando Road, from Division Street in the north to N Figueroa Street in the south. These
businesses include distribution centers, stone and metal fabricators, manufacturing centers, used
car lots, and automotive repair services. In addition, there is a predominantly commercial area
located along N Figueroa Street. The existing rail corridor is near businesses such as fast-food
and casual restaurants, grocery stores, gas stations, retail, beauty salons and barber shops, and
tattoo studios.
Historic Cultural Neighborhood Council Area
Existing businesses along the western side of the existing rail corridor are predominantly
commercial but also include mixed industrial uses. Approximately 350 to 400 businesses are
within 700 feet of the existing rail corridor. Chinatown, a vibrant commercial center, is located
within this NCA. Olvera Street, a popular outdoor marketplace, is also situated here within the
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Plaza District, which is a cultural center known for its historic buildings and monuments.
Commercial businesses near the existing rail corridor include retail shops, restaurants, bakeries,
markets, hotels and motels, personal services, professional services, and offices. In addition,
there is a small industrial area located along N Spring Street that has mostly distribution-related
businesses, particularly having to do with food products.
Lincoln Heights Neighborhood Council Area
Existing businesses along the eastern side of the existing rail corridor are predominantly
industrial. Approximately 200 to 250 businesses are within 700 feet of the rail corridor. These
businesses are positioned on the western side of the NCA and include distribution centers,
manufacturing centers, storage yards, towing yards, automotive repair services, and some
professional offices. The San Antonio Winery, a Los Angeles Historic-Cultural Monument, is
located in this area. In addition, there is a small commercial area located where N Spring Street
turns into N Broadway. The existing rail corridor is near businesses such as restaurants, markets,
gas stations, retail shops, beauty salons and barber shops, and tattoo studios.
Downtown Los Angeles Neighborhood Council Area
There are no businesses within the Downtown Los Angeles NCA that are located within 700 feet
of the existing rail corridor.
Boyle Heights Neighborhood Council Area
Existing businesses along the eastern side of the existing rail corridor are predominantly
industrial. Approximately 200 to 250 businesses are within 700 feet of the rail corridor. These
businesses are positioned on the western side of the Boyle Heights neighborhood and include
distribution centers, manufacturing centers, storage yards, towing yards, automotive repair
services, and some professional offices.

5.4.2

Fiscal Conditions

Table 5-37 presents the total revenues collected by the County of Los Angeles and each of the
cities in the communities and neighborhoods impacts RSAs in Fiscal Year 2014–2015, including
a breakout of the property and sales tax revenues collected by the county and those cities. Los
Angeles County has total revenues of over $22 billion, with the City of Los Angeles not far behind,
at total revenues of over $14 billion.
Table 5-37 Local Government Revenues in the Burbank to Los Angeles Project Section
(Fiscal Year 2014–2015)
Jurisdiction

Property Tax
Revenue

Sales Tax
Revenue

Total Revenue

Los Angeles County1

$5,553,336,000

$99,690,000

$22,019,523,000

City of Burbank2

$32,936,000

$31,657,000

$494,329,000

City of Glendale3

$50,883,000

$36,330,000

$599,075,000

City of Los Angeles4

$1,782,124,000

$541,844,000

$14,183,222,000

Sources:

Los Angeles County, Comprehensive Annual Financial Report, Fiscal Year Ended June 30, 2015,
http://ceo.lacounty.gov/pdf/portal/CAFR%202015.pdf, accessed June 22, 2016
2 City of Burbank, Comprehensive Annual Financial Report for the Fiscal Year Ended June 30, 2015,
www.burbankca.gov/home/showdocument?id=34316, accessed June 22, 2016
3 City of Glendale, Comprehensive Annual Financial Report for the Fiscal Year Ended June 30, 2015,
www.glendaleca.gov/government/departments/finance/accounting/cafr-2015, accessed June 22, 2016
4 City of Los Angeles Comprehensive Annual Financial Report for the Fiscal Year Ended June 30, 2015,
https://d3n8a8pro7vhmx.cloudfront.net/controllergalperin/pages/318/attachments/original/1454723577/
FY15_CAFR_final.pdf?1454723577, accessed June 22, 2016
All information is for Fiscal Year 2014–2015.
1
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5.4.3

School District Funding

Funding for California’s K–12 public schools comes primarily from the state budget (60 percent),
with local property taxes (23 percent) and the federal government (10 percent) as the other
significant contributors. Each school district has its own particular combination of federal, state,
and local sources. The amount depends on the average number of students attending district
schools during the year (typically referred to as the ADA), the general-purpose money the district
receives for each student, and the support for specific programs for which it qualifies (typically
referred to as categorical aid) (EdSource 2009). While it typically represents a smaller share of
school district funding in comparison to other funding sources, property tax revenue plays an
important role in the school district funding picture.
The RSAs for communities and neighborhoods impacts include portions of three school districts
that provide school services from kindergarten through high school. Table 5-38 lists the school
districts that are partially within the indirect impacts RSA for populations and communities, the
cities and communities served by those school districts, the ADA during the 2014–2015 school
year, and the total revenue received by each school district during Fiscal Year 2014–2015, with a
breakout of the revenues derived from property tax and ADA funding sources. Figure 5-8 shows
the boundaries of these school districts in relation to the RSAs for communities and
neighborhoods impacts.
Table 5-38 School Districts in the Burbank to Los Angeles Project Section (Fiscal Year
2014–2015)
School District

City Within
School
District

ADA

ADA-Based
Revenue1

Total Property
Tax Revenue2

Total Revenue3

Burbank Unified School District

Burbank

14,745

$54,408,050

$35,141,155

$130,012,530

Glendale Unified School District

Glendale

25,155

$90,856,578

$55,959,763

$241,689,737

Los Angeles Unified School
District

Los Angeles

516,451

$3,136,074,287

$872,519,096

$6,420,068,851

Source: California Department of Education, www.ed-data.org/, accessed June 24, 2016
All information is for Fiscal Year 2014–2015.
1 Includes revenues allocated to local school districts from the state based on ADA per Education Code Section 42238.
2 Includes revenues derived from local property taxes.
3 Total revenues include revenues derived from Local Control Funding Formula sources and federal, other state, and other local revenues.
ADA = average daily attendance
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Figure 5-8 School District Boundaries
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5.5

Public Services and Facilities

5.5.1

Region

Of primary concern for the socioeconomics, communities, and environmental justice analyses are
the locations of public buildings; public safety, fire, and police stations; medical services; schools,
places of worship; and parks. In addition to the amenities that give the various communities in the
region their unique sense of place, some amenities may be viewed as more regional in nature.
Refer to Section 5.4.1 for a description of the region as discussed here.
The region is one of oldest and largest counties in California. Los Angeles County provides
numerous public services, including law enforcement, tax collection, public health protection,
public social services, elections, and flood control. The county owns 178 local, community, and
regional parks; wildlife sanctuaries; golf courses; lakes; gardens; nature centers; and cultural
venues, including the John Anson Ford Amphitheatre and the world-famous Hollywood Bowl.
There are also numerous state-operated public services and facilities (e.g., university campuses
and medical facilities) in Los Angeles County as a whole. In addition, Los Angeles International
Airport (LAX) is located within Los Angeles County. LAX is a commerce leader and designated as
a world-class airport for its convenient location, modern facilities, and superior sea/air/land
connections.
Key public service locations and community facilities were identified within Los Angeles County.
These facilities include emergency facilities (fire stations, police stations, and correctional
facilities); educational facilities (early childhood centers, public and private schools, and adult
education facilities); medical facilities (hospitals and facilities for seniors); and libraries, museums,
parks and recreational facilities, postal facilities, homeless shelters, places of worship, and
generally accessible public facilities. A map of all of the public services and facilities within the
communities and neighborhoods impacts RSAs is provided on Figure 5-9. A table outlining all of
the public and community facilities within the RSAs is provided in Appendix C.
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Figure 5-9 Community Facilities
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Figure 5-9 Community Facilities
(Sheet 2 of 8)
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Figure 5-9 Community Facilities
(Sheet 3 of 8)

California High‐Speed Rail Project Environmental Document
Burbank to Los Angeles Project Section Community Impact Assessment

May 2020
Page | 5‐65

Section 5 Affected Environment

Figure 5-9 Community Facilities
(Sheet 4 of 8)
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Figure 5-9 Community Facilities
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Figure 5-9 Community Facilities
(Sheet 6 of 8)
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Figure 5-9 Community Facilities
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Figure 5-9 Community Facilities
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5.5.2
5.5.2.1

Cities
City of Burbank

The city of Burbank is approximately 12 miles northwest of the center of Los Angeles County and
only a few miles northeast of Hollywood. Aviation and entertainment businesses moved to the city
in the mid-1920s due to the proximity to Hollywood and the available space. Burbank is home to
the headquarters of numerous media and entertainment companies. The city is also home to
Hollywood Burbank Airport; the airport serves the Los Angeles area, including the cities of
Glendale and Pasadena, and the San Fernando Valley. Hollywood Burbank Airport is the only
airport in the greater Los Angeles area with a direct rail connection to downtown Los Angeles.
About 40 public services and facilities are located within the communities and neighborhoods
indirect impacts RSAs in the city of Burbank. A single public high school, Burbank Unified School
District Community Day School, is located within the RSAs. Additionally, two elementary-level
private charter schools are in the RSAs: Little Angels Academy Burbank Inc. and Scholars
Preparatory School.

5.5.2.2

City of Glendale

The city of Glendale is the fourth-largest city in Los Angeles County and is located at the center of
the county. The city of Glendale is surrounded by Southern California’s leading commercial
districts. Glendale is also one of Southern California’s leading office markets, featuring a wide
range of properties and amenities. The city of Glendale has more than 6 million square feet of
office space and is home to such recognized firms as Walt Disney Imagineering, Nestle USA,
IHOP/Applebee’s, DreamWorks, LegalZoom, and Public Storage.
Thirty public facilities have been identified within the indirect communities and neighborhoods
impacts RSA in the city of Glendale. These facilities include schools, parks and park facilities,
places of worship, general public facilities (such as transportation centers), a public library, a
hospital, and a homeless shelter.
Seven schools were identified within the indirect communities and neighborhoods impacts RSA,
These include one public high school (College View of Glendale) and five public elementary
schools (Benjamin Franklin Elementary School, Cerritos Elementary School, Mark Keppel
Elementary School, Thomas Edison Elementary School, and Thomas Jefferson Elementary
School).

5.5.2.3

City of Los Angeles

The city of Los Angeles is the largest city in Los Angeles County and in California. Due to the
large and diverse neighborhoods in the city, a total of 95 neighborhood councils were developed
within the city limits to promote more citizen participation in government and make government
more responsive to local needs. The city of Los Angeles serves as one of the main cultural,
economic, and service hubs in Los Angeles County. It offers a wide array of amenities compared
with the smaller cities and communities in Los Angeles County. These amenities include a
convention center, art and cultural facilities, art museums, a natural history museum, theaters and
music venues, a downtown historic district, sports venues, parks and recreation resources,
universities and colleges, libraries, community centers, public safety facilities, hospitals and
medical facilities, and religious facilities. The city of Los Angeles has its own professional
baseball, basketball, soccer, football, and hockey teams. The city is home to Los Angeles
Memorial Sports Arena and Los Angeles Memorial Coliseum. The City of Los Angeles maintains
7 public golf courses and 444 park sites offering a variety of recreation resources, as well as
miles of biking and hiking trails.
The city of Los Angeles is home to several major university campuses, including the University of
Southern California; the University of California, Los Angeles; California State University, Los
Angeles; and California State University, Dominguez Hills.
Community facilities within the city of Los Angeles and within the indirect impacts RSA that do not
fall within one of the NCAs discussed below include seven schools (including LAUSD elementary,
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span,19 and high schools, as well as private or charter schools), several homeless shelters and
facilities, four parks or recreational centers, one hospital (White Memorial Medical Center), and
six places of worship.
Figure 5-9 shows community facilities within the RSAs, including the cities of Burbank, Glendale,
and Los Angeles.

5.5.3
5.5.3.1

Communities
Sun Valley Neighborhood Council Area

Sun Valley is a neighborhood in the San Fernando Valley region of the city of Los Angeles,
California. There are three recreation centers in Sun Valley, one of which is a historic site—the
Stonehurst Recreational Center Building. Additionally, the neighborhood has 13 public schools
operated by LAUSD (including two public high schools), as well as 4 privately operated schools.

5.5.3.2

Los Feliz Neighborhood Council Area

Many unique and widely recognized landmarks are within this NCA, such as the Los Angeles
Zoo, Griffith Observatory Park, and the Hollywood sign. Community facilities within the indirect
impacts RSA that fall within the Los Feliz NCA include Griffith Park and the Griffith Recreation
Center.

5.5.3.3

Atwater Village Neighborhood Council Area

Community facilities within Atwater Village include three schools, two parks, one public facility, a
library, and a post office. LAUSD operates the Atwater Avenue and Glenfeliz Boulevard
Elementary School; additionally, Holy Trinity Elementary School is a privately operated school in
the NCA. Glenhurst Park and Chevy Chase Park and Recreation Center (a public facility) are
within Atwater Village. The Atwater Village Branch of the Los Angeles Public Library System and
Griffith Station Post Office are also community facilities within the NCA.

5.5.3.4

Arroyo Seco Neighborhood Council Area

There are several parks and recreation facilities within Arroyo Seco. Also, LAUSD operates three
schools within the NCA, including a junior high school and a magnet school. However, there are
no community facilities within Arroyo Seco that fall within the indirect impacts RSA.

5.5.3.5

Glassell Park Neighborhood Council Area

Community facilities within the Glassell Park NCA include a fire station, a recreation center and
park, and 10 publicly and privately administered schools. Additionally, several places of worship
occur within the NCA, including Chinese Baptist and Roman Catholic congregations.

5.5.3.6

Silver Lake Neighborhood Council Area

There are no community facilities within the Silver Lake NCA that fall within the indirect impacts
RSA.

5.5.3.7

Elysian Valley Riverside Neighborhood Council Area

Community facilities within the Elysian Valley Riverside NCA include Dorris Place Elementary
School, and the Elysian Valley Recreation Center.

5.5.3.8

Greater Echo Park Elysian Neighborhood Council Area

The Greater Echo Park Elysian NCA encompasses Elysian Park and its attendant public facilities.
Dodger Stadium, a private organization but a large, publicly accessible facility, falls within the
Greater Echo Park Elysian NCA. There is a police/sheriff station within the communities and
neighborhoods indirect impacts RSA in this NCA.
19

A span school is a school that spans multiple levels (elementary and middle, middle and high, or elementary through
high school).
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5.5.3.9

Greater Cypress Park Neighborhood Council Area

The Greater Cypress Park NCA consists mostly of residential uses but includes Rio de Los
Angeles State Park as well as other recreational facilities. Community facilities within the NCA
include a fire station, a library, a police/sheriff station, four publicly and privately administered
schools, and places of worship, including Roman Catholic congregations.

5.5.3.10

Historic Cultural Neighborhood Council Area

The Historic Cultural NCA consists of six historic communities—the Arts District, Chinatown, El
Pueblo, Little Tokyo, Solano Canyon, and Victor Heights—around the original center of the city of
Los Angeles. The NCA has a number of public facilities, but those falling within the indirect
impacts RSA include six publicly and privately administered schools, several museums, three
medical facilities, two parks, two police/sheriff stations, and one fire station. There are several
places of worship, including Christian and Buddhist congregations. Additionally, there are three
postal facilities, as well as LAUS.

5.5.3.11

Lincoln Heights Neighborhood Council Area

The Lincoln Heights NCA is a diverse community offering recreational and athletic facilities to its
residents. The NCA encompasses a number of public facilities. Public facilities within the indirect
impacts RSA include nine publicly and privately administered schools, one park, and one fire
station, as well as several places of worship that serve the population, including Buddhist and
Christian congregations.

5.5.3.12

Downtown Los Angeles Neighborhood Council Area

The Downtown Los Angeles NCA is the civic, cultural, and commercial heart of the city of Los
Angeles. The Downtown Los Angeles NCA offers a wide array of amenities, including LAUS, Walt
Disney Concert Hall and Music Center, LA Live, the Southern California Institute of Architecture,
and City Market. Community facilities in this NCA include fire stations, police stations, a library,
schools, and parks. Within the communities and neighborhoods indirect impacts RSA, there are
several public facilities, including Los Angeles City Hall, the Kenneth Hahn Hall of Administration,
the Hall of Records, the U.S. District Court Complex, and the Los Angeles County Superior Court
Complex. Additionally, the City Hall Park Center is a public facility with accessible park areas.
Also within the Downtown Los Angeles NCA are the Pacific Ohana Academy, a privately
operated school; the Los Angeles Public Library-Little Tokyo Branch; and the Los Angeles Police
Department Headquarters.

5.5.3.13

Boyle Heights Neighborhood Council Area

Only a small portion (a small part of the northwestern portion of the NCA) of the Boyle Heights
NCA overlaps with the communities and neighborhoods impacts RSA. Within the portion of the
Boyle Heights NCA that is within the RSA, the Bridge Street Elementary School is located at 605
N Boyle Avenue. There are no other community facilities within the Boyle Heights NCA that are
also within the RSA.
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5.6

Nonmotorized Circulation and Access

Circulation and access in a community are important to the community’s character, cohesion, and
quality of life. Communities with a high percentage of residents who are dependent on public
transportation typically tend to be more cohesive than communities that are dependent on
automobiles for transportation. This is because residents who tend to walk or use public
transportation for travel tend to engage in social interaction with each other more frequently than
residents who travel by automobile.
Table 5-39 provides the mileage of existing and proposed bikeways within the direct communities
and neighborhoods impacts RSA. The numbers in the table represent a tally of each bikeway
type for each respective location. The GIS data for the city of Burbank is not disaggregated
between classes; therefore, the tally for Burbank is an estimate based on both Los Angeles
County data and city of Burbank data. Table 5-39 also includes estimates of the number of
proposed bikeways within the city of Burbank and the relevant NCAs within the city of Los
Angeles, and supplied data from the city of Glendale. Due to the limitations of available GIS data,
spatial comparison was utilized to estimate the number of proposed bikeways for the cities of
Burbank and Los Angeles. Notably, the City of Burbank proposes a Class I bike lane along the
existing rail line, on the south side. Existing and planned bikeways are shown on Figure 5-10.
Figure 5-10 also provides the locations of the existing Class I, II, III, and IV bikeways in and
around the communities and neighborhoods impacts RSAs. The widening of curb lanes (i.e., the
traffic lane adjacent to the curb) can provide room in which bicyclists and motorists can share the
roadway. Figure 5-10 also shows the proposed wider curb lane along S Glendale Avenue in the
city of Glendale, which measures 0.4 mile in length within the direct impacts RSA.
Table 5-39 Number of Proposed and Existing Bikeways Within the Direct Impacts
Resource Study Area in Miles
City

Proposed Bikeways
Class

I1

Class

II2

Existing Bikeways
Class

III3

Class

IV4

Class I1

Class II2

Class III3

Burbank

3.6

1.8

N/A

N/A

0.7

5.0

3.3

Glendale

5.3

6.2

12.6

N/A

0.4

6.1

4.0

Los Angeles

1.7

N/A

N/A

7.1

4.5

6.4

4.3

Total

10.7

8.0

12.6

7.1

5.5

17.5

11.6

Sources: City of Glendale, 2015; Los Angeles Metropolitan Transportation Authority, 2012 and 2015; City of Burbank, 2016
1 Class I bikeways, also known as bike paths, provide a separate right-of-way for the exclusive use of bicycles and pedestrians with minimal
motorized cross-traffic.
2 Class II bikeways, also known as bike lanes, provide a one-way striped lane for bike travel on a street or highway.
3 Class III bikeways, also known as bike routes, provide for shared use with pedestrian or motor vehicle traffic.
4 Class IV bikeways, also known as separated bikeways, cycle tracks, or protected bike lanes, are physically separated from motor vehicle traffic by
a vertical feature such as a grade separation, flexible posts, inflexible barriers or on-street parking.
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Figure 5-10 Bikeways
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Figure 5-10 Bikeways
(Sheet 2 of 2)
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Planning documents for the cities recognize the importance of the availability and accessibility of
alternative modes of transportation, and they plan for additional pedestrian- and bicycle-friendly
features in the future. Bicycle Master Plans for the cities of Los Angeles, Glendale, and Burbank
emphasize the importance of encouraging bicycle use in communities because it creates more
livable street environments, promotes active lifestyles, and acts as an environmentally
sustainable form of transportation. Additionally, all three cities have adopted mobility plans that
outline the future focus on creating “complete streets,” which emphasize integration among
pedestrians, bicycles, and motor vehicles. A “complete street” is a transportation facility that is
planned, designed, operated, and maintained to provide safe mobility for all users, including
bicyclists, pedestrians, transit vehicles, truckers, and motorists, appropriate to the function and
context of the facility (Caltrans 2014). This is especially imperative in a densely populated, urban
environment (such as the RSA), where there may be limited space for separate facilities.
Critical pedestrian or bicycle paths are those where disruption could lead to a loss of community
access, cohesion, or character. No critical pedestrian or bicycle paths were identified within the
communities and neighborhoods impacts RSAs. The Burbank Airport Station is pedestrianaccessible from most directions at the northern terminus of the HSR Build Alternative. The
primary pedestrian access points for the Burbank Airport Station are along N San Fernando
Boulevard, N Hollywood Way, W Empire Avenue, and Sherman Way. LAUS is also pedestrianaccessible from most directions at the southern terminus of the HSR Build Alternative. The
primary pedestrian corridors for LAUS are along Alameda Street, Cesar Chavez Avenue, and
Vignes Street. Patrons approaching LAUS from the north can use Alameda Street or Vignes
Street to access the station. Patrons approaching LAUS from the south can use Alameda Street,
Los Angeles Street, or Ramirez Street. Sidewalks are provided along both sides of these streets,
but bike lanes are not provided along Alameda Street, Cesar Chavez Avenue, Vignes Street, or
Ramirez Street. Access along other north-south streets is less convenient because of U.S. Route
101, south of the station.
Figure 5-11 provides an overview of trails and walking paths in and around the RSAs. The only
trail or path that falls within the RSAs is the Los Angeles River trail, owned and operated by the
Los Angeles County Department of Parks and Recreation.
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Figure 5-11 Trails and Walking Paths
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6

EFFECTS ANALYSIS

6.1

Introduction

This section provides analysis of the effects related to communities and neighborhoods from the
No Project Alternative and the HSR Build Alternative. The analysis includes the following:


Effects on the character and cohesion of communities and neighborhoods



Effects from residential displacements and from the acquisition of residential, commercial,
and industrial properties



Effects on environmental justice populations



Effects on the fiscal (property and sales tax) revenues of county and city governments,
school district funding, construction and operation-related sales tax gains, and job creation



Effects related to the physical deterioration of communities



Cumulative effects

Each subsection contains an analysis of both short-term (construction) and long-term (operation)
effects.

6.2

No Project Alternative

As described under Section 2.1, under the No Project Alternative, the HSR Build Alternative
would not be constructed, thereby eliminating the HSR Build Alternative’s potential to disrupt or
divide adjacent communities. However, the No Project Alternative could result in other
transportation improvement projects (such as road widening or construction of new roadways)
that may be implemented in the future to meet growing regional transportation needs. These
projects could result in effects such as community disruption, displacements and relocations,
sales tax losses/gains, loss of school district funding, job creation, and effects on community
facilities and environmental justice populations. The effects associated with such projects are
unknown at this time and would be addressed through separate environmental analyses
conducted in the future. All projects requiring discretionary action under the No Project Alternative
would be subject to environmental review through which effects associated with these projects
would be addressed.

6.3

High-Speed Rail Build Alternative

6.3.1
6.3.1.1

Communities and Neighborhoods
Disruption or Division of Existing Communities

This section examines the potential for construction and operation of the HSR Build Alternative to
disrupt and divide existing communities, during both construction and operation of the HSR Build
Alternative. The analysis examines whether the HSR Build Alternative would divide or isolate
established communities, change the existing community character, or affect community
cohesion. The disruption or division of established communities can occur from the following:












Creation of physical barriers or isolation of communities
Physical removal of homes, businesses, or important community facilities
Displacement of substantial numbers of residents and businesses
Parking loss or intrusion
Substantial increased noise
Substantial increased traffic
Disruption of access
Pedestrian and cyclist safety hazards
Substantial changes in visual quality or aesthetics
Disruption of established patterns of interactions among community members
Alteration of physical shape, character, or function of communities or neighborhoods
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Construction
Temporary Construction Effects
Heavy construction activities, including grading, excavation, realignment of the existing
non-electrified tracks, and laying the new trackway and infrastructure, would occur over a six-year
period. Construction activity related to the HSR Build Alternative would include receiving, staging,
and storing equipment and materials; soil and earthwork (which would result in exposing soils);
and introducing lighting for visibility during nighttime work. As much as possible, construction
activity would be limited to the existing railroad right-of-way but additional areas have been
identified in the footprint outside of the right-of-way that could be used during construction.
Although residential and business acquisitions and displacements would be permanent, the
acquisitions and displacements would occur during construction. Therefore, the potential for
construction of the HSR Build Alternative to physically remove homes, businesses, or important
community facilities and displace substantial numbers of residents or businesses is discussed
under permanent construction effects, below.
Construction activities can create barriers that isolate one part of a community from another and
disrupt access to community facilities and services or other destinations within a community.
Construction activities would generally occur along the existing rail right-of-way, adjacent to
residential, commercial, and industrial uses. Construction would result in new track from the
Burbank Airport Station to the existing railroad tracks near Vanowen Street and Buena Vista
Street, where the HSR Build Alternative deviates from the existing railroad corridor. However, this
section of the HSR Build Alternative would be underground. Therefore, construction would not
create a new physical barrier, or divide or isolate established communities.
Loss of parking availability could occur from removal or use of parking spots to construct the HSR
Build Alternative or from construction crews utilizing parking spots to park their vehicles. Loss of
parking availability can reduce accessibility to local businesses which can disrupt communities.
Construction of the HSR Build Alternative would result in temporary on-street parking loss at the
HSR grade separation and roadway improvement locations. The temporary on-street parking loss
associated with construction of the HSR Build Alternative would represent a short-term disruptive
effect to the surrounding communities. However, the contractor would identify areas for parking
construction vehicles to avoid further restricting the use of public parking, as required in
TR-IAMF#3. Specifically, TR-IAMF#3 requires the contractor to identify adequate off-street
parking for all construction-related vehicles. If adequate parking cannot be provided on the
construction sites, the contractor must designate a remote parking area and arrange for the use
of a shuttle bus to transfer construction workers to/from the job site.
Indirect construction effects would include temporary increases in noise and vibration, which can
cause annoyance and disruption to communities and affect community character. Noise and
vibration effects on residential properties during construction would be greater during any
required nighttime construction due to the generally quieter environment during the nighttime
hours as well as the extra sensitivity of residents to noise and vibration when many people are
trying to sleep. Noise and vibration effects on commercial properties would be greater during the
day during business operating hours. Overall, construction noise and vibration effects on both
residential and commercial properties would vary depending on the distance of the sensitive
receptor to the construction activities. Temporary noise and vibration effects would be minimized
through compliance with IAMF NV-IAMF#1, which would require the contractor to document how
federal guidelines for minimizing noise and vibration would be employed when construction
occurs near sensitive receptors (e.g., residential neighborhoods and schools).
Road and lane closures and detours during construction can increase traffic congestion, limit
access to neighborhoods and businesses, and disrupt communities. Construction crew vehicles
and construction equipment operation on the local roadways would also increase traffic. Traffic
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delays from construction of the HSR Build Alternative could result in increased response times for
emergency responders, including law enforcement, fire and emergency services.
The majority of street closures and detours would occur within the city of Burbank. The temporary
closure of Burbank Boulevard, Buena Vista, Hollywood Way, Victory Place, and potentially Victory
Place/Lake Boulevard would require detours that would modify local traffic conditions within the city
of Burbank. The following roads would experience increased traffic from road closures: Empire
Avenue, Victory Boulevard, Griffith Park Drive, Mariposa Street, Third Street, Magnolia Boulevard,
Front Street, Verdugo Avenue, San Fernando Boulevard, and Thornton Avenue.
Detours may be required at Alameda Avenue, Sonora Avenue, Grandview Avenue, Flower
Street, San Fernando Road, Colorado Street, Goodwin Avenue, and Algers Street within the city
of Glendale. Detours may be required at Seneca Avenue, Glendale Boulevard, Los Feliz
Boulevard, Kerry Road (located by the Metrolink CMF), and Main Street in the city of Los
Angeles. Increases in traffic would occur along these roads and the surrounding roadway
network.
Temporary effects on traffic from construction of the HSR Build Alternative would be minimized
through compliance with TR-IAMF#2 (Construction Transportation Plan), TR-IAMF#6 (Restriction
on Construction Hours), TR-IAMF#7 (Construction Truck Routes), TR-IAMF#8 (Construction
during Special Events), and TR-IAMF#11 (Maintenance of Transit Access, which would require
implementation of a plan to maintain traffic flow during peak travel periods, restrict construction
hours; manage construction truck routes; include mechanisms for construction during special
events, and maintain transit access. Temporary effects to emergency response times from
construction of the HSR Build Alternative would be minimized through compliance with
SS-IAMF#1 (Construction Safety Transportation Management Plan), which would require
implementation of a plan to establish coordination efforts with local jurisdictions for maintaining
emergency vehicle access.
Access to some neighborhoods, businesses, and community facilities may temporarily be
disrupted from road closures and detours during construction, particularly in the city of Burbank
from the closure of Burbank Boulevard during construction. Increased traffic may increase travel
times and detours may require out-of-the-way travel to access destinations within the community.
However, access to the neighborhoods, businesses, and community facilities would not be
eliminated. If roadways require closure or relocation, alternate access would be identified and
detours provided prior to closure so as to provide continuity of access to neighborhoods.
As discussed above, construction of the HSR Build Alternative would require roadway closures
and detours. Lane closures and detours could create a distraction to automobile drivers,
pedestrians, and cyclists and increase the risk of vehicle conflicts with pedestrians or cyclists. As
discussed in Section 3.11.4.2, IAMFs are incorporated as part of the HSR Build Alternative
design to help avoid and minimize impacts related to construction-related detours, including
distractions, pedestrian/cyclist and vehicle conflicts, and congestion. Temporary effects to
pedestrian and cyclist safety from construction of the HSR Build Alternative would be minimized
through compliance with SS-IAMF#1 (Construction Safety Transportation Management
Plan),TR-IAMF#4 (Maintenance of Pedestrian Access), TR-IAMF#5 (Maintenance of Bicycle
Access), and TR-IAMF#12 (Pedestrian and Bicycle Safety), which would require provision of
clear detour and closure signage and flag personnel to direct motorists, pedestrians, and cyclists;
maintenance of bicycle and pedestrian access; and prioritization of pedestrian and bicycle safety
during construction of the HSR Build Alternative. Additionally, if sidewalks are maintained along
the HSR Build Alternative construction site frontage, there would be covered walkways and
fencing that would reduce safety risks to pedestrians.
Construction activities and staging areas can introduce visual changes to the surrounding area
that can be seen as visually chaotic, unsightly, and disruptive by viewers within the community
and degrade or conflict with the existing community character. Although lighting would be directed
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downward and on-site, temporary lighting for nighttime construction could spill over to off-site
areas, resulting in disturbances to nearby residents and motorists. Construction activities would
introduce heavy equipment and associated vehicles, and could potentially cause substantial
visual intrusions in any given area, as these activities would be highly visible. Grading or
excavation could involve the release of dust, which could affect visibility. Lighting of temporary
structures (e.g., trailers, fencing, parking) and for nighttime construction could spill over to off-site
areas, resulting in disturbance to nearby residents and motorists. Temporary visual changes
would also result from the erection of support structures, such as falsework platforms and
approach structures necessary to construct the grade separations. Because of the lengthy
construction period, visual effects would be substantial and would affect community character if
they are located near any high-sensitivity receptors, such as residential areas, schools, and
community facilities. The temporary visual changes associated with construction activities would
represent a short-term disruption to the surrounding communities and would temporarily degrade
community character.
This analysis addresses whether the indirect effects that could temporarily disrupt communities
during construction of the HSR Build Alternative, which are discussed above, would result in the
disruption of established patterns of interactions among community members. As discussed
above, construction of the HSR Build Alternative would require temporary closures and detours,
which would result in temporary disruptions of access to communities and community facilities.
The majority of temporary street closures and detours would occur in the city of Burbank during
the closure of Burbank Boulevard. These effects would be severe in the city of Burbank and may
temporarily disrupt established patterns of interactions among community members. Within the
cities of Glendale and Los Angeles, construction of the HSR Build Alternative would adversely
affect individuals and individual property owners, but the effects would not disrupt established
patterns of interactions.
This analysis addresses whether the indirect effects that could temporarily disrupt communities
during construction of the HSR Build Alternative, which are discussed above, would result in the
alteration of the physical shape, character, or function of communities or neighborhoods.
Construction activities would generally occur along the existing rail right-of-way and would
therefore not alter the physical shape of the community. However, construction activities would
increase traffic congestion, alter access, increase noise, and add visual elements that individually
or combined would degrade or conflict with the existing community character. As discussed above,
construction of the HSR Build Alternative would require temporary closures and detours, which
would result in temporary disruptions of access to communities and community facilities which
could affect the function of the communities and neighborhood, particularly in the city of Burbank.
Permanent Construction Effects
The HSR Build Alternative would result in one single-family and four multifamily residential
displacements in the city of Los Angeles and five single-family and two multifamily residential
displacements in the city of Burbank. A total of 39 business acquisitions (16 commercial, 34
industrial, and 20 retail units) would occur within the city of Burbank. A total of 20 business
acquisitions (3 commercial units, 4 industrial units, and 13 retail units) are proposed within the city
of Glendale. Twenty-five business displacements (12 commercial units, 5 industrial units, and 8
retail units) would occur in the city of Los Angeles. Acquisitions and displacements are discussed
in detail in Section 6.3.2 and in the Draft Relocation Impact Report. Property acquisitions and
relocations of community facilities or businesses/services that are important to a community can
disrupt a community and affect community character and cohesion, and are discussed in further
detail below.
No community facilities that provide public services would be displaced as a result of construction
of the HSR Build Alternative. No important community facilities or gathering spaces would be
displaced or relocated as a result of construction of the HSR Build Alternative. Therefore, no
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resultant effects to community cohesion would occur during construction of the HSR Build
Alternative.
Business displacements within the city of Burbank would generally occur within the following
areas: in the Burbank Airport Station area south of N San Fernando Road and north of Burton
Avenue; in and around the triangular area bounded by I-5/the existing rail corridor, N Victory
Place, and W Burbank Boulevard; and south of the existing rail corridor between W Chestnut
Street and W Providencia Avenue. The majority of the commercial, retail, and industrial
businesses affected by construction of the HSR Build Alternative would occur on the periphery of
the Burbank community along frontage roads or adjacent to existing railroad right-of-way.
Therefore, the acquisitions and displacements would not change the existing community
character or cohesion within the city of Burbank.
Business displacements in Glendale are generally concentrated in the following areas: along
existing railroad rights-of-way between Western Avenue and Sonora Avenue; along San
Fernando Road near Pelanconi Avenue and Alma Street; and in the area surrounding San
Fernando Road and Goodwin Avenue, including all parcels north of W Windsor Road and south
of San Fernando Road. Many of the displaced businesses are commercial in nature and do not
appear to be open to the public, do not serve as a community gathering area, and do not contain
“anchor businesses” that support the local community and draw in consumers. Therefore,
acquisitions and displacements would not change the existing community character or cohesion
within the city of Burbank.
Most of the nonresidential acquisitions and displacements in the city of Los Angeles are within the
Atwater Village, Historic Cultural, and Lincoln Heights NCAs. Commercial displacements within
Atwater Village and Historic Cultural NCA would generally be scattered, would occur adjacent to
the existing rail corridor and on the peripheries of established neighborhoods and communities,
and would not occur in areas where community gatherings would take place. Therefore, these
acquisitions and displacements would not change the existing community character or cohesion.
Within the Lincoln Heights NCA, the displacements are clustered within the area of the new Main
Street overcrossing. Businesses subject to displacement in the area are generally industrial and
commercial that are directly adjacent to a residential neighborhood, where the residential
displacements would also occur. The removal of these businesses and this residence would
change the nature and character of this community by removing swaths of businesses that may
be used as community gathering spaces and that are directly adjacent to established
neighborhoods. Several neighborhoods within the city of Los Angeles show high community
cohesion based on demographic indicators, including Lincoln Heights. Because Lincoln Heights
possesses a high degree of community cohesion, it is reasonable to conclude that the right-ofway displacements in this neighborhood as a result of the HSR Build Alternative would have
disruptive effects on the community and would contribute to a degradation of community cohesion
and character within the Lincoln Heights neighborhood.
Implementation of SOCIO-IAMF#2 and SOCIO-IAMF#3 would minimize permanent construction
effects to communities. Implementation of SOCIO-IAMF#2 (Compliance with Uniform Relocation
Assistance and Real Property Acquisition Policies Act) would provide relocation assistance for
people displaced through right-of-way acquisition, and implementation of SOCIO-IAMF#3
(Relocation Mitigation Plan) would require the Authority to develop a relocation mitigation plan
specific to the issues of the Burbank to Los Angeles Project Section in order to minimize the
economic disruption experienced by businesses, tenants, and/or property owners from
construction of the HSR Build Alternative. Implementation of these IAMFs would minimize the
effects from the displacement and relocation of residents and businesses during construction.
These IAMFs would minimize, to the extent possible, the potential for construction of the HSR
Build Alternative to relocate businesses outside their existing communities; however, the HSR
Build Alternative would still permanently disrupt community character and cohesion in Lincoln
Heights as a result of the business displacements and relocations.
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Operation
Operation of the HSR Build Alternative would include inspection and maintenance along the track
and railroad right-of-way, as well as on the structures, fencing, power system, train control,
electric interconnection facilities, and communications systems.
Although residential and business acquisitions and displacements would be permanent, the
acquisitions and displacements would occur during construction. Therefore, the potential for
construction of the HSR Build Alternative to physically remove homes, businesses, or important
community facilities and displace substantial numbers of residents or businesses is discussed
under permanent construction effects above.
Introduction of new transportation facilities can create barriers that isolate of one part of a
community from another and disrupt access to community facilities and services or other
destinations within a community. The new facilities associated with the HSR Build Alternative
would generally be constructed along the existing rail right-of-way. The portion of the HSR Build
Alternative that deviates from the existing railroad corridor would be constructed underground.
Implementation of the grade separations would improve the access and circulation of the local
streets by removing the existing at-grade crossing and eliminating wait times at crossings. While
Chevy Chase Drive would be closed to vehicle traffic, a new pedestrian undercrossing would be
provided. Because the HSR Build Alternative would not create a new physical barrier or divide or
isolate established communities, substantial disruptions to community cohesion and character are
not anticipated to occur.
Permanent parking losses would occur in the cities of Burbank, Glendale, and Los Angeles.
Although some parking loss is attributed to the construction of the Burbank Airport Station,
parking spaces would be provided at the Burbank Airport Station and shared with other service
providers and businesses; these changes would be made to accommodate transit options,
including the HSR Build Alternative. Additionally, some on-street parking loss would occur as a
result of the reconfiguration of Main Street in the city of Los Angeles. Parking reconfiguration and
the addition of new parking would be made at the Downtown Burbank Metrolink Station, an early
action project. Since these portions of the HSR Build Alternative would be designed to
accommodate parking, long-term changes in parking from construction of the Burbank Airport
Station, Main Street grade separation, and Downtown Burbank Metrolink Station would not
represent a long-term effect to community cohesion and character.
Permanent operation effects would occur from increases in noise and vibration that would occur
intermittently during operation of the HSR Build Alternative. Permanent noise effects would result
from increased traffic noise in areas surrounding each stationary facility, including the train
stations, and increases in noise and vibration from passing high-speed trains. The operation of
the HSR Build Alternative is anticipated to have noise effects within the vicinity of the HSR Build
Alternative. Moderate long-term noise effects would occur at 438 sensitive receivers and severe
long-term noise effects would occur at 122 sensitive noise receivers without implementation of
mitigation measures. The implementation of noise barriers would reduce the most severe effects
at sensitive receptors that meet the minimum requirements for a noise barrier. Because the HSR
Build Alternative would operate within an existing rail corridor that is already characterized by
train noise, noise from operation of the HSR Build Alternative would not disrupt an established
community or degrade the existing community character.
Increased traffic congestion can delay access to neighborhoods and businesses and disrupt
communities. However, operation of the HSR Build Alternative is expected to have a minimal
effect on traffic. The HSR Build Alternative would be entirely grade-separated, meaning that
crossings with roads, railroads, and other transportation facilities would be at different heights
(overcrossings or undercrossings), so that the HSR Build Alternative would neither interrupt nor
interface with other modes of transport. As part of the overall HSR system, the operation of the
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HSR Build Alternative would also provide permanent beneficial effects through improved regional
accessibility, reduced vehicle trips on freeways, and roadway crossings featuring improvements
to active transportation infrastructure. The grade separation projects included as part of the HSR
Build Alternative would reduce travel delays by removing the at-grade crossings at the existing
railroad tracks. Therefore, changes in traffic from operation of the HSR Build Alternative would
not disrupt existing communities.
Overall, the HSR system would bring social benefits regionally by providing improved access to
Los Angeles County and beyond. These include better access to jobs, community amenities, and
facilities; reduced travel times and traffic congestion due to shifting trips from the roadway system
to the HSR system; and new employment opportunities from operation of the HSR Build
Alternative. Employment and revenue-associated effects would be regional, but it is anticipated
that the neighborhoods and communities around the HSR stations would also experience
benefits. These effects are anticipated to occur primarily near HSR station sites rather than along
the HSR alignment. Regionally, the HSR Build Alternative and the HSR project overall could
improve social conditions by facilitating new access to employment, recreation, and educational
opportunities through reduced commute times and increased connectivity statewide.
The HSR Build Alternative would implement PTC and travel at speeds similar to other existing
trains in the Burbank to Los Angeles Project Section. Barriers to entering the right-of-way exist at
all of the current at-grade crossings except at Main Street and the private LADWP road.
Implementation of the HSR Build Alternative and early action projects would improve the existing
environment for motorist, pedestrian, and bicyclist safety in several ways, including by removing
train and automobile/bicycle/pedestrian conflicts at the existing at-grade intersections. The
alignment would also be fenced to prohibit public or unauthorized vehicle access. Overall,
implementation of the HSR Build Alternative would benefit the community by improving motorist,
pedestrian, and bicyclist safety by eliminating existing at-grade crossings through roadway
improvements near the stations and along the HSR alignment.
Permanent operation effects would occur from changes in visual quality from elements of the
HSR Build Alternative, such as construction of the grade separations, which would introduce
prominent visual elements to the existing environment. Permanent effects on aesthetics and
visual quality from construction of the HSR Build Alternative would be minimized through
compliance with AVQ-IAMF#1 (Aesthetic Options) and AVQ-IAMF#2 (Aesthetic Review Process),
which would apply principles emphasizing that structures shall be designed and constructed with
aesthetic character and visual harmony with the surrounding environment, and by defining the
process that the contractor must follow to implement the Authority’s aesthetic review process.
Although the Main Street overcrossing and Chevy Chase Drive closure/Goodwin Avenue
undercrossing would introduce a high visual change, the overall effect on visual quality would be
neutral because the grade separations would be designed to reduce intrusiveness to the viewer,
the overall viewer sensitivity at these locations would be low, and the grade separations would
not be out of character with the existing environment. However the visual character of the Sonora
Avenue, Grandview Avenue, and Flower Street grade separations would be out of scale with the
surrounding uses and would contrast with the existing environment. Long-term visual changes
from construction of these three grade separations would represent a long-term effect to
community cohesion and character.
The HSR Build Alternative would generally be constructed along the existing rail right-of-way and
would therefore not divide a community or alter the overall physical shape of the community.
Because trains are already operating along the existing rail line, the addition of HSR trains would
not substantially disrupt community cohesion and character. Access to the existing communities
and neighborhoods would be maintained or improved (particularly at locations where the existing
at-grade rail crossings would be grade-separated). Permanent parking loss in areas not
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associated with the stations could reduce availability of parking in the vicinity of businesses,
which would affect the function of communities.
The quality-of-life perceptions stemming from an increase in use intensity of the existing rail
corridor could disrupt established patterns of interactions among community residents or disrupt
residents’ access to community facilities and services. Additionally, the grade separations would
not result in the permanent division of existing communities during operation of the HSR Build
Alternative because these improvements would not permanently introduce a new barrier or
disrupt access to or from neighborhoods. As previously discussed, grade separations would
improve the circulation of local streets by eliminating wait times at crossings. Bicycle and
pedestrian facilities, including sidewalks, would be preserved. Therefore, the street configuration
changes during operation would generally improve access and community circulation, possibly
improving community cohesion as well, by eliminating the rail corridor as a barrier or impediment
to travel. Therefore, operation of the HSR Build Alternative would not disrupt the established
patterns of interaction among the community.

6.3.2

Displacements and Relocations

This section provides information on property displacements and resident and business
relocations within the RSAs as well as the availability and suitability of relocation resources within
the boundaries of the HSR Build Alternative.
The Uniform Act established requirements for relocation assistance to be provided to persons
displaced as a result of land acquisition for public projects. The Authority must comply with the
Uniform Act, as described in SOCIO-IAMF#2. The Authority’s relocation assistance programs, to
be described in full in a separate relocation plan, would meet or exceed the requirements of
federal and state laws for relocation.
The Authority’s policy is as follows:


Nontenured occupants would not be required to relocate until comparable replacement
housing has been made available to them.



The relocation program would be realistic and adequate to provide orderly, timely, and
efficient relocation of displaced persons.



The Authority would also develop a relocation plan that details how the various forms of
relocation assistance would be provided.

The specific elements of the relocation plan, which would be developed by the Authority, would
be included as part of the Final Relocation Impact Report and the Final EIR/EIS. The components
of the relocation plan would include:


Assumptions regarding the HSR Build Alternative



Full discussion and explanation of existing and expected relocation assistance programs



Itemization of these programs by type of relocation (e.g., residential, commercial, or
industrial)



Discussion of any special relocation considerations



Evaluation of options for addressing those special considerations

The relocation plan would evaluate options such as adequate lead time prior to displacement, the
potential for interpreter services, the creation of potential field offices to assist displacees, and the
identification of last-resort housing. Objectives and design requirements for the Relocation
Mitigation Plan are discussed in detail in SOCIO-IAMF#3.
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6.3.2.1

Residential Displacements

This section presents the residential unit displacements and evaluates the need for permanent
and temporary relocation of residents. It also evaluates the potential relocation capacity
(i.e., comparable residential space currently available) in each affected city. It should be noted
that these displacement counts represent residential structure(s), or portions of a structure or
amenity (e.g., the driveway or garage), that would render the continued occupancy of the
residence infeasible. Several residences could exist on a single parcel; therefore, parcel counts
are not included here. For more information, refer to the Draft Relocation Impact Report.
Construction
The HSR Build Alternative would displace one single-family residential unit in the city of Los
Angeles and five single-family residential units in the city of Burbank [Table 6-1]), which equates
to an estimated 3 residents in the city of Los Angeles and 13 residents in the city of Burbank. All
of these residential displacements are in the cities of Los Angeles and Burbank. For more
detailed information on displacements, please refer to the Draft Relocation Impact Report.
Table 6-1 Single-Family Residential Displacements Under the High-Speed Rail Build
Alternative
Location

Single-Family Residential
Units Displaced

Estimated Residents to Be
Displaced

Burbank

5

13

Glendale

0

0

Los Angeles

1

3

Total

6

16

Sources: MLS, 2017; Loopnet, 2017; Google Earth, Google Street View

The HSR Build Alternative would displace an estimated two multifamily residential units in the city
of Burbank (Table 6-2), which correlates to an estimated 6 residents, and four multifamily
residential units in the city of Los Angeles, which correlates to an estimated 12 residents.
Table 6-2 Multifamily Residential Displacements
Location

Multifamily Units
Displaced

Estimated Residents to Be
Displaced

Burbank

2

6

Glendale

0

0

Los Angeles

4

12

Total

6

18

Sources: MLS, 2017; Loopnet, 2017; Google Earth, Google Street View

An examination of suitable replacement housing alternatives in 2017 determined that a sufficient
number of comparable replacement residences are available in all areas with displacements and
relocations.
Table 6-3 shows the gap analysis of single family residential properties that are available for
relocation. Table 6-4 shows the gap analysis of multi-family residential properties that are
available for relocation.
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Table 6-3 Gap Analysis of Single-Family Residential Displacements Under the High-Speed
Rail Build Alternative
Location

Single Family Residential
(SFR) Units Displaced

SFR Units Available

Size of Surplus

Burbank
Glendale
Los Angeles1
Total

5
0
1
6

46
63
56
165

41
63
55
159

Sources: California Regional Multiple Listing Service, 2017; Zillow, 2017
1
Includes only portions of the cities within the replacement area.

Table 6-4 Gap Analysis of Multifamily Residential Displacements
Location

Multifamily Units Displaced

Multifamily Units Available

Size of Surplus

Burbank
Glendale
Los Angeles
Total

2
0
4
6

55
91
58
204

53
91
54
198

Sources: MLS, 2017; Zillow, 2017; Google Earth, Google Street View

All of the residential unit displacements under the HSR Build Alternative would occur in the cities
of Los Angeles and Burbank. These areas have current vacancies in excess of the estimated
displacements. Vacant residential properties within the city of Los Angeles alone number 56 singlefamily residential and 58 multifamily residential units. The city of Burbank has 46 vacant singlefamily residential units and 55 vacant multifamily residential units. These vacant properties would
be more than sufficient for the five potential displacements in the city of Los Angeles and the seven
potential displacements in the city of Burbank. These vacant residential properties do not include
consideration of the remaining portions of the affected city outside the replacement area.
The values of these replacement housing units are comparable to the values of the displaced
properties. This comparison of cost is a good measure of the suitability of replacement housing
because it is a function of important attributes, such as size, quality, and neighborhood amenities.
The displaced residential units in the city of Los Angeles have estimated values ranging between
$524,000 and $1,108,000. A review of vacant home prices in the cities of Burbank, Glendale, and
Los Angeles reveals that a number of housing units are available at prices similar to those of the
displaced properties (Zillow 2017). The displaced multifamily residential units in the city of Los
Angeles have estimated rental rates ranging between $1,100 and $1,500. Research indicates
that at the time of this report, very few comparable replacement properties are available within the
replacement area. Replacement properties currently for lease would likely demand slightly higher
rents. In the event the cost to rent a comparable replacement unit is higher than the present rent
of the unit to be displaced, occupants may be entitled to a rental differential payment as set forth
under the Uniform Act.
In addition, compliance with SOCIO-IAMF#2 (Compliance with Uniform Relocation Assistance
and Real Property Acquisition Policies Act) would provide relocation assistance for people
displaced through right-of-way acquisition, and implementation of SOCIO-IAMF#3 (Relocation
Mitigation Plan) would require the Authority to develop a relocation mitigation plan specific to the
issues of the Burbank to Los Angeles Project Section. Implementation of these IAMFs would
minimize effects from the displacement of five residential units in the city of Los Angeles and
seven residential units in the city of Burbank from the construction of the HSR Build Alternative.
The composition of the relocated population must be considered because the Uniform Act and
other policies and regulations require efforts to avoid disproportionate impacts on any given
population group, particularly those considered to be part of environmental justice populations.
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The demographics, income, ownership rates, and other relevant data for the communities in the
RSAs were presented in detail in Section 5, Affected Environment, of this CIA.
Much of the area within the boundaries of the HSR Build Alternative where displacements would
occur contains substantial populations of at least one environmental justice population (minority
or low-income). Please refer to Section 6.5 of this CIA for a full analysis of the HSR Build
Alternative’s effects on environmental justice populations. In examining residential displacements,
further research was undertaken to determine if affected properties may be considered “lowincome” or “affordable” based on the presence of affordability covenants attached to the title or
deed. The provisions of AB 987 required city redevelopment agencies to maintain a roster of
properties subject to affordability covenants that included the location of the property, a
description of the property, and the date on which the affordability restrictions would expire.
Although redevelopment agencies were dissolved statewide on February 1, 2012, and these
rosters are generally no longer updated, they are still largely accessible online through the former
redevelopment agency websites or the websites of various local successor agencies (often other
housing- or development-related agencies or divisions). The affordable housing rosters for the
cities of Glendale and Los Angeles were accessed and compared against the database of
residential properties proposed to be fully acquired by the HSR Build Alternative. Based on this
research, it was determined that none of the residential properties that are proposed to be fully
acquired are currently subject to affordability restrictions. While none of the displaced properties
are subject to affordability covenants, low-income populations are often clustered along
transportation corridors and floodplains, where housing is less costly.
Operation
Although they are permanent, displacements would occur during the construction phase of the
HSR Build Alternative.

6.3.2.2

Commercial, Industrial, and Retail Business Relocations

This section presents the commercial, industrial, and retail unit displacements and evaluates the
need for permanent and temporary relocation of these businesses. It also evaluates the potential
relocation capacity (i.e., comparable commercial, industrial, and retail space currently available)
in each affected city. It should be noted that these displacement counts include commercial and
industrial properties where the HSR Build Alternative would physically intrude on existing
buildings or remove enough of a portion of the available use of the site (such as parking) that the
continued operation of the business would be infeasible. Several businesses could exist on a
single parcel; therefore, parcel counts are not included here. For more information, refer to the
Draft Relocation Impact Report.
Construction
According to the Draft Relocation Impact Report, the HSR Build Alternative would require the
relocation of an estimated 84 commercial, industrial, and retail businesses in the cities of
Burbank, Glendale, and Los Angeles. Table 6-5 provides a breakdown of the total commercial,
industrial and retail business relocations and estimated employee displacements that would occur
under the HSR Build Alternative.
Table 6-6 shows the distribution of commercial, industrial and retail displacements in each city by
property category.
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Table 6-5 Commercial, Industrial, and Retail Relocations Under the High-Speed Rail Build
Alternative
Location

Businesses Displaced

Total Estimated Employees
Displaced1

Burbank

39

1,264

Glendale

20

136

Los Angeles

25

347

Total

84

1,747

Sources: MLS, 2017; Loopnet, 2017; Google Earth, Google Street View
1
The number of estimated employees displaced was determined through Reference USA. For those businesses for which no information was
available via Reference USA, similar business types with a known number of employees were used as an estimate.

Table 6-6 Commercial, Industrial, and Retail Displacements by City and Category
Location

Total Commercial

Total Industrial

Total Retail

Burbank

16

3

20

Glendale

3

4

13

Los Angeles

12

5

8

Total

32

12

41

Sources: MLS, 2017; Loopnet, 2017; Google Earth, Google Street View

The types of businesses anticipated to be displaced include warehousing, used car dealerships,
automotive/tire shops, maintenance yards, rental and leasing services, tow yards, food services,
retail, wholesalers, manufacturing centers, recycling centers, studio centers, an adult
entertainment business, recreation services, healthcare services, banks, and business centers.
The highest number of businesses and employees displaced would occur in the city of Burbank. It
should be noted that displacements of commercial, industrial, and retail areas can disrupt
community cohesion. For detailed discussion of disruptions to communities from business
displacements, refer to Section 6.3.1.1, Disruption or Division of Existing Communities.
Implementation of SOCIO-IAMF#2 (Compliance with Uniform Relocation Assistance and Real
Property Acquisition Policies Act) and SOCIO-IAMF#3 (Relocation Mitigation Plan), described in
further detail in Section 6.3.2.1, would minimize the effects from the displacement and relocation
of businesses from construction of the HSR Build Alternative.
A general assessment was conducted to determine if there are suitable commercial, industrial,
and retail business properties available within the cities of Burbank, Glendale and Los Angeles.
Table 6-7 shows the available commercial, industrial, and retail properties located within the
study area for lease or sale that were evaluated and determined to be suitable relocation sites for
these businesses.
Examination of suitable replacement locations for these businesses determined that a sufficient
number of alternative sites are available for the industrial, commercial, and retail properties in the
replacement area. There are two automotive repair businesses or related services proposed to be
displaced in the city of Burbank, two automotive repair businesses proposed to be displaced in the
city of Glendale, and three automotive repair businesses or related services proposed to be
displaced in the city of Los Angeles. Relocating automotive businesses could require modification
of equipment or configuration of other properties to meet needed specifications. Table 6-8, Table
6-9, and Table 6-10 show the results of the gap analysis of the total number of commercial,
industrial, and retail properties, respectively, within the replacement area.
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Table 6-7 Inventory of Available Industrial, Commercial, and Retail Properties for Lease
and Sale
Location

Commercial

Industrial

Retail

51
54
35
140

13
8
14
35

28
43
15
86

6
10
14
30

6
9
28
43

13
9
32
54

For Lease
Burbank
Glendale
Los Angeles
Total
For Sale
Burbank
Glendale
Los Angeles
Total

Sources: California High-Speed Rail Authority, 2018; Loopnet, 2017; MLS, 2017

Table 6-8 Gap Analysis of Commercial Displacements Under the High-Speed Rail Build
Alternative
Location

Total Businesses Commercial
Displaced
Units Available

Size of Surplus

Burbank

16

57

41

Glendale

3

64

61

12

49

37

31

170

139

Los

Angeles1

Total

Sources: MLS, 2017; Loopnet, 2017; Google Earth, Google Street View
1
Includes only zip codes adjacent to the High-Speed Rail Build Alternative (90012, 90015, 90031, and 90039).

Table 6-9 Gap Analysis of Industrial Displacements Under the High-Speed Rail Build
Alternative
Location

Total Businesses Industrial Units
Displaced
Available

Size of Surplus

Burbank

3

19

16

Glendale

4

17

13

Los Angeles

5

42

37

Total

12

78

66

Sources: MLS, 2017; Loopnet, 2017; Google Earth, Google Street View

Table 6-10 Gap Analysis of Retail Displacements Under the High-Speed Rail Build
Alternative
Location

Total Businesses Retail Units
Displaced
Available

Size of Surplus

Burbank

20

41

21

Glendale

13

52

39

Los Angeles

8

47

39

Total

41

140

99

Sources: MLS, 2017; Loopnet, 2017; Google Earth, Google Street View

California High‐Speed Rail Project Environmental Document
Burbank to Los Angeles Project Section Community Impact Assessment

May 2020
Page | 6‐13

Section 6 Effects Analysis

Preliminary research was conducted to address current business vacancy rates in the San
Fernando Valley, Central Los Angeles, and Los Angeles Basin areas.20 The research supports
the findings above and shows overall current business vacancies as follows:






San Fernando Valley and Ventura County
 Office: 13.9 percent
 Industrial: 1.9 percent
 Retail: Not available
Central Los Angeles
 Office: 18.5 percent
 Industrial: 1.4 percent
 Retail: Not available
Los Angeles Basin
 Office: 14.5 percent
 Industrial: 2.2 percent
 Retail: 5.4 percent

Automotive is an important class of businesses that would be relocated in the replacement area.
Automotive businesses usually require specialized facilities, given the services they perform.
Based on examination of alternative automotive-specific locations, current vacancies are
available to meet the relocation needs of the HSR Build Alternative. However, special
consideration would need to be given to automotive businesses during the acquisition and
relocation process.
Operation
Although they are permanent, displacements would occur during the construction phase of the
HSR Build Alternative.

6.3.2.3

Community Facilities

The HSR Build Alternative would not displace any community facilities or other properties that
provide public services. Therefore, this section presents the direct and indirect effects on
community facilities as a result of construction and operation of the HSR Build Alternative. For the
full analysis of direct and indirect effects to community facilities, see Appendix C, Impacts on
Community Facilities. A map of all of the public services and facilities within the communities and
neighborhoods impacts RSAs is provided on Figure 5-9.
Construction
TCEs for construction of the HSR Build Alternative would be required on the property of three
community facilities in the city of Los Angeles. TCEs would not be required on community
facilities within the cities of Burbank or Glendale. Construction of the HSR Build Alternative would
require a permanent subsurface easement from the property of one community facility in the city
of Burbank. In addition, partial acquisitions of property from one community facility would be
required in the city of Los Angeles. No permanent easements or acquisitions would be required
from community facilities in the city of Glendale. Generally, effects from the easements and
acquisitions would be temporary or restricted to only limited portions of parcels. The analysis
below discusses direct effects to community facilities from the easements and acquisitions.
However, indirect effects to community facilities, such as increased noise and vibration and
effects to traffic/access, during construction are outlined in Appendix C. Table 6-11 lists the
community facilities that would experience direct effects related to the easements and
acquisitions required for construction of the HSR Build Alternative within the cities of Burbank and
Los Angeles.

20
Data is based on Colliers’ Market Reports Greater Los Angeles, www.colliers.com/en-us/greaterlosangeles/insights/
research (accessed December 29, 2017). This source did not track San Fernando Valley and Central Los Angeles retail
for the same time period as the Los Angeles Basin retail data was collected. Therefore, no comparable San Fernando
Valley or Central Los Angeles retail estimates are provided.
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Table 6-11 Effects on Community Facilities
Name

General
Category

City/Community Construction Impacts
(temporary)

Operation Impacts
(permanent)

City of Los Angeles
Sonia M.
Sotomayor
Learning
Academies

School
(public)

Los Angeles

Small portion of the property would
be utilized as a TCE
(approximately 1,755 square feet).

Subsurface easement
under school parcel.

Rio de Los
Angeles State
Park

Park

Los Angeles

Southern portion of the park would
be utilized as a TCE
(approximately 26,500 square
feet).

None.

Source: California High-Speed Rail Authority, 2018
TCE = temporary construction easement

Within the city of Los Angeles, a single public high school campus, Sonia M. Sotomayor Learning
Academies, would be temporarily affected during construction of the HSR Build Alternative due to
the use of a small portion of the property as a TCE. The school would also experience some
temporary noise and air quality effects during construction. However, the HSR Build Alternative
would not have permanent effects on this property. Due to the proximity of construction to the
school, the university would experience temporary noise and air quality effects during
construction.
Rio de Los Angeles State Park would be affected during construction of the HSR Build Alternative
due to the usage of the southern portion of the park as a TCE. Due to the proximity of
construction to the park, the facility could experience temporary construction-related air quality
and noise effects, but these would cease after completion of construction. No permanent
acquisitions or easements would occur at the park.
Compliance with AQ-IAMF#1 (Fugitive Dust Emissions) requires the preparation of a fugitive dust
control plan identifying the minimum features to be implemented during ground-disturbing
activities; AQ-IAMF#2 (Selection of Coatings) limits the type of paint used to those with low
volatile organic compound (VOC) content during construction; NV-IAMF#1 (Noise and Vibration)
requires the contractor to document how federal guidelines for minimizing noise and vibration
would be employed when construction is occurring near sensitive receptors (e.g., schools);
SS-IAMF#2 (Safety and Security Management Plan) requires the preparation of a Safety and
Security Management Plan to protect construction workers and the public, which includes
ensuring that information concerning Valley Fever readily available to nearby schools. In addition,
LU-IAMF#3 (Restoration of Land Used Temporarily During Construction) requires that all
construction access, mobilization, material laydown, and staging areas be returned to a condition
equal to the pre-construction staging condition. Implementation of these IAMFs would minimize
temporary construction effects to community facilities.
Operation
All of the acquisition-related effects to community facilities would occur during the construction
stages of the HSR Build Alternative. However, indirect effects during operations to community
facilities, such as increased noise and vibration and effects to traffic/access, are outlined in
Appendix C. Compliance with SS-IAMF#2 (Safety and Security Management Plan) requires the
preparation of a Safety and Security Management Plan to protect the public, which includes
ensuring that FRA system safety regulations are incorporated; ensuring compliance with FRA
requirements for tracks, equipment, railroad operating rules and practices, and emergency
response; and implementing principles of crime prevention through environmental design.
In addition, compliance with PK-IAMF#1 (Parks, Recreation, and Open Space) requires the
identification of project design features to be implemented to minimize effects on parks,
recreation, and open space, including providing safe vehicle, bicycle, and pedestrian access to
California High‐Speed Rail Project Environmental Document
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existing park and recreational facilities, and designing the guideway, system, and station features
to enhance the surrounding local communities and provide easy crossings of the guideway to
allow for community use. Implementation of the IAMFs discussed above would minimize effects
to community facilities during operation of the HSR Build Alternative.

6.3.2.4

Sensitive Population Relocations

High concentrations of residential unit displacements associated with construction of the HSR
Build Alternative could result in the relocation of high percentages of sensitive populations,
including the elderly (over age 65), the disabled, female heads of households, and linguistically
isolated residents. It follows that adequate relocation plans must be put in place to meet any
special needs. Effects from the relocation of sensitive populations are a direct result of
construction of the HSR Build Alternative and the need to acquire land for the HSR Build
Alternative and its associated structures. Effects from the relocation of minority and low-income
populations are examined specifically in Section 6.5, Environmental Justice.
Construction
The residential relocations would occur in the Los Angeles NCAs of Lincoln Heights and Sun
Valley, and in the city of Burbank. According to U.S. Census Bureau 20102014 ACS data, and as
discussed previously in Section 5.1, the city of Los Angeles as a whole had higher percentages of
disabled and linguistically isolated households (45.6 and 16.3 percent, respectively). The city of
Burbank had higher percentages of disabled and elderly households than the reference
community (55.7 and 15.7 percent, respectively). The Lincoln Heights NCA within the city of Los
Angeles had higher percentages of female heads of household, disabled, and linguistically
isolated households (22.5, 57.0, and 29.8 percent, respectively) than Los Angeles County (14.3,
44, and 14 percent, respectively). The Sun Valley NCA had higher percentages of female-headed,
disabled, and linguistically isolated households than the reference community (19.1, 49, and 19.5
percent, respectively). Table 6-12 provides a breakdown of the sensitive population percentages
in the reference community of Los Angeles County, the city of Los Angeles, the city of Burbank,
and the Lincoln Heights and Sun Valley NCAs, the neighborhoods in which the residential
displacement would occur.
Table 6-12 Sensitive Populations in Areas of Residential Displacements
Location

Female Head of
Household

Elderly

Disabled

Linguistically
Isolated
Households

Los Angeles County
(reference community)

15.8%

14.3%

44.0%

14%

City of Burbank

11.5%

15.7%

55.7%

8.3%

City of Los Angeles

15.4%

10.9%

45.6%

16.3%

Lincoln Heights NCA

22.5%

11.0%

57.0%

29.8%

Sun Valley NCA

19.1%

9.2%

49.0%

19.5%

Source: U.S. Census Bureau 2010–2014 American Community Survey, Tables B01001, B11001, B16002, and B18101
Numbers bolded indicate values higher than that of the reference community (Los Angeles County).
NCA = neighborhood council area

These comparisons suggest that the residential displacement could affect sensitive populations at
a somewhat higher rate within the city of Los Angeles and the specifically affected neighborhood.
However, it is anticipated that the relocation plans and resources provided would take these
populations into account during the acquisition process. As discussed in Section 6.3.2.1,
Residential Displacements, compliance with SOCIO-IAMF#2 (Compliance with Uniform
Relocation Assistance and Real Property Acquisition Policies Act) and SOCIO-IAMF#3
(Relocation Mitigation Plan) would minimize effects to sensitive populations from the
displacement of one residential unit from the construction of the HSR Build Alternative.
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Operation
Property acquisitions would occur during the construction phase of the HSR Build Alternative.
Therefore, although property acquisitions would be permanent, no further displacements would
occur during operation of the HSR Build Alternative.

6.3.3

Environmental Justice

Executive Order 12898 requires federal agencies to address the potential for their programs,
policies, and activities to have a disproportionately high and adverse human health and
environmental effect on minority and low-income populations. U.S. DOT Order 5610.2 interprets
“disproportionately high and adverse effect on minority and low-income populations” to mean an
adverse effect that is predominantly borne by this population, or would be suffered by the minority
population and/or low-income population, and is appreciably more severe or greater in magnitude
than the adverse effect that would be suffered by the nonminority population and/or nonlowincome population. As discussed in Section 4.2.3, this analysis takes a more conservative
approach; environmental justice populations are areas where the minority and low-income
population percentages are meaningfully greater than in the general population of the reference
community, Los Angeles County. This section provides the effects on environmental justice
populations within the environmental justice RSA.

6.3.3.1

Effects on Environmental Justice Populations by Relevant Resource
Topic

This section describes the effects of the HSR Build Alternative for resource topics that are
pertinent to environmental justice populations. As discussed in Section 4.2.4, analyses conducted
by various resource specialists identified effects from the HSR Build Alternative on environmental
resources. All effects of the HSR Build Alternative that were found to be substantial before
mitigation were reviewed and compared to the environmental justice populations (minority and
low-income populations) shown on Figure 5-3 and Figure 5-5 in Section 5.3. This analysis does
not consider the effects after mitigation; mitigation measures and effects after mitigation would be
included in the Draft EIR/EIS. The effects on environmental justice populations are described
below by resource topic.
Construction
Air Quality
Emissions from construction equipment would cause elevated concentrations of criteria pollutants
and GHG emissions and would impact all communities in close proximity to the project footprint.
Sensitive receptors, including schools, residences, health care facilities, and other community
facilities, as outlined in Section 5.5, are located near the construction areas within the cities of
Burbank, Glendale, and Los Angeles. During construction, sensitive receptors would be exposed
to increased concentrations of toxic air contaminants, such as diesel particulate matter, which
may present cancer risks.
As described in Section 5.3.1 and shown on Figure 5-3 and Figure 5-5, low-income and minority
populations are heavily concentrated in the southern portion of Glendale and in Los Angeles,
generally near LAUS, which is located at the southern portion of the project footprint. There are
other low-income and minority populations within the northern half of the environmental justice
RSA; however, the census block groups where they are located are more scattered. Because
substantial concentrations of low-income and minority residents reside adjacent to the HSR Build
Alternative, where construction would take place, there are many locations where air quality
effects from construction would occur where substantial concentrations of low-income and
minority residents reside. However, air quality effects during construction would affect both lowincome and minority and nonlow-income and nonminority justice populations.
The predominant pollutants associated with construction of the guideway, stations, and
associated roadway work would be fugitive dust (particulate matter smaller than or equal to
10 microns in diameter and particulate matter smaller than or equal to 2.5 microns in diameter)
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from earthmoving and disturbed earth surfaces, and pollutants (particularly ozone precursors,
including nitrogen oxides and VOC) from heavy equipment and trucks.
Elevated criteria pollutant concentrations as a result of construction emissions may cause or
contribute to exceedances of the National Ambient Air Quality Standards and California Ambient
Air Quality Standards, which are established concentrations of criteria pollutants that provide
public health protections. Exceedances of the National Ambient Air Quality Standards and
California Ambient Air Quality Standards during construction would occur for one-hour nitrogen
dioxide concentrations at two locations: between the Burbank Airport Station and the Alameda
Avenue rail alignment, and at the Main Street grade separation. Within the construction segment
between the Burbank Airport Station and Burbank Boulevard, census block groups with
substantial low-income and minority populations make up less than half of all census block groups
within the environmental justice RSA. However, at the Main Street grade separation, all adjacent
census block groups contain substantial minority populations, and all adjacent census block
groups with the exception of two block groups (within census blocks 1997 and 2060.20) contain
substantial low-income populations.
During construction, sensitive receptors would be exposed to increased concentrations of toxic air
contaminants (e.g., diesel particulate matter), which may present a cancer risk. According to the
Office of Environmental Health Hazard Assessment guidance, cancer risk is defined as the
predicted risk of cancer (unit less) over a lifetime based on a long-term (70-year) continuous
exposure, and is usually expressed as chances per million persons exposed (Office of
Environmental Health Hazard Assessment 2015; Authority 2018b). According to the construction
localized effect air dispersion modeling, construction activities would present an incremental
increase in diesel particulate matter emissions from construction equipment exhaust that would
generate a maximum unmitigated cancer risk (in 1 million) that ranges from 0.08 to 2.97 at
construction areas, which is well below the threshold of 10 in 1 million. Construction of the HSR
Build Alternative would not result in changes in emissions that would exceed the cancer risk or
hazard quotient thresholds at any of the sensitive receptors or within low-income and minority
populations near the construction areas during the four-year construction exposure period.
AQ-IAMF#1 through AQ-IAMF#6 include measures to reduce the potential for temporary air
quality effects to populations living within the environmental justice RSA. Compliance with
AQ-IAMF#1 (Fugitive Dust Emissions) would require the preparation of a fugitive dust control plan
identifying the minimum features to be implemented during ground-disturbing activities.
Compliance with AQ-IAMF#2 (Selection of Coatings) would limit the type of paint used during
construction of the HSR Build Alternative to those with low VOC content. In addition, SOCIOIAMF#1 (Construction Management Plan) requires the preparation of a Construction Management
Plan with measures to minimize impacts on low-income households and minority populations,
including actions addressing air quality. AQ-IAMF#3 requires use of renewable diesel. In addition,
AQ-IAMF#4, AQ-IAMF#5, and AQ-IAMF#6 would require measures to reduce criteria exhaust
emissions from construction equipment. See Section 7 for descriptions of these IAMFs.
Transportation
For the HSR Build Alternative, transportation effects would primarily occur from reconstruction of
Burbank Boulevard and construction of grade separations. For a more detailed discussion of
transportation effects, see the Burbank to Los Angeles Project Section: Transportation Technical
Report (Authority 2020). Construction of the HSR Build Alternative would require roadway
closures and detours, which would increase traffic congestion and delays along the detour routes.
Traffic congestion and delays could result in temporary disruptions to circulation, changes to
emergency access, and conflicts with pedestrians, bicyclists, and transit users during
construction.
Two roads would be closed where they cross the HSR Build Alternative alignment; all other
existing at-grade crossings would be grade-separated. The road closures would be on Chevy
Chase Drive and a private driveway that currently provides access to a Los Angeles Department
of Water and Power facility parking lot. The road crossing improvements would occur at the same
locations as the existing roads. The grade separations would occur as early action projects and
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would include Sonora Avenue, Grandview Avenue, Flower Street, Goodwin Avenue/Chevy Chase
Drive, and Main Street. In addition, temporary impacts include the temporary disruption of
transportation system operations from truck hauling/delivery and construction worker trips.
During some or all construction stages within the vicinity of the HSR Build Alternative, access to
nearby homes, businesses, and community facilities may be prohibited entirely due to
construction. Traffic would be detoured to other crossing locations, adding vehicle volumes and
delays to intersections near those locations. Pedestrians and bicyclists would need to be
detoured, creating increased travel time delays, especially for pedestrians. Clear detour signage
would be provided to direct motorists, pedestrians, and bicycles.
The majority of street closures and detours would occur within the city of Burbank. The temporary
closure of Burbank Boulevard, Buena Vista, Hollywood Way, Victory Place, and potentially
Victory Place/Lake Boulevard would require detours that would modify local traffic conditions
within Burbank. The closures and detours in the city of Burbank would affect both nonlow-income
and nonminority and low-income and minority populations equally.
The temporary closures of Alameda Avenue, Sonora Avenue, Grandview Avenue, Flower Street,
San Fernando Road, Colorado Street, Goodwin Avenue, and Algers Street would require detours
that would modify local traffic conditions within the city of Glendale. The closures and detours in
Glendale would affect both nonlow-income and nonminority and low-income and minority
populations.
Detours may be required at Seneca Avenue, Los Feliz Boulevard, Glendale Boulevard, Kerry
Road (located by the Metrolink CMF), and Main Street in the city of Los Angeles. The detours
would affect both nonlow-income and nonminority and minority and low-income populations;
however, the Main Street detour is in a community with a substantial low-income population and
would therefore primarily affect minority and low-income populations.
Construction of new grade separations would have temporary transportation-related effects.
Of the five early action projects, the areas around the Sonora Avenue, Grandview Avenue, and
Flower Street undercrossings contain less than substantial environmental justice populations. The
Chevy Chase Drive/Goodwin Avenue undercrossing and the new Main Street overcrossing are in
proximity to or within areas with substantial environmental justice populations, and are therefore
discussed in more detail below.
The Sonora Avenue, Grandview Avenue, Flower Street, and Goodwin Avenue/Chevy Chase
Drive grade separations are early action projects that involve the modification of existing or
construction of new grade crossings in the city of Glendale. The Sonora Avenue and Grandview
Avenue grade separations would construct undercrossings at the existing crossings. Chevy
Chase Drive and the new Goodwin Avenue undercrossing are adjacent to substantial minority
populations west of the HSR Build Alternative, as well as substantial populations of low-income
residents both east and west of the HSR Build Alternative. The new Goodwin Avenue roadway
connection undercrossing would be approximately 1,400 feet north of the existing Chevy Chase
Drive crossing. Chevy Chase Drive would remain open until the Goodwin Avenue grade
separation is constructed. However, traffic effects, such as delays, would occur adjacent to the
industrial roadway network east of the railroad right-of-way. During project construction activities,
San Fernando Road at Chevy Chase Drive (level-of-service [LOS] F in a.m. and p.m. peak hours)
would exceed LOS thresholds within the city of Glendale.
Within the city of Los Angeles, detours may be required at Seneca Avenue, Glendale Boulevard,
Los Feliz Boulevard, Kerry Road (located by the Metrolink CMF), and Main Street. In addition, the
Main Street grade separation, an early action project, would be constructed in the city of Los
Angeles. An eastbound/westbound traffic detour may be required for construction of the roadway
bridge overcrossing at Main Street. One lane would be maintained in each direction, including
across the existing Main Street bridge. During construction of the overcrossing, traffic levels at
the intersection of Sotello Street and Main Street west of the Main Street overcrossing would
temporarily exceed LOS thresholds during p.m. peak traffic periods. During project construction
activities, Sotello Street at Main Street (LOS F in the p.m. peak hour) would exceed LOS
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thresholds within the city of Los Angeles. The new Main Street overcrossing is entirely within an
area of substantial environmental justice populations (both low-income and minority).
The access restrictions and other circulation impacts discussed above would occur within the
project vicinity during the construction period. Law enforcement, fire, and emergency services
would experience increased response times due to construction-related road closures, detours,
and increased traffic congestion in some locations. However, emergency vehicle access for
police and fire protection services would be maintained at all times, and construction would be
phased to prevent concurrent closures from limiting emergency access.
Project-related construction traffic would contribute to interference with pedestrians, bicyclists,
and transit users where existing sidewalks, paths, and transit stops need to be temporarily closed
or relocated to allow for construction of new facilities. Construction of the HSR Build Alternative
grade crossing elements would affect bicycle travel. There are 13 roadways where grade
crossing closures, or the construction of grade crossings, may have effects on bicycle lane
facilities. All but three of these locations are either within or adjacent to areas with substantial
environmental justice populations (minority or low-income, and in some cases, both). Therefore,
these bicycle lane facilities would have temporary construction-related effects on environmental
justice populations.
Temporary construction-related transportation effects would occur along the entire HSR Build
Alternative, particularly at various roadway locations where temporary closures would be
necessary. Although a few impacted intersections and roadways are in areas with substantial
minority and low-income populations, the majority of impacted intersections and roadways are in
areas with nonlow-income and nonminority populations. As discussed above, the most
substantial temporary construction transportation effects would occur in and around Burbank
Boulevard and the grade separations. The northern half of the environmental justice RSA, in
areas nearest to the HSR Build Alternative, would have effects that would be experienced both by
low-income and minority populations and by populations that are non-low-income, and
nonminority. Temporary construction-related transportation effects would occur along the entire
HSR Build Alternative, particularly at various roadway locations where temporary closures would
be necessary. Temporary construction-phase transportation effects occurring in the vicinity of the
southern half of the environmental justice RSA, in areas nearest to the HSR Build Alternative,
would have effects almost exclusively borne by low-income and minority populations. Overall, the
transportation construction impacts would be experienced by all populations living within the
environmental justice RSA, and all populations crossing the existing railroad right-of-way. Minority
and low-income populations make up approximately half of the population within the RSA.
The effects to local residents and communities from construction-related transportation effects
would be addressed through the implementation of TR-IAMF#1 through TR-IAMF#7, TR-IAMF#9,
TR-IAMF#11, TR-IAMF#12, and SS-IAMF#1, which employ actions such as the protection of
public roadways during construction, preparation of a Construction Transportation Plan (CTP) to
minimize effects on adjoining and nearby roadways, and strategies to minimize effects to public
on-street parking areas; maintain bicycle, pedestrian, and transit access; restrict construction
hours; and manage construction truck routes, and pedestrian and bicycle safety. See Section 7
for a description of these IAMFs.
Aesthetics
Temporary construction effects would occur from changes to visual quality during construction of
the HSR Build Alternative and would impact all communities in close proximity to the project
footprint. Construction activities would introduce heavy equipment and associated vehicles and
temporary support structures that would alter the existing visual environment. Soil movement such
as grading or excavation could release dust, which could affect visibility. Construction staging,
equipment, lighting, and demolition activities would introduce new visual elements that may
conflict with the existing natural and cultural environments. Lighting of temporary structures
(e.g., trailers, fencing, and parking) and for nighttime construction could spill over to off-site areas,
resulting in disturbance to nearby residents and motorists. The visual effects from construction
activities would affect all communities, particularly in the vicinity of the grade separations. As
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discussed previously, the Goodwin Avenue undercrossing and Main Street overcrossing would
involve construction in a community with minority and low-income populations. Because the Main
Street grade separation is an overcrossing, construction of this feature would have a noticeable
visual effect to the surrounding community. Although construction activities represent changes to
visual quality, these changes are considered to be temporary, as construction equipment,
materials, and support structures would be installed at the beginning of the construction period
and removed upon completion of construction. Proposed temporary construction activities would
not contribute to a substantial change in overall visual quality.
As described above, AQ-IAMF#1 (Fugitive Dust Emissions) is included as part of the HSR Build
Alternative to reduce potential adverse effects related to impaired visibility from dust generated
during construction. AQ-IAMF#1 requires the preparation of a fugitive dust control plan that
identifies measures such as covering all materials transported on public roads, watering exposed
graded surfaces, and stabilizing all disturbed graded areas. This fugitive dust control plan would
be reviewed and approved by the Authority. See Section 7 for descriptions of these IAMFs.
Noise and Vibration
Temporary construction effects would occur from noise and vibration generated during
construction activities. Noise and vibration effects from construction would result from
construction of elevated structures, tunnels, and track at-grade; demolition of road crossings and
structures; land clearing; earthmoving; and materials handling. The construction of the HSR Build
Alternative is expected to result in substantial, temporary noise and vibration effects within the
environmental justice RSA, particularly in areas immediately adjacent to the HSR Build
Alternative.
Temporary noise effects from rail corridor construction and the associated construction activities,
including drilling, bulldozing, demolition, blasting, and (potentially) pile driving, are expected to
exceed the FRA’s criteria for daytime construction noise of 80 A-weighted decibels equivalent
continuous sound level for residences and schools. If nighttime construction is required,
construction noise effects are expected to exceed the local jurisdictions’ nighttime noise
standards. Noise effects from roadway construction would exceed the FRA’s construction noise
criteria. If typical roadway construction activities are conducted in conjunction with pile driving, the
noise effects would be even greater. Noise during construction of the HSR Build Alternative would
have an effect to both low-income and minority populations near the HSR Build Alternative,
particularly in the southern half of the project footprint. However, noise effects during construction
would occur along the entire HSR Build Alternative and would affect all populations in the
environmental justice RSA.
Ground vibration would occur during rail corridor construction and roadway construction from
drilling, excavation, and vibro-compaction. Activities producing vibration are not anticipated to
occur close enough to sensitive receptors to cause substantial damage; however, sensitive land
uses such as schools, libraries, churches, and medical offices within 105 feet of the rail corridor
and residential structures within 135 feet of the rail corridor could experience construction-related
vibration annoyance effects. Vibration effects from roadway construction would be similar to those
associated with rail corridor construction.
Compliance with NV-IAMF#1 (Noise and Vibration) would minimize temporary noise and vibration
effects from construction of the HSR Build Alternative by requiring the contractor to document
how federal guidelines for minimizing noise and vibration would be employed when construction
is occurring near sensitive receptors (e.g., hospitals, residential neighborhoods, and schools).
See Section 7 for a description of this IAMF.
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Displacements and Relocations
As shown on Figure 6-1 and Figure 6-2, construction of the HSR Build Alternative would result in
displacement of five residential units in the city of Los Angeles and seven residential
displacements in the city of Burbank, as well as displacement of an estimated 84 commercial,
industrial, and retail businesses (affecting an estimated 1,747 employees) in the cities of
Burbank, Glendale, and Los Angeles. As shown on Figure 6-1 and Figure 6-2, five residential
displacements by the HSR Build Alternative would occur in the city of Los Angeles and seven
would occur in the city of Burbank. Business displacements by the HSR Build Alternative would
occur in the city of Burbank (39 displaced businesses), the city of Glendale (20 displaced
businesses), and the city of Los Angeles (25 displaced businesses). Although none of the
properties are subject to affordability covenants, low-income populations are often clustered
along transportation corridors and floodplains, where housing is less costly. Substantial
concentrations of low-income and minority residents exist within or adjacent to the environmental
justice RSA where acquisitions would occur. Overall, 11 of the 84 business displacements are
within areas with a substantial low-income population, and 48 of the 84 business displacements
are located within areas with a substantial minority population.
Of the 39 nonresidential property displacements in the city of Burbank, 8 would occur within areas
with a substantial low-income population and 23 would occur in areas with a substantial minority
population. None of the displacements in the city of Glendale would occur within areas with
substantial low-income and minority populations. In the city of Los Angeles, 3 of the
25 nonresidential property displacements would occur within areas with substantial low-income
populations and all of the nonresidential property displacements would occur within areas with
substantial minority populations.
The construction of the HSR Build Alternative would not result in the displacement of any
community facilities or other properties that provide public services.
Overall, none of the 12 residential displacements are within areas with a substantial low-income
population, but 7 of the 12 residential displacements are located within areas with a substantial
minority population.
Of the seven residential property displacements in the city of Burbank, two would occur in areas
with a substantial minority population. In the city of Los Angeles, all five residential property
displacements would occur in areas with a substantial minority population.
The full-parcel residential acquisition is not listed on the AB 987 Affordable Housing Database
rosters of affordability covenants in Los Angeles. A Construction Management Plan (SOCIOIAMF#1) would be prepared to establish measures that would help avoid and/or minimize effects
on low-income households and minority populations from construction of the HSR Build
Alternative. Implementation of SOCIO-IAMF#2 (Compliance with Uniform Relocation Assistance
and Real Property Acquisition Policies Act) and SOCIO-IAMF#3 (Relocation Mitigation Plan),
described in further detail in Section 6.3.2, Displacements and Relocations, would minimize the
effects from the displacement and relocation of residences and businesses from the construction
of the HSR Build Alternative See Section 7 for descriptions of these IAMFs.
While none of the properties are subject to affordability covenants, low-income populations are
often clustered along transportation corridors and floodplains, where housing is less costly. As
described in Section 5.3.1, substantial concentrations of low-income, minority, elderly, and LEP
residents exist within or adjacent to the HSR Build Alternative where acquisitions would occur.
Many of the displacements would occur in census block groups where minority and low-income
populations reside. Although measures would be taken to assist with relocation and expense
compensation, potential effects of displacement and relocation on minority and low-income
populations would be considerable.

May 2020
Page | 6‐22

California High‐Speed Rail Project Environmental Document
Burbank to Angeles Project Section Community Impact Assessment

Section 6 Effects Analysis

Figure 6-1 Displacements in Areas with Low-Income Populations
(Sheet 1 of 3)
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Figure 6-1 Displacements in Areas with Low-Income Populations
(Sheet 2 of 3)
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Figure 6-1 Displacements in Areas with Low-Income Populations
(Sheet 3 of 3)
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Figure 6-2 Displacements in Areas with Minority Populations
(Sheet 1 of 3)
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Figure 6-2 Displacements in Areas with Minority Populations
(Sheet 2 of 3)
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Figure 6-2 Displacements in Areas with Minority Populations
(Sheet 3 of 3)
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Community Cohesion
Temporary construction activities could cause effects relating to community cohesion by affecting
community facilities that provide services and altering social interactions through temporary
changes in access, and generating visual changes, noise, and dust. Construction activities would
be disruptive to all communities near construction areas. The temporary nature of these effects,
however, would not result in any substantial effects to community cohesion and character in
areas where minority and low-income populations are located. Generally, the area around
Burbank Boulevard would experience the most substantial street closures and detours during
reconstruction of Burbank Boulevard. When compared to the southern end of the HSR Build
Alternative, this area has fewer census block groups of substantial minority and low-income
populations. Implementation of NV-IAMF#1, AQ-IAMF#1, AQ-IAMF#2, TR-IAMF#2 through TRIAMF#8, TR-IAMF#11, and TR-IAMF#12 would minimize the HSR Build Alternative’s temporary
construction effects from increases in noise and dust, traffic congestion, access, and parking. In
addition, compliance with SOCIO-IAMF#1 requires the implementation of a Construction
Management Plan, which would direct all street users around the construction, enabling them to
access commercial destinations. In addition, the plan would include actions pertaining to air
quality and noise controls to avoid and/or minimize adverse effects on residents, including lowincome and minority populations. See Section 7 for a description of this IAMF.
Construction could cause permanent adverse effects relating to community cohesion by
displacing businesses. These effects would affect all communities in close proximity to the HSR
Build Alternative (including low-income and minority populations, as well as nonlow-income and
nonminority populations). However, as the HSR alignment runs generally within an existing rail
corridor, these effects would not represent a long-term effect to communities, and substantial
disruptions to community cohesion and character are not anticipated to occur. While many
communities within or adjacent to the project footprint are unlikely to experience permanent
effects relating to community cohesion from construction of the HSR Build Alternative, business
displacements could have adverse effects on community cohesion in the Lincoln Heights NCA.
Displacements in this NCA would remove existing light industrial, commercial, and office
businesses; one single-family residence; and associated structures from a large swath of land,
altering the physical shape of this community. These changes would occur in an industrial area of
the Lincoln Heights NCA, close to and adjacent to residences. The majority of the affected
businesses are light industrial (trucking yard, towing, rock and gravel), but there are also two
retail businesses (i.e., auto parts and restaurant equipment). These businesses serve specific
industries, provide services regionally, and do not serve as community gathering places. One
displaced business is an independent music label specializing in Latin music that represents
artists from around the globe. Given the global nature of this business, it likely does not serve as
a community gathering place. Substantial concentrations of minority and low-income populations
exist within or adjacent to the project footprint within the Lincoln Heights NCA. Specifically, the
block group in which the effects to cohesion would occur (along N Main Street near the new
overcrossing location) contains substantial minority populations but without substantial lowincome populations.
Effects to community cohesion from business displacements and relocations would be addressed
through the implementation of SOCIO-IAMF#2 and SOCIO-IAMF#3, which would provide
relocation assistance to all residents displaced by the HSR Build Alternative in compliance with the
Uniform Act and establish an appraisal, acquisition, and relocation process in consultation with
affected cities, counties, and property owners. See Section 7 for descriptions of these IAMFs.
Parks, Recreation, and Open Space
The HSR Build Alternative would have temporary impacts to parks and recreation facilities
through the temporary use of land from recreation areas or trails, temporary facility closures,
and/or temporary detours during construction, as described under construction Impact PK-1 in
Section 3.15, Parks, Recreation, and Open Space. Parks and recreation facilities that would
experience these impacts during construction of the HSR Build Alternative include the San
Fernando Bike Path (planned), Robert E. Gross Park, the Burbank Western Channel Bike Path
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(planned), the Chandler Road Bikeway (planned), the San Fernando Railroad Bike Path
(planned), the Verdugo Wash Bike Path (planned), proposed Taylor Yard (G2 Parcel), and Albion
Riverside Park (currently under construction).
The impacted parks and recreation facilities are located within or in close proximity to areas with
substantial minority and low-income populations. These parks and recreation facilities serve the
population living and working within the environmental justice RSA, including minority and lowincome populations and nonminority and nonlow-income populations
The HSR Build Alternative would also have temporary impacts to parks and recreation facilities
from short-term changes in access to intact areas of the impacted parks and recreation facilities,
and short-term air quality, noise, and/or visual impacts during construction. Although the above
IAMFs would reduce the potential for temporary transportation, air quality, and noise and vibration
impacts, construction activities would still have the potential to cause temporary transportation, air
quality, noise and vibration, and aesthetics and visual quality impacts to parks and recreation
resources within the environmental justice RSA.
The impacted parks and recreation facilities are located within or in close proximity to areas with
substantial minority and low-income populations. These parks and recreation facilities serve the
population living and working within the environmental justice RSA, including minority and lowincome populations and nonminority and nonlow-income populations.
Cultural Resources
Construction of the HSR Build Alternative has the potential to result in the partial or total physical
destruction and/or removal of a known archaeological resource. In addition, construction of the
HSR Build Alternative would potentially affect unknown archaeological resources during
construction activities. In addition, construction of the HSR Build Alternative would have a direct
adverse effect on three built-environment historic properties (the Arroyo Seco Parkway Historic
District, the Broadway Viaduct, and the Spring Street Viaduct) and both direct and indirect
adverse effects on one built-environment historic property (the Main Street bridge).
Although the above IAMFs would reduce the potential for permanent construction, the HSR Build
Alternative would still have the potential to permanently impact a known archaeological resource
and unknown archaeological resources because there is a possibility that the resource(s) would
be within the disturbance area of the HSR Build Alternative.
Land Use
Construction of the HSR Build Alternative, including the Burbank Airport Station and the HSR
station at LAUS, would cause temporary and intermittent disruption of access to some properties
and temporarily inconvenience nearby residents and businesses from increases in noise levels
and dust. In addition, construction of the HSR Build Alternative would result in the direct
temporary conversion of approximately 113 acres of existing and planned land uses to TCEs
outside the project’s right-of-way for construction staging, laydown, and fabrication. This land
would be unavailable for these existing uses during the 28-month construction period for the HSR
Build Alternative. TCEs typically do not encompass a full parcel and would only affect land use in
a portion of an existing parcel. The majority of the TCEs would occur on land that is currently
occupied by community facilities (approximately 34 acres), industrial uses (approximately
29 acres), or transportation/communications/utilities uses (approximately 24 acres) and on land
that is currently planned for industrial uses (approximately 57 acres), commercial uses
(approximately 19 acres), and transportation/communications/utilities uses (approximately 21
acres). Overall, the HSR Build Alternative would temporarily convert slightly less than 3 percent of
the existing and planned land uses in the land use RSA.
LU-IAMF#3 would ensure that construction and staging areas used temporarily during
construction would be returned to a condition equal to their pre-construction staging condition.
NV-IAMF#1, AQ-IAMF#1, AQ-IAMF#2, and TR-IAMF#2 require documentation of how federal
guidelines for minimizing noise and vibration would be employed, the preparation of a fugitive
dust control plan, the use of low-VOC paint during construction, and the preparation of a CTP to
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minimize access disruptions for residents, businesses, customers, delivery vehicles, and buses
by limiting any road closures to the hours that are least disruptive to access for the adjacent land
uses and making detours available to affected motorists. In addition, the Authority would
negotiate with the property owners to lease the land required for the TCEs.
Although the above IAMFs would reduce the potential for temporary construction impacts from
temporary and intermittent disruption of access, temporary elevations in noise and dust levels,
and temporary conversion of existing land uses to TCEs, the HSR Build Alternative, including the
Burbank Airport Station and the HSR station at LAUS, would still have the potential to temporarily
alter existing land use patterns. Given the relatively minor intensity of the remaining impacts after
IAMFs are implemented, the HSR Build Alternative would not result in adverse effects. As a
result, the HSR Build Alternative would not result in disproportionately high and adverse impacts
on minority and low-income populations related to temporary construction impacts on land uses.
Construction of the HSR Build Alternative, including the Burbank Airport Station and the HSR
station at LAUS, would result in the direct permanent conversion of 153 acres of existing and
planned land uses to transportation use for HSR purposes. However, this amount of land is
negligible compared to the overall amount of similar land uses within the RSA. Most of this land
conversion would occur adjacent to an existing railroad corridor and is spread over a distance of
14 miles between the proposed Burbank Airport Station and LAUS.
Operation
Air Quality
Operation of the HSR Build Alternative is not expected to result in permanent adverse effects on
air quality that would affect all communities in close proximity to the project footprint. While the
operation of the HSR system would result in some emissions in areas along the HSR Build
Alternative (e.g., near stations), it is not expected to result in adverse effects due to the large
reduction in GHG emissions associated with the reductions in automobile trips and air travel once
rail service begins.
Locally, operation of the Burbank Airport Station and LAUS would produce criteria pollutant and
GHG emissions as a result of combustion sources used primarily for space heating and facility
landscaping (backup emergency generators), energy consumption for facility lighting, minor
solvent and paint usage, and employee and passenger traffic.
These unmitigated operational emissions in tons per year are included in Table 6-13. Similar to
the discussion of construction pollutants above, the census block groups adjacent to and
surrounding the Burbank Airport Station site do not consist of predominantly minority and lowincome populations. The increased emissions in and around LAUS would affect substantial
environmental justice populations (both low-income and minority). However, implementation of
the USEPA’s vehicle and fuel regulations would reduce the localized emissions at the stations.
Overall, both minority and low-income populations and nonminority and nonlow-income justice
populations would experience the beneficial effects of a reduction in statewide emissions of all
applicable pollutants during operation of the HSR Build Alternative; however, localized effects
during construction and operation in the vicinity of LAUS would affect minority and low-income
populations in this area. Localized emissions related to the stations would be substantially
reduced due to implementation of the USEPA’s vehicle and fuel regulations.
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Table 6-13 High-Speed Rail Station Operational Emissions (Tons per Year)
Project Component

Emissions (tons/year)
VOC

CO

NOX

SO2

PM10

PM2.5

Burbank Airport Station

0

5

2

0

1

0

LAUS

1

32

2

0

23

6

Total

1

37

4

0

24

6

Burbank Airport Station

0

3

2

0

1

0

LAUS

1

34

2

0

37

10

Total

1

37

4

0

38

10

Operational Year 2029

Operational Year 2040

Source: California High-Speed Rail Authority, 2018b
CO = carbon monoxide
PM10 = particulate matter smaller than or equal to 10 microns in diameter
LAUS = Los Angeles Union Station
SO2 = sulfur dioxide
NOX = nitrogen oxides
VOC = volatile organic compounds
PM2.5 = particulate matter smaller than or equal to 2.5 microns in diameter

Transportation
Operation of the HSR Build Alternative is expected to have a minimal effect on traffic. The HSR
Build Alternative would be entirely grade-separated, meaning that crossings with roads, railroads,
and other transportation facilities would be at different heights (overcrossings or undercrossings),
so that the HSR Build Alternative would neither interrupt nor interface with other modes of
transport. According to the Burbank to Los Angeles Project Section: Transportation Technical
Report (Authority 2020), 24 intersections and 7 roadway segments would exceed the identified
thresholds for 2040 plus project conditions during operation of the HSR Build Alternative,
including the Burbank Airport Station and the HSR station at LAUS. Additionally, the HSR Build
Alternative would require the conversion of land planned for two bike paths (the San Fernando
Road Bike Path and the San Fernando Railroad Bike Path) to railroad right-of-way.
As part of the overall HSR system, the operation of the HSR Build Alternative would also provide
permanent beneficial effects through improved regional accessibility, reduced vehicle trips on
freeways, and through roadway crossings featuring improvements to active transportation
infrastructure. The grade separation projects included as part of the HSR Build Alternative would
provide safety benefits to both pedestrians and bicyclists. Crossing the existing railroad tracks atgrade would no longer be necessary. This would improve safety and reduce travel delays caused
by passing trains. These permanent traffic effects would benefit all communities in close proximity
to the project footprint. Within the station sites and in the vicinity of the station sites, the increased
activity created by the added HSR facilities would increase the number of pedestrian and bicycle
trips to and from the sites. Some increased travel delays for existing users of the LAUS facilities
may occur due to increased congestion at intersections, additional pedestrian volumes at
roadway crossing points or on sidewalk segments, or increased pedestrian congestion within the
station site itself.
Overall, during operations, all communities, including low-income and minority populations living
within the environmental justice RSA who reside closest to the HSR Build Alternative, would
experience permanent, beneficial effects, including improvements to roadway crossings. A
dedicated pedestrian undercrossing would be provided at Chevy Chase Drive, which would be
closed to vehicular traffic during operation. This pedestrian linkage would have a beneficial effect
to the minority and low-income populations in the vicinity by enhancing safe bicycle and
pedestrian movement across the HSR Build Alternative.
The realignment of San Fernando Boulevard in the Burbank Airport Station area would possibly
alter the current pedestrian access along San Fernando Boulevard, Arvilla Avenue, Lockheed

May 2020
Page | 6‐32

California High‐Speed Rail Project Environmental Document
Burbank to Angeles Project Section Community Impact Assessment

Section 6 Effects Analysis

Drive, Cohasset Street, Hollywood Way, and Ontario Street, and provide new sidewalks, curb
ramps, and crosswalks along the roadway and at the intersection realignments with Arvilla
Avenue, Hollywood Way, and Ontario Street. These access points are located within or adjacent
to substantial populations of both minority and low-income populations. Generally, substantial
low-income populations within this area lie just north of the HSR Build Alternative and south of
Cohasset Street, and substantial minority populations are north and south of the HSR Build
Alternative north of Cohasset Street.
As shown on Figure 6-3 and Figure 6-4, the population living and working within the
environmental justice RSA would experience beneficial transportation effects from existing
crossings that would be modified or new crossings that would be grade-separated from the train
corridor. That population includes nonminority and nonlow-income populations as well as minority
and low-income populations. These beneficial effects would also be experienced by the people
traveling across the transportation corridors within the RSA, including minority and low-income
populations. Of the impacted intersections and roadways, approximately half would occur within
areas with substantial minority or low-income populations and/or are outside of these areas but
could affect nearby minority or low-income populations.
Aesthetics
Permanent aesthetic effects would occur from changes in visual quality that are continuous
during operation of the HSR Build Alternative. Changes in visual quality would have the greatest
effect on the residents immediately adjacent to the HSR Build Alternative who have extended
exposure to the visual landscape. Visual simulations for key viewpoints near the William Mead
Homes on Leroy Street, within an area of substantial environmental justice populations (both
minority and low-income), illustrate that the HSR Build Alternative would not interrupt existing
views for visitors or residents (refer to the Burbank to Los Angeles Project Section: Aesthetics
and Visual Quality Technical Report [Authority 2019] for more information).
Construction of the grade separations would permanently introduce prominent visual elements to
the existing environment. Although the Sonora Avenue, Grandview Avenue, and Flower Street
grade separations would be out of scale with the surrounding uses and would contrast with the
existing environment, these grade separations are located in communities with less than
substantial minority and low-income populations. The new Main Street overcrossing and new
Chevy Chase Drive/Goodwin Avenue undercrossing would be constructed in areas with
substantial minority and low-income populations. Although the Main Street overcrossing and
Chevy Chase Drive closure/Goodwin Avenue undercrossing would introduce a visual change, the
overall visual quality effect would be neutral because the grade separations would be designed to
reduce intrusiveness to the viewer, the overall viewer sensitivity at these locations would be low,
and the grade separations would not be out of character with the existing environment.
In addition, permanent effects on aesthetics and visual quality from construction of the HSR Build
Alternative would be minimized through compliance with AVQ-IAMF#1 (Aesthetic Options) and
AVQ-IAMF#2 (Aesthetic Review Process). See Section 7 for descriptions of these IAMFs.
Operational activities of the HSR Build Alternative would include passenger access to and from
stations, use of parking structures or lots, maintenance activities along the HSR Build Alternative
trackway, and facility security patrols. Maintenance activities would occur around the Burbank
Airport Station and LAUS as well as along the trackway periodically. These activities would be
similar to maintenance activities that occur for other major infrastructure facilities in the area such
as freeways, the Metrolink rail line, and local major arterial streets. Security patrols would be
infrequent and would not introduce permanent new structures. Lighting associated with
maintenance and security would be similar to existing sources of nighttime light in the location of
the stations and along the trackway. Because the HSR Build Alternative would be constructed
within an existing rail corridor, light spillover and glare from HSR trains and structures would be
similar to what exists today. None of the operational activities would involve substantial visual
changes to the natural or cultural environments.
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Figure 6-3 Traffic Improvements in Areas with Low-Income Populations
(Sheet 1 of 3)
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Figure 6-3 Traffic Improvements in Areas with Low-Income Populations
(Sheet 2 of 3)
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Figure 6-3 Traffic Improvements in Areas with Low-Income Populations
(Sheet 3 of 3)
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Figure 6-4 Traffic Improvements in Areas with Minority Populations
(Sheet 1 of 3)
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Figure 6-4 Traffic Improvements in Areas with Minority Populations
(Sheet 2 of 3)
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Figure 6-4 Traffic Improvements in Areas with Minority Populations
(Sheet 3 of 3)
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Noise and Vibration
Permanent operation effects would occur from increases in noise and vibration that would occur
intermittently during operation of the HSR Build Alternative. Permanent noise effects would result
from increased traffic noise in areas surrounding each stationary facility, including the train
stations, and increases in noise and vibration from passing high-speed trains. The operation of
the HSR Build Alternative is anticipated to have severe noise effects within the vicinity of the HSR
Build Alternative after the implementation of noise barriers, as shown on Figure 6-5 and Figure
6-6. The severe noise impacts would be experienced by the population living and working within
the environmental justice RSA, including minority and low-income populations. As shown on
Figure 6-5, 3 of the 70 receivers that would not be shielded by noise barriers and would
experience severe noise impacts is within an area with a substantial low-income population. As
shown on Figure 6-6, 24 of the 70 receivers that would not be shielded by noise barriers and
would experience severe noise impacts are within an area with a substantial minority population.
The number of receptors that experience severe noise impacts after implementation of noise
barriers may be reduced after additional mitigation is implemented. The geographic distribution of
the 70 sensitive noise receivers that would not be shielded by noise barriers and would
experience severe long-term impacts within the environmental justice RSA is such that minority
populations living within the environmental justice RSA would not experience long-term,
disproportionate adverse effects compared to nonminority populations living within the
environmental justice RSA.
Displacements and Relocations
No displacements are anticipated during the operation of the HSR Build Alternative. All
displacements and subsequent relocations would occur during construction and are discussed
above.
Community Cohesion
Operation of the HSR Build Alternative could cause permanent effects relating to the permanent
disruption to community cohesion. These effects, which could disrupt patterns of interaction
among community members, are changes in air quality, traffic and access, aesthetics, and noise.
The quality-of-life perceptions stemming from an increase in use intensity of the existing rail
corridor could disrupt established patterns of interactions among community residents or disrupt
residents’ access to community facilities and services.
The HSR Build Alternative would also bring social benefits to communities and the region by
improving access to jobs and community amenities, reducing travel times, reducing traffic
congestion, and providing new employment opportunities during operation. The people who live
or work in the general vicinity of the proposed station locations would likely benefit the most from
the improved access provided by the new HSR facilities. Those who live along the portions of the
HSR alignment without station access would not enjoy the same level of mobility and access
benefits. Given all of the benefits to community cohesion, these social benefits from operation of
the HSR Build Alternative would result in a beneficial effect to communities.
There are no IAMFs that would avoid or reduce permanent noise effects to residences and other
sensitive receptors from operation of the HSR Build Alternative. However, the implementation of
noise barriers would reduce the most severe effects at sensitive receptors that meet the minimum
requirements for a noise barrier. Localized air quality emissions related to the stations would be
substantially reduced due to implementation of the USEPA’s vehicle and fuel regulations.
Compliance with AVQ-IAMF#1 and AVQ-IAMF#2 would design and construct structures with
aesthetic character and visual harmony with the surrounding environment and define the process
to follow when implementing the Authority’s aesthetic review process. See Section 7 for
descriptions of these IAMFs.
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Figure 6-5 Noise Impacts to Low-Income Populations After Implementation of Noise
Barriers
(Sheet 1 of 3)
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Figure 6-5 Noise Impacts to Low-Income Populations After Implementation of Noise
Barriers
(Sheet 2 of 3)
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Figure 6-5 Noise Impacts to Low-Income Populations After Implementation of Noise
Barriers
(Sheet 3 of 3)
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Figure 6-6 Noise Impacts to Minority Populations After Implementation of Noise Barriers
(Sheet 1 of 3)
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Figure 6-6 Noise Impacts to Minority Populations After Implementation of Noise Barriers
(Sheet 2 of 3)
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Figure 6-6 Noise Impacts to Minority Populations After Implementation of Noise Barriers
(Sheet 3 of 3)
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Land Use
Operation of the HSR Build Alternative, including the Burbank Airport Station and the HSR station
at LAUS, would induce growth that would result in additional conversions of land uses. Operation
of the stations could encourage demand for increased land use densities and transit-oriented
development near the station sites. However, such changes would be limited at the HSR station
at LAUS, as LAUS is an existing transportation hub where transit-oriented development has
already and is currently occurring. Any future changes in the allowable development types or
intensities in the station area would be subject to a separate environmental review and public
decision-making process undertaken by the City of Burbank and the City of Los Angeles.
LU-IAMF#1 would require the Authority to prepare a memorandum for the Burbank Airport Station
describing how the Authority’s station-area development guidelines would be applied to achieve
the anticipated benefits of station-area development. LU-IAMF#2 would require the Authority to
prepare a memorandum for the Burbank Airport Station describing the local agency coordination
and station-area planning conducted to prepare for HSR operations. Implementation of
LU-IAMF#1 and LU-IAMF#2 would reduce potential impacts related to station-area land use
inconsistencies and would create beneficial effects related to station planning through
coordination with local agencies to prepare the station area for HSR operations and by
implementing the Authority’s station-area development principles and guidelines. LU-IAMF#2
would reduce potential impacts related to station-area land use inconsistencies and create
beneficial effects.
Parks, Recreation, and Open Space
The operation of the HSR Build Alternative in the long term could result in noise and/or visual
impacts at recreation areas in a park or a school, and/or along a trail. The resource patrons could
experience increased noise from HSR operations and/or visual degradation of views to and from
the park, recreation resource, or trail. Potential impacts include views of the permanent safety
fencing around the HSR Build Alternative improvements. Due to the proximity of these resources
to an existing railroad, noise and visual impacts at parks and recreation areas would be similar to
the existing setting. Therefore, permanent noise and visual impacts at recreation areas at parks,
at schools, and/or along trails during operation of the HSR Build Alternative would have no effect
pursuant to NEPA. During operation of the HSR Build Alternative, increases in resident and
worker population would occur, which could increase the utilization of recreational resources
within the project section. However, this increase would be experienced by all populations
utilizing recreational resources in the RSA.

6.3.4

Economic Impacts

The following section provides a detailed quantitative assessment of the potential effect of the
HSR Build Alternative on property taxes, sales taxes, job creation, and changes in school district
funding that would occur during construction or operation of the HSR Build Alternative.

6.3.4.1

County and City Property and Sales Tax Losses

This section evaluates the potential for the HSR Build Alternative to result in reductions to
property and sales tax revenues collected by county and city jurisdictions. In addition to
estimating the property tax losses associated with property acquisitions, this section provides a
qualitative assessment of the longer-term direct operational effects on property taxes through a
literature review that examined the potential for changes in property values resulting from train
nuisance effects on residential properties and new station development. This section also
provides a quantitative assessment of the sales tax losses associated with the permanent
displacement of businesses that collect sales tax for products, goods, or services.
County and City Property Tax Losses
Construction
California’s sales tax rate varies across cities and counties, ranging from 7.5 to 10 percent.
According to the State Board of Equalization, all local jurisdictions in California receive
California High‐Speed Rail Project Environmental Document
Burbank to Los Angeles Project Section Community Impact Assessment

May 2020
Page | 6‐47

Section 6 Effects Analysis

0.75 percent of the taxable sales generated within their jurisdictional boundaries for allocation to
their general funds, which are typically funded from a combination of sources, including property
tax. Each jurisdiction uses its general fund to fund its budget, which can include, but is not limited
to, police and fire services, parks and recreation services, and funding for public works services
and employees.
As described in Section 6.4, Displacements and Relocations, the HSR Build Alternative would
result in parcel acquisitions, which would result in property tax revenue losses for local
jurisdictions as those properties are removed from the property tax assessment roll. Table 6-14
shows the estimated loss in annual property tax revenue for each of the jurisdictions where
property acquisitions could occur.
Table 6-14 Estimated Property Tax Revenue Loss
Jurisdiction

Estimated Property Tax
Revenue Loss

City of Burbank

$222,254

City of Glendale

$13,726

City of Los Angeles

$53,726

Los Angeles County

$397,250

Regional Total

$686,956

Sources: Los Angeles County Assessor’s Office, 2015; California High-Speed Rail Authority, 2018

As shown in Table 6-14, the parcel acquisitions under the HSR Build Alternative would result in a
total loss of approximately $686,956 in annual property tax revenue to various jurisdictions, based
on the assessed values of those properties in Fiscal Year 2014–2015. As there would be no
displaced residential properties within unincorporated Los Angeles County as a result of
construction of the HSR Build Alternative, the property tax revenue loss for Los Angeles County is
derived from the county’s share of property taxes within the cities of Burbank, Glendale, and Los
Angeles.
Of the affected local jurisdictions, Los Angeles County would incur the largest property tax
revenue loss ($397,250); however, the City of Burbank ($222,254), the City of Los Angeles
($53,726), and the City of Glendale ($13,726) would also experience some property tax revenue
loss. As these acquisitions would permanently remove these properties from the tax rolls, these
effects would be long-term. Effects to municipal revenue from displacements and relocations
would be minimized through compliance with SOCIO-IAMF#2 (Compliance with Uniform
Relocation Assistance and Real Property Acquisition Policies Act), and SOCIO-IAMF#3
(Relocation Mitigation Plan), as described in Section 6.3.2, Displacements and Relocations.
Operation
The effects discussed above would continue into the operational phase of the HSR Build
Alternative; however, no additional effects would be incurred during operation. All property tax
losses discussed under construction would remain the same during operation.
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Estimated Changes in Property Tax Revenues
Construction
Table 6-15 shows the estimated loss in annual property tax revenue for each of the jurisdictions
where property acquisitions would occur; the total property tax revenue collected and distributed
to each jurisdiction’s general fund in Fiscal Year 2014–2015; and the percentage of the Fiscal
Year 2014–2015 property tax collections that could be lost as a result of property acquisitions.
As shown in Table 6-15, construction of the HSR Build Alternative could result in a loss of
property tax revenue collected and distributed to the respective general funds of the affected local
jurisdictions in Fiscal Year 2014–2015. Given the percentage of total revenues that would be lost
as a result of property acquisitions, the overall effect of these long-term revenue losses would be
generally minor for each jurisdiction. Effects to municipal revenue from displacements and
relocations would be minimized through compliance with SOCIO-IAMF#2 (Compliance with
Uniform Relocation Assistance and Real Property Acquisition Policies Act), and SOCIO-IAMF#3
(Relocation Mitigation Plan), as described in Section 6.3.2, Displacements and Relocations.
Table 6-15 Estimated Changes in Property Tax Revenue
Jurisdiction

Property Tax Revenue
(Fiscal Year 2014–2015)

Estimated Property
Tax Loss

Estimated % Loss in
Property Tax Revenue

City of Burbank

$37,351,000

$222,254

0.06

City of Glendale

$50,883,000

$13,726

0.01

City of Los Angeles

$1,782,124,000

$53,726

0.001

Los Angeles County

$5,533,336,000

$397,250

0.00

Regional Total

–

$686,956

–

Sources: County of Los Angeles, 2015; California High-Speed Rail Authority, 2018
1 Represents a number less than 0.01 percent but greater than 0.

Operation
The effects discussed above would continue into the operational phase of the HSR Build
Alternative; no additional effects would be incurred during operation. All property tax losses
discussed under construction would remain the same during operation.
Long-Term Effects on Property Values
Construction
The construction phase of the HSR Build Alternative would be limited in duration, and any shortterm effects would cease following completion of construction. Therefore, the construction phase
of the HSR Build Alternative would not have long-term effects on property values.
Operation
There is little doubt that construction of the first railroads in the western U.S. in the late 1800s had
a profound influence on land use and development patterns—and real estate values—in the
vicinity of newly created railroad stations.
A wave of publicly funded rail transit construction began in the U.S. in the late 1970s to provide
new suburban-to-downtown commuting options in major metropolitan areas. Many research
studies were conducted in the latter decades of the 20th century in an attempt to quantify the
economic effect of these public investments and to isolate and identify the effect of constructing
new commuter rail lines on residential and commercial real estate values. Although the results of
these studies were somewhat mixed, most of them identified some changes in property values,
particularly in the vicinity of new transit rail stations.
Although considerable research has been conducted on the property value effects of rail transit,
especially on residential property values near transit stations, it is not clear how these findings
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would apply to HSR projects. Some categories of adverse effects associated with commuter rail
(e.g., noise, vibration, visibility) might be similar to those associated with HSR, but it is unclear
whether the property value effects would be similar. For HSR projects, stations are constructed
much farther apart than for commuter rail projects, and most trips are intercity trips rather than
moving people between suburbs and city centers.
Studies of the effects of HSR projects on property values are not as numerous as those
conducted for transit projects because most HSR systems have not been in place as long and
were built outside the U.S. The first dedicated HSR line in the world (and still the most heavily
used) is the Shinkansen system, which began operating in Japan in 1964. The next HSR system,
France’s Train à Grande Vitesse (TGV), began operation 17 years later, in 1981, and now
extends almost 3,000 miles. Italy began operating its first high-speed trains seven years later,
and subsequent systems have been built in many more countries in Europe and Asia (Givoni
2006). The only high-speed passenger rail service operating in the U.S. at present is Amtrak’s
Acela Express service, which began operating in 2000 in the densely populated Northeast
Corridor, which connects Boston, New York, and Washington, D.C. (Black 2005). These HSR
systems use differing technologies and operate at different average and maximum speeds. Some
(like the Shinkansen) have dedicated tracks, but others (like the TGV and Acela) share tracks
with conventional freight and passenger lines.
The studies that have been conducted to date related to HSR offer no clear consensus on
findings. While good data exist on such outcomes as shifts in travel modes resulting from the
introduction of new HSR service, economic development effects “are less clear, harder to
observe and quantify, and therefore are more controversial” (Givoni 2006). Successful HSR
station area development (and presumably related real estate price effects) appears to be linked
to a number of factors, including robust local economic conditions, strong travel demand, and
excellent links to other forms of transit. It is difficult to extrapolate from studies conducted in highdensity urbanized areas of Japan, Korea, and Europe to predict property value effects in U.S.
communities that are much more dispersed. For example, Japan’s Tokaido line connects Tokyo
and Osaka, cities with approximately 30 million and 16 million inhabitants, respectively.
The studies show that the potential exists for the values of residential and commercial properties
to appreciate as a result of HSR projects. Property value increases can result from both new
access to a HSR transportation system and the associated intensification of development that
can occur around station locations. However, given the potential for nuisance effects (e.g., noise
and visual effects) resulting from HSR trains passing in close proximity, it is possible that some
properties could experience a decrease in value. This potential for a decrease in property value
may be particularly true for residences and businesses in locations considerably removed from
train stations but exposed to some nuisance effects of the HSR project. These residences and
businesses would enjoy relatively few benefits (mainly those deriving from improved accessibility)
to offset the nuisance effects. This balance between the amount of benefit enjoyed compared to
the nuisance factor endured would be unique for each property and would be only one of the
many factors influencing the ultimate market value of any particular property.
County and City Sales Tax Losses
Construction
As described in Section 6.4, the HSR Build Alternative would result in the displacement of
85 businesses; however, only 40 of these businesses were assumed to generate sales tax. In
addition, as discussed in Section 6.4.2, an adequate supply of replacement properties is available
in the replacement area in which to relocate these displaced businesses. If these businesses
were to relocate outside the respective jurisdictions in which they are currently located, these
jurisdictions would experience losses in sales tax revenues.
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Table 6-16 shows the estimated loss in annual sales tax revenue for each of the jurisdictions
where the displacement of sales tax-generating businesses would occur along with the
percentage of the total sales tax revenue distributed to each jurisdiction’s general fund in 2015
that would be lost as a result of the HSR Build Alternative. As shown in Table 6-16, the HSR Build
Alternative could result in a total loss of approximately $162,188 in annual sales tax revenue.
Table 6-16 Estimated Changes in Sales Tax Revenue
Jurisdiction

Total Sales Tax Revenue
Apportioned to City/County

Estimated Sales Tax
Loss

Percent Estimated
Sales Tax Loss

City of Burbank

$487,321,000

$68,930

0.01

City of Glendale

$599,075,000

$56,766

0.001

City of Los Angeles

$14,183,222,000

$36,492

0.001

Regional Total

–

$162,188

–

Sources: California State Board of Equalization, 2013; California High-Speed Rail Authority, 2018
1 Represents a number less than 0.01 percent but greater than 0.

It should be noted that these sales tax revenue losses would be temporary rather than permanent
for the most part, because they would occur during the time when affected businesses are closed
for construction of the HSR Build Alternative or while displaced businesses relocate to a new
location. Effects to sales tax revenue from displacements and relocations would be minimized
through compliance with SOCIO-IAMF#2 (Compliance with Uniform Relocation Assistance and
Real Property Acquisition Policies Act), and SOCIO-IAMF#3 (Relocation Mitigation Plan), as
described in Section 6.3.2, Displacements and Relocations. In many cases, relocations would
generate tax revenue within the same taxing jurisdiction, so the losses estimated below may be
temporary. The estimated sales tax losses represent a very small percentage of the overall
revenue in each affected jurisdiction; therefore, effects would be minor.
Operation
Although the effects discussed above would continue into the operational phase of the HSR Build
Alternative, no additional effects would be incurred during operation of the HSR Build Alternative.
All effects discussed under construction would remain the same during operation.

6.3.4.2

Construction and Operation-Related Sales Tax Gains

Construction
A temporary increase in sales tax revenues is expected for Los Angeles County and the
communities in the region as a result of HSR project construction. This increase would be a result
of spending on construction equipment and materials. Unless specifically exempted, all
transactions for tangible assets related to the HSR system would be subject to sales tax.
It is estimated that about 17 percent of the total HSR spending on construction equipment and
materials would occur within the region. Taking this into account, the estimated increases in tax
revenues are approximately $1,167,900 for Los Angeles County. The sales tax revenue
generated from construction activities would increase local government revenues during the
construction period. Some short-term reductions in sales tax revenues could occur because the
need to acquire land would necessitate the relocation of businesses along the HSR Build
Alternative alignment. While negligible at the regional level, this interruption in sales could lead to
some short-term losses for communities adjacent to the HSR system. As discussed previously in
the examination of suitable replacement properties for relocated businesses, most businesses
would have the opportunity to relocate within the same city tax jurisdiction. As such, the duration
of business disruptions would be expected to be minimal.
Relocations of businesses in the same vicinity would limit losses in sales tax revenues for local
jurisdictions; however, the HSR Build Alternative would still result in temporary sales tax losses,
either because businesses would temporarily close during these relocations or because some
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might choose to close down rather than relocate. Although other businesses would eventually
replace those that close, temporary revenue losses would nevertheless occur.
Operation
Operation of the HSR Build Alternative would include inspection and maintenance along the track
and railroad right-of-way, as well as on the structures, fencing, power system, automatic train
control system, and communications system. Operations and maintenance activities are
described in detail in Chapter 2 of the Draft EIR/EIS. Because these activities are intermittent and
do not require large numbers of workers or materials, it is not anticipated that there would be any
noticeable sales tax effects related to operations.

6.3.4.3

Job Creation

This section provides a quantitative assessment of the short-term and long-term effects of the
HSR Build Alternative on employment. Short-term employment effects (direct, indirect, and
induced) result from construction of the HSR Build Alternative, and long-term effects result from
both the ongoing operation and maintenance of the HSR system and also from improvements to
accessibility.
Construction
This analysis discusses the potential for construction of the HSR Build Alternative to create shortterm jobs, and whether these temporary jobs would result in a temporary influx of people residing
in the area that would necessitate the construction of additional community facilities.
Construction of the HSR Build Alternative has the potential to significantly stimulate short-term
employment and is estimated to create 27,923 additional direct, indirect, and induced jobs in Los
Angeles County, as well as having spillover effects into neighboring Orange County during the
construction period. The majority (22,350) of the jobs created by construction of the HSR Build
Alternative would be centered in Los Angeles County. The largest job growth is expected in the
construction industry, with 11,251 new construction-related direct and/or indirect jobs estimated
for Los Angeles County and 2,218 construction-related direct and/or indirect jobs estimated in
Orange County. The next most heavily affected industry is the retail trade sector, which is
estimated to grow by 2,997 job years within the two-county region as a result of HSR construction
(with 2,393 and 604 jobs occurring within Los Angeles County and Orange County, respectively).
Job creation within Orange County, rather than solely within Los Angeles County wherein the
HSR Build Alternative is located, is a result of geographical assumptions undertaken in the RIMS
II analysis that was performed to analyze regional growth.
Over the six-year construction period, project expenditures under the HSR Build Alternative would
result in the creation of 11,251 direct and 16,672 indirect and induced job years, for a total of
27,923 job years. Table 6-17 shows the direct and indirect/induced job years that would be
created during each year of construction. During the peak years of construction, the HSR Build
Alternative would support a projected 2,813 direct and 4,168 indirect jobs, for a total of 6,981
jobs. The 2,813 direct jobs in the peak construction years would represent a 1.05 percent
increase in construction jobs projected for the year 2022 in Los Angeles County. This percentage
increase is not substantial enough to be an attractive force to draw workers to the region; the
existing unemployed or underemployed construction workforce would adequately absorb this
growth.
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Table 6-17 High-Speed Rail Build Alternative Employment Impacts During Construction
(in Annual Job Years)
Employment

2020

2021

2022

2023

2024

2025

Total

Direct

900

1,913

2,813

2,813

1,913

900

11,251

Indirect and Induced

1,334

2,834

4,168

4,168

2,834

1,334

16,672

Total

2,234

4,747

6,981

6,981

4,747

2,234

27,923

Results from RIMS II multiplier analysis using data from the following sources: construction spending estimates for the Burbank to Los Angeles
Project Section; Bureau of Economic Analysis, 2016

In addition to the direct jobs created by HSR construction, indirect and induced effects stimulate
growth in other sectors that may not be directly related to construction, such as the real estate,
renting, and leasing sector, which is estimated to produce an additional 1,622 job years in the
two-county region. Other sectors predicted to experience growth include nondurable goods
manufacturing; food services and drinking places; professional, scientific, and technical services;
administrative and support services; and waste management services. Given the size of the local
unemployed civilian labor force (Section 5.4.1), it is anticipated that these jobs can be absorbed
by local workers. Overall, construction of the HSR Build Alternative would require a large number
of employees. Because the jobs would adequately be absorbed by the local workforce, the HSR
Build Alternative would not necessitate the construction of additional community facilities to serve
the construction workforce.
Operation
This analysis discusses the potential for operation of the HSR Build Alternative to create longterm jobs, and whether these jobs would result in a permanent influx of people residing in the
area that would necessitate the construction of additional community facilities. Long-term
employment effects of the HSR Build Alternative in the project section would result from two
distinct factors. First, the ongoing operation and maintenance of the HSR Build Alternative would
result in the direct creation of jobs, as well as additional indirect and induced jobs. Second, areas
surrounding HSR stations are expected to have increases in employment opportunities due to
improvements in accessibility.
Operation and Maintenance Employment
Similar to increases in employment in the short term due to construction, long-term employment
is predicted to increase as a result of the ongoing operation and maintenance of the HSR system.
Assuming operation begins in 2029, a total of 1,072 total jobs could be added to the two-county
region by 2040. During the first year of operation in 2029, operation and maintenance of the
Burbank to Los Angeles Project Section is estimated to create 881 jobs, with an estimated 643 of
those jobs occurring within Los Angeles County and 238 jobs occurring as spillover effects within
Orange County. Incremental increases in job creation occur after the first year of operation.
These estimated increases in jobs account for both the direct jobs resulting from operation and
maintenance of the HSR system and the indirect and induced jobs.
Of the employment opportunities resulting from operation and maintenance, approximately
56 percent of the created jobs would be centered in Los Angeles County, with the remaining
44 percent centered in Orange County. The number of jobs created by HSR Build Alternative
operation and maintenance is expected to grow at a steady annual rate of about 2 percent
between 2029 and 2040. The majority of jobs resulting from HSR Build Alternative operation and
maintenance are in the economic sector of transit and ground passenger transportation, which
includes jobs related to train operations, dispatching, maintenance of equipment, and
maintenance of infrastructure.
Employment Associated with Improved Accessibility
In the long term, the HSR Build Alternative is also expected to result in job creation due to
improvements to accessibility in areas surrounding stations. For example, improvements in
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accessibility can result in long-term dynamic economic effects, such as enhanced labor market
accessibility, increased business travel and transactions, direct transport cost savings, improved
business and worker productivity, support of tourism, and other important service sectors
requiring patron accessibility.
The analysis of job creation due to increased accessibility was based on a review of available
literature related to the long-term economic effects of HSR on local, regional, and national
economies. This analysis considered a time horizon out to 2050 in an attempt to fully capture
employment increases that could be attributed to improved accessibility. As detailed in two 2012
reports by the Authority—Building California’s Future, Revised 2012 Business Plan (Authority
2012b) and Economic Impact Analysis Report (Authority 2012c)—a range of impact “factors” was
developed from the literature review on the long-term economic effects of HSR. Employment
forecasts were then made by applying these impact factors to estimates of accessibility
improvements for different HSR project sections. These calculations resulted in 2050 forecasts of
52,000 to 189,000 newly created permanent jobs. This analysis uses the mid-point of these two
estimates, or an estimate of 102,000 additional jobs created for the State of California by 2050
due to improved accessibility.
Using the estimated accessibility increase calculations for different counties, these increased jobs
can be apportioned across California counties. For example, applying the estimated 4.8 percent
change in accessibility for Los Angeles County results in an estimated direct increase in jobs for
the county of 4,896 by 2040.
As indicated by the literature review, the percent increase in accessibility may not be accurate for
major metropolitan areas, and the actual percent increase in accessibility could be up to 20
percent higher, which yields a total of 5,875 jobs created in Los Angeles County by 2040. The
number of direct permanent jobs created in the county due to increased accessibility is thus
estimated to range from 4,896 to 5,875. In addition to these direct jobs that would be created due
to increased accessibility, additional indirect and induced jobs would also be created. To estimate
these indirect and induced jobs, the direct jobs created are converted to an estimated economic
effect by multiplying the number of jobs created by an average wage rate for Los Angeles County
from the U.S. Bureau of Labor Statistics. The RIMS II model was then used to estimate the
number of indirect and induced jobs resulting from increased accessibility. For Los Angeles
County, the number of indirect and induced jobs that would result from the economic activity
associated with jobs created due to increased accessibility is estimated to range from 3,016 to
3,619. Summing the direct, indirect, and induced jobs created due to increased mobility in Los
Angeles County results in a total of between 7,912 and 9,633 new jobs created by 2040.
Overall, operation and maintenance of the HSR Build Alternative would generate a large number
new jobs. It is estimated that these jobs would be filled by the local workforce. Therefore, the
HSR Build Alternative would not necessitate the construction of additional community facilities to
serve a larger permanent workforce as a result of operation and maintenance of the HSR Build
Alternative.

6.3.4.4

Changes in School District Funding

The HSR Build Alternative’s funding effects on school districts were considered based on the
HSR Build Alternative’s ability to remove properties from the tax assessment rolls or affect
attendance-based funding sources by displacing student populations. School district funding is
partially dependent on student attendance, and the relocation of large populations of students
outside existing school districts could therefore reduce funding for the affected districts.
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Construction
As described in Section 6.4.1, Residential Displacements, construction of the HSR Build
Alternative would result in the displacement of one residential unit, in the city of Los Angeles.
Table 6-18 identifies the number of residential units, the estimated student population that could
be displaced, and the percentage of the student population that could be displaced from each
unified school district within or adjacent to the boundaries of the HSR Build Alternative.
Table 6-18 Residential and Student Displacements in School Districts
School District

Residential
Units
Displaced

Estimated Number
of Students
Displaced1

School District
Enrollment/Average
Daily Attendance2

Percentage of
Student Population
Displaced

Burbank Unified

7

5

14,745

0.03

Glendale Unified

0

0

25,115

0.00

Los Angeles Unified

5

4

516,451

0.00*

Regional Total

1

9

556,311

0.00*

Sources: California High-Speed Rail Authority, 2018; California Department of Education, www.ed-data.org/, accessed June 24, 2016
1 A student generation factor of 0.7 student per dwelling unit was used to represent the number of student displacements associated with each
displaced residential unit. The generation factor based on the Statewide Average Student Yield Factor for unified school districts published by the
California Office of Public School Construction, Form SAB 50-01 (revised May 2009).
2 Information is for Fiscal Year 2014–2015.
* Represents a number less than 0.01 percent but greater than 0.

Table 6-18 shows that all residential unit and student displacements within the boundaries of the
HSR Build Alternative would occur within the LAUSD. The HSR Build Alternative would displace
approximately four students (conservatively rounding up to account for a student generation
factor of 0.7) out of LAUSD’s enrollment, which is less than 0.01 percent of the total student
population, and approximately five students out of Burbank Unified School District’s enrollment,
which is approximately 0.03 percent of the total student population.
The estimated property tax revenue losses from the acquisition of property, including properties
with residential units and/or businesses, for the school districts are presented below in Table
6-19. The greatest revenue loss would occur in the Burbank Unified School District, and would
result in this district losing approximately $189,929 of its total revenue. This represents a
percentage loss of 0.15 percent of total revenue. The entirety of this revenue loss would come
from the decrease in property tax revenue ($189,929). LAUSD would experience losses in ADA
revenue, making up $21,253 of its total revenue loss of $69,061. Burbank Unified School District
would experience total revenue losses of $189,929, including losses in ADA revenue totaling
$18,081.
Table 6-19 School District Revenue Losses
School District

Estimated
Property Tax
Revenue Loss

Estimated
ADA
Revenue
Loss

Estimated
Total Revenue
Loss

Total Revenue

Estimated
Revenue Loss as
a Percentage of
Total Revenue

Burbank Unified

$171,849

$18,081

$189,929

$130,012,530

0.15

Glendale Unified

$15,303

$0

$15,303

$241,689,737

0.01

Los Angeles Unified

$47,807

$21,253

$69,061

$6,420,068,851

0.001

Regional Total

$234,959

$39,334

$274,293

$3,281,338,915

0.001

Sources: California High-Speed Rail Authority, 2018; California Department of Education, www.ed-data.org/, accessed June 24, 2016
All information is for Fiscal Year 2014–2015.
1 Represents a number less than 0.01 percent but greater than 0.
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As discussed in Section 6.4, Displacements and Relocations, the high number of residential
vacancies in the cities within or adjacent to the boundaries of the HSR Build Alternative would
most likely allow the affected residents to relocate within the same school districts, which could
help offset or eliminate revenue losses due to reductions in ADA. LAUSD and Burbank Unified
School District are the only school districts that would experience revenue losses from reductions
in ADA, which would occur from the estimated displacement of four students in LAUSD and five
students in Burbank Unified School District (Table 6-16). With the availability of vacant housing
within this school district, adverse revenue effects due to reductions in ADA would be short-term
and avoidable. In addition, effects to school district funding from displacements and relocations
would be minimized through compliance with SOCIO-IAMF#2 (Compliance with Uniform
Relocation Assistance and Real Property Acquisition Policies Act), and SOCIO-IAMF#3
(Relocation Mitigation Plan), as described in Section 6.3.2, Displacements and Relocations.
Operation
Property acquisitions would occur during the construction phase of the HSR Build Alternative.
Therefore, no residential or student displacements would occur during operation of the HSR Build
Alternative. While revenue losses would occur during construction, there is the potential for
revenue loss to be minimized during operation. Any surplus properties that are returned to private
ownership following completion of construction of the HSR Build Alternative could be developed
with new residential, commercial, or industrial uses, resulting in new property tax revenues to
offset those lost to school districts as a result of right-of-way acquisitions for the HSR Build
Alternative.

6.3.5

Physical Deterioration

This section addresses the potential for the HSR Build Alternative to result in physical
deterioration in the cities, communities, and neighborhoods located within or adjacent to the HSR
Build Alternative. A review of all potential effects identified in this chapter of the CIA was
conducted. Each of these effects was examined to determine if the changes to a community
could reasonably lead to physical deterioration (alternatively known as urban decay). These
specific changes include:


Considerable residential migration out of a community that would be expected to change its
character



Extensive changes to the business environment in a community that would be expected to
result in closures of key “anchor” businesses that support the area and draw in consumers, or
a substantial number of smaller businesses in a commercial district.



Large reductions in the fiscal (property and sales taxes) revenues collected that would be
expected to reduce the local government’s ability to provide necessary services that maintain
the quality of communities

Overall, physical deterioration is not a reasonably foreseeable effect of the proposed HSR Build
Alternative.
Construction
The HSR Build Alternative is anticipated to have a disruptive effect on communities and
community cohesion during construction. Construction-related effects, such as an increase in
dust, noise, visual changes, and traffic congestion associated with pattern changes, detours, and
road closures, are anticipated to have some disruptive effects on the community. However, these
effects would be temporary and only last for the duration of construction. There is no expectation
that these disruptive, temporary effects would result in considerable residential migration from
communities or key business closures. Therefore, temporary construction effects are not
anticipated to result in physical deterioration of area communities.
The HSR Build Alternative would result in disruptive effects to communities through
displacements and relocations, effects to community character and cohesion, and economic
effects. Both adverse and beneficial effects would occur. The removal of homes, businesses, and
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community facilities would have disruptive effects on community cohesion as discussed in more
detail in Section 6.3.1. But, the HSR Build Alternative would also improve regional access, reduce
travel times and congestion, and construct grade-separated crossings along the existing rail rightof-way, thereby improving access within the communities within or adjacent to the boundaries of
the HSR Build Alternative. Displacements occur along the existing rail corridor, at the edges of
neighborhoods, and would not divide or isolate existing cohesive communities, and so it is not
reasonably foreseeable that these effects would result in substantial residential or business
migration out of these communities. No extensive changes to the business environment or
closures of either key “anchor” businesses, or a substantial number of smaller businesses in a
commercial district, that may result in physical deterioration are anticipated.
Construction of the HSR Build Alternative would result in overall economic benefits for the region,
thereby lessening any existing physical deterioration. Increased construction spending and an
increase in sales tax revenue associated with the creation of construction jobs would occur.
Section 6.6.3 discusses in more detail the anticipated economic effects of the HSR Build
Alternative. Construction spending would result in long-term beneficial effects on sales tax and
employment within the region. In the short term, there would be adverse effects on property and
sales tax revenues, as well as on the provision of government and community services to
accommodate the inflow of construction workers in the region. However, any short-term effects to
local government tax revenues are anticipated to be minor and temporary in nature, only lasting
as long as the construction period within the jurisdiction. Therefore, no physical deterioration
during construction is anticipated.
Operation
A discussion of long-term effects on job creation as a result of increased accessibility is contained
in Section 6.3.2. Generally, the long-term economic activity associated with operation and
maintenance activities of the HSR Build Alternative would have direct and indirect economic
effects. By 2040, an estimated 4,896 to 5,875 new jobs are anticipated to be directly created by
operation and maintenance activities within Los Angeles County, and another 3,016 to 3,619 jobs
are estimated to be indirectly created as an effect of that resultant economic activity. Employment
growth from operation of the HSR Build Alternative is expected to be a net benefit to the region,
as it would provide jobs and economic benefits that would reduce the potential for physical
deterioration as a result of the HSR Build Alternative.
The HSR Build Alternative would result in some property and sales tax revenue losses during
operation. As discussed in Section 6.6.2.1, property tax revenue from displaced residences in the
city of Burbank is 1.07 percent of Burbank’s total property tax revenue. Property tax revenue
losses in the cities of Glendale and Los Angeles and Los Angeles County would be less than in
Burbank, and in some cases, these decreases in property tax revenues are in most cases minor.
Sales tax revenue losses in the affected jurisdictions are similarly minor. The City of Burbank
would experience some removal of sales tax-generating businesses and an associated decrease
in sales tax revenue of 0.03 percent. The cities of Glendale and Los Angeles would experience a
decrease in sales tax revenue of 0.01 percent and an amount greater than 0.00 percent but less
than 0.01 percent, respectively. Furthermore, all the jurisdictions in the RSA have sufficient
vacancies (both residential and commercial/industrial) to accommodate the relocation of residents
and businesses within their city limits, thereby limiting actual tax revenue losses experienced by
the respective jurisdictions. In any case, these tax revenue decreases are negligible and would
not affect their respective jurisdictions’ ability to provide necessary services. It is not anticipated
that physical deterioration effects would occur.

6.3.6

Cumulative Effects

This section presents cumulative effects based on current knowledge of the HSR Build
Alternative. Appendix E, Cumulative Project List provides lists and maps of planned and
approved projects and plans in each of the jurisdictions within the Burbank to Los Angeles Project
Section RSA, including the cities of Burbank, Glendale, and Los Angeles.
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Cumulative effects are those resulting from past, present, and reasonably foreseeable future
actions, combined with the visual effects of the HSR Build Alternative. The cumulative analysis
provided in the CIA includes the evaluation of effects of the HSR Build Alternative on community
character and cohesion, environmental justice populations, school district, and city and county
government finances. The cumulative effects analysis provided in the CIA includes the evaluation
of temporary and permanent effects from construction and operation of the HSR Build Alternative,
including the effects to communities and neighborhoods, displacements and relocations,
environmental justice populations, school districts, city and county government finances, and
regional growth.
The RSA for the cumulative effects analysis is limited to the neighborhoods that would be directly
or indirectly affected by construction and operation of the proposed HSR Build Alternative. In this
case, the RSA for the cumulative effects analysis is the same as the communities and
neighborhoods indirect effects RSA, which was previously described in Section 4.

6.3.6.1

Communities and Neighborhoods

Construction
Construction of the HSR Build Alternative would result in temporary effects to communities and
neighborhoods such as increases in noise and dust, visual changes, temporary use of properties,
changes in access, temporary loss of on-street parking, changes in community circulation, traffic
congestion related to road closures or detours, increased response times for emergency
responders, and potential utility interruptions. Since these effects would occur on and adjacent to
an existing railroad corridor, these temporary effects would not divide or isolate established
communities or degrade existing community cohesion and character. While development of the
HSR Build Alternative would not represent a long-term effect to communities and neighborhoods,
if the development of some or all of the existing and reasonably foreseeable future projects occur
at the same time that the HSR Build Alternative is being constructed, there would be similar
temporary effects to communities and neighborhoods as described above. These effects could be
cumulatively considerable. However, these cumulative effects would be temporary and would
cease following completion of construction activities and therefore do not represent a long-term
cumulative effect to communities and neighborhoods.
Construction of the HSR Build Alternative would stimulate short-term employment and create a
large number of temporary jobs. The temporary jobs would be adequately served by the existing
workforce, including jobs indirectly created by the HSR Build Alternative (e.g., food service), so
there would be no effects related to temporary population increases and the need for increased
housing and services. Because many of the cumulative projects would generate fewer temporary
jobs than would the HSR Build Alternative, the cumulative effect of job creation from construction
of the HSR Build Alternative and other existing and reasonably foreseeable future projects would
not negatively affect communities and the region.
The combined effect of the construction of the HSR Build Alternative and other existing and
reasonably foreseeable future projects would result in disruptive effects to communities and
neighborhoods primarily as a result of displacements and relocations of businesses. Street
configuration changes would alter access, and in doing so, would improve community circulation.
Operation
The combined effect of operation of the HSR Build Alternative and other reasonably foreseeable
future projects would have some effects on communities and neighborhoods in the RSA, primarily
as a result of visual changes and increased noise levels. However, as the HSR Build Alternative
would operate within an existing railroad corridor, these effects would not represent a long-term
effect to community cohesion and character. Overall, cumulative effects from operation of the
HSR Build Alternative and other existing and reasonably foreseeable future projects would not
divide or isolate established communities, degrade existing community cohesion and character,
or substantially affect existing communities and neighborhoods in the vicinity of the HSR Build
Alternative.
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Operation and maintenance of the HSR Build Alternative would generate long-term employment
opportunities in the following two ways: (1) the direct creation of job required to support the
operation and maintenance of the HSR Build Alternative and the indirect creation of jobs required
to support the workforce; and (2) the indirect creation of jobs from improved accessibility to areas
and businesses surrounding the HSR stations. As the direct and indirect jobs created from the
operation of the HSR Build Alternative would be absorbed by local workers in Los Angeles
County, job creation from the operation of the HSR Build Alternative would not have effects
related to temporary population increases and the need for increased housing and services.
Because many of the cumulative projects would generate fewer permanent jobs than would the
HSR Build Alternative, the cumulative effect of job creation from operation of the HSR Build
Alternative and other existing and reasonably foreseeable future projects would not negatively
affect communities and the region.

6.3.6.2

Displacements and Relocations

Construction
Construction of the HSR Build Alternative would require the acquisition of property for right-ofway and facilities. These acquisitions would result in the following displacements:


Displacement of one single-family residential unit (an estimated three residents) and four
multifamily residential units (an estimated 12 residents) in the city of Los Angeles, and
displacement of five single-family residential units (an estimated 13 residents) and two
multifamily residential units (an estimated six residents) in the city of Burbank



Displacement of an estimated 84 commercial, industrial, and retail businesses (1,747
estimated displaced employees)

As an examination of suitable replacement locations for the residences and businesses
determined that a sufficient number of alternative sites are available, the HSR Build Alternative
would not result in impacts associated with business displacements and relocations. Because
many of the cumulative projects are smaller in nature and would generate fewer displacements
and relocations, it is anticipated that there would be no cumulative effects associated with
displacements and relocations from construction of the HSR Build Alternative and other existing
and reasonably foreseeable future projects.
Operation
Although they are permanent, property acquisitions and resulting residential and business
displacements and relocations would occur during the construction phase of the HSR Build
Alternative. Therefore, there would be no cumulative effects associated with displacements and
relocations from operation of the HSR Build Alternative and other existing and reasonably
foreseeable future projects.

6.3.6.3

Environmental Justice

Construction
Substantial concentrations of environmental justice populations (minority and low-income) reside
within or adjacent to the HSR Build Alternative. The majority of adverse effects from construction
of the HSR Build Alternative, including temporary changes in air quality, transportation,
aesthetics, noise, displacements, and community cohesion, would be experienced by minority
and low-income populations. Construction of the HSR Build Alternative would permanently affect
community cohesion in specific areas, including areas with minority and low-income populations,
as a result of business displacements. Overall, construction of the HSR Build Alternative would
result in temporary adverse effects affecting minority and low-income populations living within the
RSA. If the construction of some or all of the existing and reasonably foreseeable future projects
occurs at the same time that the HSR Build Alternative is being constructed, there would be
similar temporary effects to minority and low-income populations as described above. These
effects could be cumulatively considerable. However, the cumulative effects would be temporary
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and would cease following completion of construction activities. Therefore, they do not represent
a long-term cumulative effect to minority and low-income populations.
Operation
The HSR Build Alternative would result in a net beneficial to the communities and the region,
including minority and low-income populations, related to temporary employment during
construction and sales tax gains, regional employment, regional transportation, regional air
quality, and transportation safety during operation. Minority and low-income populations would
also experience beneficial transportation-oriented effects through improved regional accessibility,
reduced vehicle trips on freeways, improvements to transportation infrastructure, and enhanced
safe bicycle and pedestrian routes. Operation of the HSR Build Alternative would generate
permanent adverse noise effects to minority and low-income populations. Because many of the
effects from operation of the HSR Build Alternative would be beneficial, the combined effect of
operation of the HSR Build Alternative and other existing and reasonably foreseeable future
projects would not result in effects to minority and low-income populations.

6.3.6.4

Economic Effects

Construction
Construction of the HSR Build Alternative would have beneficial economic effects within the
region relating to short-term and long-term employment and sales tax gains. Acquisitions from the
construction of the HSR Build Alternative would result in property and sales tax losses as well as
nine student displacements. Local school districts would experience revenue losses from property
tax losses and student displacements. The cities of Burbank, Glendale, and Los Angeles, and
Los Angeles County would experience revenue losses from property and sales tax losses.
However, the estimated revenue losses represent a very small percentage of the overall
revenues in each affected jurisdiction and school district. In addition, the HSR Build Alternative
would not result in considerable residential migration or extensive changes to the business
environment from business closures. Therefore, the HSR Build Alternative would not result in the
physical deterioration of area communities. Thus, there would be no cumulative economic effects
associated with construction of the HSR Build Alternative and other existing and reasonably
foreseeable future projects.
Operation
Operation and maintenance of the HSR Build Alternative would have a net benefit within the
region relating to short-term and long-term employment and sales tax gains. The combined effect
of operation of the HSR Build Alternative and other existing and reasonably foreseeable future
projects would not result in economic effects.
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7

IMPACT AVOIDANCE AND MINIMIZATION FEATURES

The HSR Build Alternative incorporates standardized HSR features to avoid and minimize
impacts. These features are referred to as IAMFs. The Authority would implement these
measures during project design and construction to avoid or reduce impacts
The following IAMFs would be implemented to avoid and/or minimize community-related effects.

7.1

Air Quality

AQ-IAMF#1: Fugitive Dust Emissions
During construction, the Contractor shall employ the following measures to minimize and control
fugitive dust emissions. The Contractor shall prepare a fugitive dust control plan for each distinct
construction segment. At a minimum, the plan shall describe how each measure would be
employed and identify an individual responsible for ensuring implementation. At a minimum, the
plan shall address the following components unless alternative measures are approved by the
applicable air quality management district.


Cover all vehicle loads transported on public roads to limit visible dust emissions, and
maintain at least 6 inches of freeboard space from the top of the container or truck bed.



Clean all trucks and equipment before exiting the construction site using an appropriate
cleaning station that does not allow runoff to leave the site or mud to be carried on tires off
the site.



Water exposed surfaces and unpaved roads at a minimum three times daily with adequate
volume to result in wetting of the top 1 inch of soil but avoiding overland flow. Rain events
may result in adequate wetting of top 1 inch of soil thereby alleviating the need to manually
apply water.



Limit vehicle travel speed on unpaved roads to 15 miles per hour (mph).



Suspend any dust-generating activities when average wind speed exceeds 25 mph.



Stabilize all disturbed areas, including storage piles that are not being used on a daily basis
for construction purposes, by using water, a chemical stabilizer/suppressant, hydro mulch or
by covering with a tarp or other suitable cover or vegetative ground cover, to control fugitive
dust emissions effectively. In areas adjacent to organic farms, the Authority would use nonchemical means of dust suppression.



Stabilize all on-site unpaved roads and off-site unpaved access roads, using water or a
chemical stabilizer/suppressant, to effectively control fugitive dust emissions. In areas
adjacent to organic farms, the Authority would use non-chemical means of dust suppression.



Apply water or presoak all land clearing, grubbing, scraping, excavation, land leveling,
grading, cut and fill, and demolition activities are carried out.



For buildings up to six stories in height, wet all exterior surfaces of buildings during demolition.



Limit or expeditiously remove the accumulation of mud or dirt from adjacent public streets a
minimum of once per day, using a vacuum-type sweeper.



After the addition of materials to or the removal of materials from surface or outdoor storage
piles, apply sufficient water or a chemical stabilizer/suppressant.

AQ-IAMF#2: Selection of Coatings
During construction, the Contractor shall use:


Low-volatile organic compound (VOC) paint that contains less than 10 percent of VOC
contents (VOC, 10 percent).

Super-compliant or Clean Air paint that has a lower VOC content than that required by South
Coast Air Quality Management District Rule 1113, when available. If not available, the Contractor
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shall document the lack of availability, recommend alternative measure(s) to comply with Rule
1113 or disclose absence of measure(s) for full compliance and obtain concurrence from the
Authority.

7.2

Aesthetics and Visual Quality

AVQ-IAMF#1: Aesthetic Options
Prior to construction the Contractor shall document, through issue of a technical memorandum,
how the Authority’s aesthetic guidelines have been employed to minimize visual impacts. The
Authority seeks to balance providing a consistent, project-wide aesthetic with the local context for
the numerous high-speed rail non-station structures across the state. Examples of aesthetic
options would be provided to local jurisdictions that can be applied to non-standard structures in
the high-speed rail system. Refer to Aesthetic Options for Non-Station Structures, 2017.
AVQ-IAMF#2: Aesthetic Review Process
Prior to construction, the Contractor shall document that the Authority’s aesthetic review process
has been followed to guide the development of non-station area structures. Documentation shall
be through issuance of a technical memorandum to the Authority. The Authority would identify
key non-station structures recommended for aesthetic treatment, consult with local jurisdictions
on how best to involve the community in the process, solicit input from local jurisdictions on their
aesthetic preferences, and evaluate aesthetic preferences for potential cost, schedule and
operational impacts. The Authority would also evaluate consistency with project-wide aesthetic
goals, include recommended aesthetic approaches in the construction procurement documents,
and work with the contractor and local jurisdictions to review designs and local aesthetic
preferences and incorporate them into final design and construction. Refer to Aesthetic Options
for Non-Station Structures, 2017.

7.3

Land Use and Development, Station Planning

LU-IAMF#3: Restoration of Land Used Temporarily During Construction
Prior to any ground disturbing activities at the site of land to be used temporarily during
construction, the Contractor shall prepare a restoration plan addressing specific actions,
sequence of implementation, parties responsible for implementation and successful achievement
of restoration for temporary impacts. Before beginning construction use of land, the Contractor
shall submit the restoration plan to the Authority for review and obtain Authority approval. The
restoration plan shall include time-stamped photo documentation of the pre-construction
conditions of all temporary staging areas. All construction access, mobilization, material laydown,
and staging areas would be returned to a condition equal to the pre-construction staging
condition. This requirement is included in the design-build construction contract requirements.

7.4

Noise and Vibration

NV-IAMF#1: Noise and Vibration
Prior to Construction, the Contractor shall prepare and submit to the Authority a noise and
vibration technical memorandum documenting how the FTA and FRA guidelines for minimizing
construction noise and vibration impacts would be employed when work is being conducted within
1,000 feet of sensitive receptors. Typical construction practices contained in the FTA and FRA
guidelines for minimizing construction noise and vibration impacts include the following:


Construct noise barriers, such as temporary walls or piles on excavated material, between
noisy activities and noise sensitive resources.



Route truck traffic away from residential streets, when possible.



Construct walled enclosures around especially noisy activities or around clusters or noise
equipment.



Combine noisy operations so that they occur in the same period.
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Phase demolition, earthmoving, and ground impacting operations so as not to occur in the
same time period.



Avoid impact pile driving where possible in vibration sensitive areas.

7.5

Parks, Recreation and Open Space

PK-IAMF#1: Parks, Recreation, and Open Space
Prior to Construction, the Contractor shall prepare and submit to the Authority a technical
memorandum that identifies project design features to be implemented to minimize impacts on
parks, recreation and open space. Typical design measures to avoid or minimize impacts to parks
and recreation may include:


Provide safe and attractive access for present travel modes (e.g., motorists, bicyclists,
pedestrians—as applicable) to existing park and recreation facilities.



Design guideway, system, and station features in such a way as to enhance the surrounding
local communities. Provide easy crossings of the guideway which allows for community use
under the guideway or at station areas.

7.6

Public Utilities and Energy

PUE-IAMF#3: Public Notifications
Prior to Construction in areas where utility service interruptions are unavoidable, the Contractor
would notify the public through a combination of communication media (e.g., by phone, email,
mail, newspaper notices, or other means) within that jurisdiction and the affected service
providers of the planned outage. The notification would specify the estimated duration of the
planned outage and would be published no less than 7 days prior to the outage. Construction
would be coordinated to avoid interruptions of utility service to hospitals and other critical users.
The Contractor would submit the public communication plan to the Authority 60 days in advance
of the work for verification that appropriate messaging and notification are to be provided.
PUE-IAMF#4: Utilities and Energy
Prior to Construction, the Contractor shall prepare a technical memorandum documenting how
construction activities would be coordinated with service providers to minimize or avoid
interruptions. It would include upgrades of existing power lines to connect the HSR System to
existing utility substations. The technical memorandum shall be provided to the Authority for
review and approval.

7.7

Safety and Security

SS-IAMF#1: Construction Safety Transportation Management Plan
Prior to Construction (any ground disturbing activity), the Contractor shall prepare for submittal to
the Authority a construction safety transportation management plan. The plan would describe the
contractor’s coordination efforts with local jurisdictions for maintaining emergency vehicle access.
The plan would also specify the Contractors procedures for implementing temporary road
closures including: access to residences and businesses during construction, lane closures,
signage and flag persons, temporary detour provisions, alternative bus and delivery routes,
emergency vehicle access, and alternative access locations. The Contractor shall prepare and
submit monthly reports to the Authority documenting construction transportation plan
implementation activities for compliance monitoring.
SS-IAMF#2: Safety and Security Management Plan
Sixty days after receiving from the Authority a construction notice-to-proceed, the Contractor shall
provide the Authority with a technical memorandum documenting how the following requirements,
plan, programs and guidelines were considered in design, construction and eventual operation to
protect the safety and security of construction workers and users of the HSR. The Contractor
shall be responsible for implementing all construction-related safety and security plans and the
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Authority shall be responsible for implementing all safety and security plans related to HSR
operation.


Workplace worker safety is generally governed by the Occupational Health and Safety Act of
1970, which established the OSHA. OSHA establishes standards and oversees compliance
with workplace safety and reporting of injuries and illnesses of employed workers. In
California, OSHA enforcement of workplace requirements is performed by California
Occupational Safety and Health Administration (Cal OSHA). Under Cal OSHA regulations, as
of July 1, 1991, every employer must establish, implement, and maintain an injury and illness
prevention program.



The Authority has adopted a Safety and Security Management Plan to guide the safety and
security activities, processes, and responsibilities during design, construction and
implementation phases of the project to protect the safety and security of construction
workers and the public. A Systems Safety Program Plan (SSPP) and a System Security Plan
would be implemented prior to the start of revenue service to guide the safety and security of
the operation of the high-speed rail system.



Prior to Construction, the Contractor shall provide the Authority with a Safety and Security
Management Plan documenting how they would implement the Authority’s safety and
security requirements within their project scope.



Implement site-specific health and safety plans and site-specific security plans to establish
minimum safety and security guidelines for contractors of, and visitors to, construction
projects. Contractors would be required to develop and implement site-specific measures that
address regulatory requirements to protect human health and property at construction sites.



Preparation of a Valley Fever action plan that includes: A) information on causes,
preventative measures, symptoms, and treatments for Valley Fever to individuals who could
potentially be exposed through construction activities (i.e., construction workers, monitors,
managers, and support personnel); B) continued outreach and coordination with California
Department of Public Health; C) coordination with county departments of public health to
ensure that the above referenced information concerning Valley Fever is readily available to
nearby residents, schools, and businesses and to obtain area information about Valley Fever
outbreaks and hotspots; and D) provide a qualified person dedicated to overseeing
implementation of the Valley Fever prevention measures to encourage a culture of safety of
the contractors and subcontractors. The Valley Fever Health and Safety (VFHS) designee
shall coordinate with the county Public Health Officer and oversee and manage the
implementation of Valley Fever control measures. The VFHS designee is responsible for
ensuring the implementation of measures in coordination with the county Public Health
Officer. Medical information would be maintained following applicable and appropriate
confidentiality protections. The VFHS in coordination with the county Public Health Officer
would determine what measures would be added to the requirements for the Safety and
Security Management Plan regarding preventive measures to avoid Valley Fever exposure.
Measures shall include, but are not limited to the following: A) train workers and supervisors
on how to recognize symptoms of illness and ways to minimize exposure, such as washing
hands at the end of shifts; B) provide washing facilities nearby for washing at the end of
shifts; C) provide vehicles with enclosed, air conditioned cabs and make sure workers keep
the windows closed; D) equip heavy equipment cabs with high efficiency particulate air
(HEPA) filters; and E) make NIOSH approved respiratory protection with particulate filters as
recommended by the CDPH available to workers who request them.



System safety program plans incorporate FRA requirements and are implemented upon FRA
approval. FRA’s SSPPs requirements would be determined in FRA’s new System Safety
Regulation (49 CFR 270).



Rail systems must comply with FRA requirements for tracks, equipment, railroad operating
rules and practices, passenger safety, emergency response, and passenger equipment
safety standards found in 49 CFR Parts 200-299.
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The HSR Urban Design Guidelines (Authority 2011) require implementing the principles of
crime prevention through environmental design. The contractor shall consider four basic
principles of crime prevention through environmental design during station design and site
planning: territoriality (design physical elements that express ownership of the station or site);
natural surveillance (arrange physical features to maximize visibility); improved sightlines
(provide clear views of surrounding areas); and access control (provide physical guidance for
people coming and going from a space). The HSR design includes emergency access to the
rail right-of-way, and elevated HSR structure design includes emergency egress points.



Implement fire/life safety and security programs that promote fire and life safety and security
in system design, construction, and implementation. The fire and life safety program is
coordinated with local emergency response organizations to provide them with an
understanding of the rail system, facilities, and operations, and to obtain their input for
modifications to emergency response operations and facilities, such as evacuation routes.
The Authority would establish fire/life safety and security committees throughout the HSR
section.



Implement system security plans that address design features intended to maintain security
at the stations within the track right-of-way, at stations, and onboard trains. A dedicated
police force would ensure that the security needs of the HSR system are met.



The design standards and guidelines require emergency walkways on both sides of the
tracks for both elevated and at-grade sections and the provision of appropriate space as
defined by fire and safety codes along at-grade sections of the alignment to allow for
emergency response access.



Implement standard operating procedures and emergency operating procedures, such as the
FRA-mandated Roadway Worker Protection Program to address the day-to-day operation
and emergency situations that would maintain the safety of employees, passengers, and the
public.

7.8

Socioeconomics and Communities

SOCIO-IAMF#1: Construction Management Plan
Prior to Construction, the Contractor shall prepare a CMP providing measures that minimize
impacts on low-income households and minority populations. The plan shall be submitted to the
Authority for review and approval. The plan would include actions pertaining to communications,
visual protection, air quality, safety controls, noise controls, and traffic controls to minimize
impacts on low-income households and minority populations. The plan would verify that property
access is maintained for local businesses, residences, and emergency services. This plan would
include maintaining customer and vendor access to local businesses throughout construction by
using signs to instruct customers about access to businesses during construction. In addition, the
plan would include efforts to consult with local transit providers to minimize impacts on local and
regional bus routes in affected communities.
SOCIO-IAMF#2: Compliance with Uniform Relocation Assistance and Real Property
Acquisition Policies Act.
The Authority must comply with the Uniform Act, as amended. The provisions of the Uniform Act,
a federally mandated program, would apply to all acquisitions of real property or displacements of
persons resulting from this federally assisted project. It was created to provide for fair and
equitable treatment of all affected persons. Additionally, the Fifth Amendment of the U.S.
Constitution provides that private property may not be taken for a public use without payment of
“just compensation.”
The Uniform Act requires that the owning agency provide notification to all affected property
owners of the agency’s intent to acquire an interest in their property. This notification includes a
written offer letter of just compensation. A right-of-way specialist is assigned to each property
owner to assist him or her through the acquisition process. The Uniform Act also provides
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benefits to displaced individuals to assist them financially and with advisory services related to
relocating their residence or business operation. Benefits are available to both owner occupants
and tenants of either residential or business properties.
The Uniform Act requires provision of relocation benefits to all eligible persons regardless of race,
color, religion, sex, or national origin. Benefits to which eligible owners or tenants may be entitled are
determined on an individual basis and explained in detail by an assigned right-of-way specialist.
The California Relocation Assistance Act essentially mirrors the Uniform Act and also provides for
consistent and fair treatment of property owners. However, because the project would receive
federal funding, the Uniform Act takes precedence. Owners of private property have federal and
state constitutional guarantees that their property would not be acquired or damaged for public
use unless owners first receive just compensation. Just compensation is measured by the “fair
market value,” where the property value is considered to be the highest price that would be
negotiated on the date of valuation. The value must be agreed upon by a seller who is willing, not
obliged to sell, but under no particular or urgent necessity and by a buyer who is ready, willing,
and able to buy but under no particular necessity. Both the owner and the buyer must deal with
the other with the full knowledge of all the uses and purposes for which the property is reasonably
adaptable and available (Code of Civil Procedure Section 1263.320a).
More detailed information about how the Authority plans to comply with the Uniform Act and the
California Relocation Assistance Act is provided in the following three detailed relocation
assistance documents modeled after Caltrans versions:


Your Rights and Benefits as a Displacee under the Uniform Relocation Assistance Program
(Residential)



Your Rights and Benefits as a Displacee under the Uniform Relocation Assistance Program
(Mobile Home)



Your Rights and Benefits as a Displaced Business, Farm, or Nonprofit Organization under the
Uniform Relocation Assistance Program

SOCIO-IAMF#3: Relocation Mitigation Plan
Before any acquisitions occur, the Authority would develop a relocation mitigation plan, in
consultation with affected cities and counties and property owners. In addition to establishing a
program to minimize the economic disruption related to relocation, the relocation mitigation plan
would be written in a style that also enables it to be used as a public-information document.
The relocation mitigation plan would be designed to meet the following objectives:


Provide affected property and business owners and tenants a high level of individualized
assistance in situations when acquisition is necessary and the property owner desires to
relocate the existing land use.



Coordinate relocation activities with other agencies acquiring property resulting in
displacements in the study area to provide for all displaced persons and businesses to
receive fair and consistent relocation benefits.



Make a best effort to minimize the permanent closure of businesses and non-profit agencies
as a result of property acquisition.



Within the limits established by law and regulation, minimize the economic disruption caused
to property owners by relocation.



In individual situations, where warranted, consider the cost of obtaining the entitlement
permits necessary to relocate to a suitable location and take those costs into account when
establishing the fair market value of the property.



Provide those business owners who require complex permitting with regulatory compliance
assistance.
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The relocation mitigation plan would include the following components:


A description of the appraisal, acquisition, and relocation process as well as a description of
the activities of the appraisal and relocation specialists.



A means of assigning appraisal and relocation staff to affected property owners, tenants, or
other residents on an individual basis.



Individualized assistance to affected property owners, tenants, or other residents in applying
for funding, including research to summarize loans, grants, and federal aid available, and
research areas for relocation.



Creation of an ombudsman’s position to act as a single point of contact for property owners,
residents, and tenants with questions about the relocation process. The ombudsman would
also act to address concerns about the relocation process as it applies to the individual
situations of property owners, tenants, and other residents.

7.9

Transportation

TR-IAMF#1: Protection of Public Roadways during Construction
Prior to Construction, the Contractor shall provide a photographic survey documenting the
condition of the public roadways along truck routes providing access to the proposed project site.
The photographic survey shall be submitted for approval to the agency responsible for road
maintenance and the Authority. The Contractor shall be responsible for the repair of any
structural damage to public roadways caused by HSR construction or construction access,
returning any damaged sections to the equivalent of their original pre HSR construction structural
condition or better. The Contractor shall survey the condition of the public roadways along truck
routes providing access to the proposed project site after construction is complete. The
Contractor shall complete a before- and after-survey report and submit it to the Authority for
review, indicating the location and extent of any damage.
TR-IAMF#2: Construction Transportation Plan
The design-build contractor shall prepare a detailed Construction Transportation Plan (CTP) for
the purpose of minimizing the impact of construction and construction traffic on adjoining and
nearby roadways in close consultation with the local jurisdiction having authority over the site.
The Authority must review and approve the CTP before the Contractor commences any
construction activities. This plan would address, in detail, the activities to be carried out in each
construction phase, with the requirement of maintaining traffic flow during peak travel periods.
Such activities include, but are not limited to, the routing and scheduling of materials deliveries,
materials staging and storage areas, construction employee arrival and departure schedules,
employee parking locations, and temporary road closures, if any. The CTP would provide traffic
controls pursuant to the California Manual on Uniform Traffic Control Devices sections on
temporary traffic controls (Caltrans 2012) and would include a traffic control plan that includes, at
a minimum, the following elements:


Temporary signage to alert drivers and pedestrians to the construction zone.



Flag persons or other methods of traffic control.



Traffic speed limitations in the construction zone.



Temporary road closures and provisions for alternative access during the closure.



Detour provisions for temporary road closures—alternating one-way traffic would be
considered as an alternative to temporary closures where practicable and where it would
result in better traffic flow than would a detour.



Identified routes for construction traffic.



Provisions for safe pedestrian and bicycle passage or convenient detour.
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Provisions to minimize access disruption to residents, businesses, customers, delivery
vehicles, and buses to the extent practicable—where road closures are required during
construction, limit to the hours that are least disruptive to access for the adjacent land uses.



Provisions for farm equipment access.



Provisions for 24-hour access by emergency vehicles.



Safe vehicular and pedestrian access to local businesses and residences during
construction. The plan would provide for scheduled transit access where construction would
otherwise impede such access. Where an existing bus stop is within the work zone, the
design-builder would provide a temporary bus stop at a safe and convenient location away
from where construction is occurring in close coordination with the transit operator. Adequate
measures would be taken to separate students and parents walking to and from the
temporary bus stop from the construction zone.



Advance notification to the local school district of construction activities and rigorously
maintained traffic control at all school bus loading zones, to provide for the safety of
schoolchildren. Review existing or planned Safe Routes to Schools with school districts and
emergency responders to incorporate roadway modifications that maintain existing traffic
patterns and fulfill response route and access needs during project construction and HSR
operations.



Identification and assessment of the potential safety risks of project construction to children,
especially in areas where the project is located near homes, schools, day care centers, and parks.



Promotion of child safety within and near the project area. For example, crossing guards
could be provided in areas where construction activities are located near schools, day care
centers, and parks.

CTPs would consider and account for the potential for overlapping construction projects.
TR-IAMF#3: Off-Street Parking for Construction-Related Vehicles
The Contractor shall identify adequate off-street parking for all construction-related vehicles
throughout the construction period to minimize impacts to public on-street parking areas. If
adequate parking cannot be provided on the construction sites, the Contractor shall designate a
remote parking area and arrange for the use a shuttle bus to transfer construction workers to/from
the job site. This measure shall be addressed in the CTP.
TR-IAMF#4: Maintenance of Pedestrian Access
The Contractor shall prepare specific construction management plans to address maintenance of
pedestrian access during the construction period. Actions that limit pedestrian access would
include, but not be limited to, sidewalk closures, bridge closures, crosswalk closures or
pedestrian rerouting at intersections, placement of construction-related material within pedestrian
pathways or sidewalks, and other actions that may affect the mobility or safety of pedestrians
during the construction period. If sidewalks are maintained along the construction site frontage,
provide covered walkways and fencing. The plan objective shall be to maintain pedestrian access
where feasible (i.e., meeting design, safety, ADA requirements). This measure shall be
addressed in the CTP.
TR-IAMF#5: Maintenance of Bicycle Access
The Contractor shall prepare specific construction management plans to address maintenance of
bicycle access during the construction period. Actions that limit bicycle access would include, but
not be limited to, bike lane closures or narrowing, closure or narrowing of streets that are
designated bike routes, bridge closures, placement of construction-related materials within
designated bike lanes or along bike routes, and other actions that may affect the mobility or
safety of bicyclists during the construction period. Maintain bicycle access where feasible (i.e.,
meeting design, safety, ADA requirements). This measure shall be addressed in the CTP.
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TR–IAMF#6: Restriction on Construction Hours
The Contractor shall limit construction material deliveries between 7 a.m. and 9 a.m. and between
4 p.m. and 6 p.m. on weekdays to minimize impacts to traffic on roadways. The contractor shall
limit the number of construction employees arriving or departing the site between the hours of 7
a.m. and 8:30 a.m. and 4:30 p.m. and 6 p.m. Areas where these restrictions would be
implemented would be determined as part of the CTP. Based on Authority review of the CTP the
restricted hours maybe altered due to local travel patterns.
TR-IAMF#7: Construction Truck Routes
The Contractor shall deliver all construction-related equipment and materials on the appropriate
truck routes and shall prohibit heavy-construction vehicles from using alternative routes to get to
the site. Truck routes would be established away from schools, day care centers, and residences,
or along routes with the least impact if the Authority determines those areas are unavoidable.
This measure shall be addressed in the CTP.
TR-IAMF#8: Construction during Special Events
The Contractor shall provide a mechanism to prevent roadway construction activities from reducing
roadway capacity during major athletic events or other special events that substantially (10 percent or
more) increase traffic on roadways affect by project construction. Mechanisms include the presence of
police officers directing traffic, special-event parking, use of within-the-curb parking, or shoulder lanes
for through-traffic and traffic cones. This measure shall be addressed in the CTP.
TR-IAMF#11: Maintenance of Transit Access.
The Contractor shall prepare specific construction management plans to address maintenance of
transit access during the construction period. Actions that limit transit access would include, but
not be limited to, roadway lane closures or narrowing, closure or narrowing of streets that are
designated transit routes, bus stop closures, bridge closures, placement of construction-related
materials within designated transit lanes, bus stop or layover zones or along transit routes, and
other actions that may affect the mobility or safety of bus transit during the construction period.
Maintain transit access where feasible (i.e., meeting design, safety, ADA requirements). This
measure shall be addressed in the CTP.
TR-IAMF#12: Pedestrian and Bicycle Safety
Prior to construction, the Contractor shall provide a technical memorandum describing how
pedestrian and bicycle accessibility would be provided and supported across the HSR corridor, to
and from stations and on station property. Priority of safety for pedestrians and bicycles and
vulnerable populations over motor vehicle access would be done in a way so as to encourage
maximum potential access from non-motorized modes. Local access programs, such as Safe
Routes to Schools, shall be maintained or enhanced. Access to community facilities for
vulnerable populations shall be maintained or enhanced.
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Table 9-1 Consultants
Project Role

Name, Credential

Qualifications

Environmental
Principal in Charge

Rob McCann

39 years of project management and experience preparing
CEQA/NEPA environmental documents
B.A., Geography, California State University, Fullerton

Environmental
Project Manager

Jayna Harris

14 years of experience in environmental planning and analysis
B.A., Geography, California State University, Fullerton

Principal
Environmental
Planner

Pam Reading

25 years of experience
B.A., Environmental Studies/Political Science, University of Vermont
M.A., Hydrology and Watershed Management, Yale University,
School of Forestry and Environmental Studies

CIA Task Manager

Allison Morrow

9 years of experience preparing CEQA/NEPA technical studies and
environmental documents
M.B.A., California State University, Long Beach
B.A., Environmental Analysis and Design, University of California,
Irvine

Associate
Environmental
Planner

Nicole West

17 years of experience in environmental planning and analysis
M.S., Civil and Environmental Engineering, University of California,
Berkeley
B.S., Evolution and Ecology, University of California, Davis

LSA Associates, Inc.

Senior Environmental Ryan Bensley,
Planner
AICP

9 years of experience preparing CEQA/NEPA technical studies and
environmental documents
B.A. Geography, specialization in Urban Planning and GIS,
California State University, Long Beach

Environmental
Planner

Charity GirardSanders

5 years of experience in environmental planning; two years of
experience preparing CEQA/NEPA technical studies and
environmental documents
M.U.P., City University of New York, Hunter College, concentration
in Transportation and Environmental Planning.
B.A., Psychology, Minor in Chemistry, Gallaudet University

Assistant
Environmental
Planner

Andrea Bean

7 years of experience preparing technical studies and environmental
documents; one year of experience environmental planning
M.A. Anthropology/Archaeology, California State University, Long
Beach
B.A., Anthropology, University of California, Santa Barbara

GIS

Meredith
Canterbury

8 years of experience in the GIS field
B.A., Geography, with an emphasis in Environmental Analysis,
California State University, Fullerton
A.A. Liberal Studies, Fullerton College

GIS

Tom Flahive

17 years of experience in the GIS field
B.S., Biology, University of California, Irvine

AICP = American Institute of Certified Planners NEPA = National Environmental Policy Act
CEQA = California Environmental Quality Act
CIA = Community Impact Analysis
GIS = geographic information systems
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