4.14 TRAFFIC AND CIRCULATION
INTRODUCTION
This section describes the existing transportation setting within the Azusa TOD Specific Plan Area,
identifies the regulatory framework with respect transportation issues, and analyzes the potential
changes to the transportation network that could result from implementation of the Azusa TOD Specific
Plan. Information for this section was taken from the traffic analysis report prepared by Fehr and Peers,
May 2015. The traffic analysis report is included in its entirety in Appendix 4.14 of this EIR.
The transportation analysis report analyzes existing and future AM and PM peak hour traffic conditions
for the following scenarios:
•

Existing Conditions (2014)

•

Existing With Project Conditions (2014)

•

Cumulative Without Project Conditions (2035)

•

Cumulative With Project Conditions (2035)

4.14.1

ENVIRONMENTAL SETTING

The environmental setting is an assessment of existing conditions (2014) relevant to transportation. As the
City initiated the Specific Plan effort in Fall 2014, the existing conditions analysis is based on count data
collected in October of 2014. 1 It includes a description of the street system, the public transit system and
services as well as “active mode” (pedestrian and bicycle) facilities. In addition, this section includes
baseline data (including traffic volumes and intersection operations) on the use of the existing street
system.
City staff determined that eight study intersections should be analyzed for future plus project and
cumulative impacts. Figure 4.14-1, Azusa TOD Specific Plan Study Intersections, displays the study
area and the location of each intersection. Six of the eight intersections operate under signal control and
the remaining two (Dalton Avenue/Foothill Boulevard and Dalton Avenue and 9th Street) are stopcontrolled.

1

While the Notice of Preparation was released in February 2015, the Los Angeles County traffic impact analysis
guidelines allow for count data within one year of the traffic analysis.
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Regional Access
Interstate 210 (I-210) (the Foothill Freeway) provides regional access to the City. The freeway bisects the
southern portion of the City in an east/west direction and extends east towards the Inland Empire where
it connects with the I-10 in the City of Redlands, and west where it connects with the I-5 in the
community of Sylmar. Within the City, the I-210 includes four mixed-flow travel lanes and one highoccupancy vehicle (HOV) lane in each direction. During AM and PM peak hours, this portion of the
freeway is heavily congested.

Street Classification
The City of Azusa circulation system consists of a network of local streets providing access to the arterial
highway system, which in turn provides access to the regional freeway system. This network serves two
distinct and equally important functions: it provides access to adjacent land uses, and it facilitates the
movement of persons and goods to and from, within and through the City. Streets with greater mobility
function and/or regional purpose generally have more lanes, higher speed limits, and fewer access
points/driveways. Streets with more localized functions will have fewer lanes, slower speeds, and
frequent side streets and driveways serving adjoining land use.
Important roadways within the vicinity of the specific plan area have been classified into the following
categories, based on their function and design: 2
•

Principal Arterials are arterials comprised of four to six vehicle travel lanes with a parking lane on
either side. The typical road section includes a median with left turn pockets, two vehicle travel lanes,
and a vehicle travel lane/right turn pocket for each direction of traffic.

•

Secondary Arterials include four vehicle travel lanes, including a left turn pocket, a vehicle travel
lane/right turn pocket, and a vehicle travel lane for each direction of traffic. On-street parking or
bicycle lanes are permitted on both of sides of the street.

•

Collector Streets provide a vehicle travel lane in each direction and can include a left turn pocket.
On-street parking or bicycle lanes can be included midblock.

2

Azusa General Plan, Chapter 3 Built Environment
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Roadway Descriptions
9th Street is an east-west collector street with one vehicle travel lane in each direction. Parallel parking is
permitted on both sides of the street. The speed limit on 9th Street is 25 mph.
Azusa Avenue is a secondary arterial comprised of two northbound vehicle travel lanes. Beginning at 9th
Street and continuing north parallel parking is available while angled parking is intermittently available
from 9th Street to 6th Street. The speed limit on Azusa Avenue is 25 mph.
Foothill Boulevard is an east-west four-lane principal arterial with parallel parking. The speed limit on
Foothill Boulevard is 35 mph.
San Gabriel Avenue is a collector street serving one-way southbound traffic, one block west of the
proposed Azusa Downtown Gold Line Station. The collector street is comprised of four-lanes. Parallel
parking is permitted from 10th Street to 6th Street, with the exception of some angled parking on the east
side of the street between 9th Street and the train tracks. The speed limit on San Gabriel Avenue is 35
mph.
Alameda Avenue is a north-south collector street with one vehicle travel lane in each direction. Angled
parking is provided from Foothill Boulevard to 6th Street. The speed limit is 25 mph.

Existing Transit Service
Several public transit providers operate public transit vehicles within the boundaries of the specific plan
area including Foothill Transit, Azusa Dial-A-Ride, and the Azusa Pacific University (APU) Trolley. A
brief discussion of the routes located in the specific plan area is provided below.
Foothill Transit Line 185 operates between the Cities of Azusa, West Covina, and Hacienda Heights. The
line runs along Foothill Boulevard ending at San Gabriel Avenue in the southwest portion of the specific
plan area. This line has an average headway 3 of 30 minutes during weekday peak periods.
Foothill Transit Line 187 operates between Montclair, Claremont, Glendora, and Pasadena. Several bus
line stops are located in the specific plan area along Foothill Boulevard. The average headway is 15
minutes during the weekday peak periods.

3

Headway is the average wait time between each bus.

Impact Sciences, Inc.
1029.004

4.14-4

Azusa TOD Specific Plan Draft EIR
July 2015

4.14 Transportation and Circulation

Foothill Transit Line 280 serves the Cities of Azusa, West Covina, Walnut, La Puente, and Industry and
the community of Valinda. Within the specific plan area several northbound stops are located on Azusa
Avenue, while southbound stops are accessible along San Gabriel Avenue (north of 1st Street) and Azusa
Avenue (south of 1st Street). The average headway is 20 minutes during the weekday peak periods.
Foothill Transit Line 281 serves the Cities of Azusa, Glendora, San Dimas, La Puente, and Industry via
Citrus Avenue. This line is located along the eastern boundary of the specific plan area and has an
average headway of 30 minutes during weekday peak periods.
Foothill Transit Line 494 operates between the Cities of El Monte, Monrovia, Arcadia, Duarte, Azusa,
Glendora, and San Dimas. Within the specific plan area, Line 494 runs in an east/west direction along
Foothill Boulevard. The average headway is 30 minutes during the weekday peak periods.
Azusa Dial-A-Ride offers curb-to-curb transportation services upon reservation for senior citizens and
disabled Azusa residents. Services are available from Monday through Friday from 8:00 AM to 4:00 PM
and on Sundays on a limited basis.
Azusa Pacific University Trolley transfers students from APU’s east campus (located just east of the
specific plan area and east of Citrus Avenue), to the west campus, located within the specific plan area,
north of Foothill Boulevard. The route includes four stops, one on the east campus and the remaining
three on the west campus. This trolley has an average headway of 7-10 minutes during weekday peak
periods.

Pedestrian and Bicycle Facilities
Sidewalks are located throughout the specific plan area, as well as pedestrian crossings at controlled
intersections and uncontrolled intersections, and several midblock crossings. Many of the City’s
sidewalks are landscaped, provide public seating, and are ADA compliant and include compliant curb
ramps.
No dedicated bicycle facilities are currently provided in the specific plan area.

Rail Service
Currently no rail service exists in the City. The City operates a shuttle to rail service for Metrolink patrons
arriving or departing from the Covina Metrolink Station. A complete schedule detailing pick up and drop
off times is provided on the City’s website. The fare is $1.00 each way.
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The Metropolitan Transportation Agency’s (MTA, Metro) Gold Line extension is projected to be open in
January 2016 and will provide service to the Azusa Downtown Gold Line Station and the APU/Citrus
Gold Line Station. Once the extension is open, the Gold Line will span from the APU/Citrus Gold Line
Station and continue west through Pasadena, and then head south to downtown Los Angeles and finally
to east Los Angeles.

4.14.2

Existing Intersection Levels of Service

Level of Service (LOS) is a qualitative measure used to describe the condition of traffic flow on the street
system, ranging from excellent conditions at LOS A to overloaded conditions at LOS F. Six of the eight
study intersections are signalized, and two are unsignalized. Therefore, two types of LOS analysis were
conducted: Intersection Capacity Utilization (ICU), and Highway Capacity Manual (HCM). LOS
definitions for both methodologies are provided in below.
Table 4.14-1, Existing Study Intersection Levels of Service, summarizes existing operations at the eight
study intersections. As stated above, six of the eight study intersections are controlled by traffic signals,
while the intersection of Dalton Avenue and Foothill Boulevard is an unsignalized two-way controlled
stop intersection and the intersection of Dalton Avenue and 9th Street is an unsignalized all-way
controlled stop intersection. To determine peak hour traffic volumes, manual traffic counts were
conducted during the AM and PM peak hour periods. The peak hour consists of the one-hour period
during the AM and PM periods in which there is the greatest traffic volume as measured by these traffic
counts. The study intersections’ existing lane configurations and peak-hour traffic volumes are displayed
in Figure 4.14-2, Study Intersections Existing Peak Hour Traffic Volumes and Lane Configurations. As
shown in Table 4.14-1, the study intersections currently meet the County of Los Angeles threshold of
significance and operate at an LOS E or better with the exception of the PM peak hour at the Dalton
Avenue and Foothill Avenue intersection currently operates at LOS F). 4

4

The City of Azusa follows the County of Los Angeles criteria for traffic impact studies. Per this direction from
the City, the latest version (January 1997) was used in the traffic analysis.
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Table 4.14-1
Existing Study Intersection Levels of Service

Map Reference
1
2
3
4
5
6
7
8

Intersection
San Gabriel Avenue and 9th Street
Azusa Avenue and 9th Street
Dalton Avenue and 9th Street1
San Gabriel Avenue and Foothill Boulevard
Azusa Avenue and Foothill Boulevard
Dalton Avenue and Foothill Boulevard2
San Gabriel Avenue and 5th Street
Azusa Avenue and 5th Street

Peak Hour
AM

V/C or
Seconds of
Delay
0.402 V/C

LOS
A

PM

0.365 V/C

A

AM

0.419 V/C

A

PM

0.365 V/C

A

AM

8.3 V/C

A

PM

8.2 V/C

A

AM

0.513 V/C

A

PM

0.633 V/C

B

AM

0.658 V/C

B

PM

0.675 V/C

B

AM

34.2 V/C

D

PM

<50+ V/C

F

AM

0.320 V/C

A

PM

0.350 V/C

A

AM

0.402 V/C

A

PM

0.410 V/C

A

Notes: Unless marked intersections include a signal for intersection control
1 = all way stop control
2= two way stop control
Source: Fehr and Peers, Azusa TOD Specific Plan Transportation Analysis Report, May 2015, Table 4, 12, Appendix 4.14

4.14.3

REGULATORY FRAMEWORK

Federal
Transportation Security Administration
The Transportation Security Administration (TSA) is a component of the Department of Homeland
Security (DHS) and is responsible for security of the nation’s transportation systems. With state, local,
and regional partners, the TSA oversees security for highways, railroads, buses, mass transit systems, and
ports. A vast majority of its resources are dedicated to aviation security and especially screening
passengers and baggage.
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National Incident Management System/Standardized Emergency Management System
The National Incident Management System/Standardized Emergency Management System (NIMS) is a
tool for states, counties, and local jurisdictions to respond to catastrophic events through better
communication and coordination. NIMS provides a consistent nationwide template to enable federal,
state, local, and tribal governments and private sector and non-governmental organizations to work
together effectively and efficiently to prepare for, prevent, respond to, and recover from domestic
incidents, regardless of cause, size, or complexity, including acts of catastrophic terrorism.
California has a similar management system called the Standard Emergency Management System (SEMS)
which is mandated under California Government Code Section §8607(a). State of California Executive
Order S205 requires the state to integrate, to the extent appropriate, the NIMS, into the state’s SEMS.

State
Regional Transportation Improvement Program
The Regional Transportation Improvement Program (RTIP) is the Southern California Association of
Government’s (SCAG) compilation of state, federal, and local funded transportation projects. In addition
to projects identified in the State Transportation Improvement Program (STIP), the RTIP includes federal
Congestion Mitigation and Air Quality Improvement (CMAQ) and Surface Transportation Program
(STP) funds, other federal funds, and projects entirely funded out of local and private funds. The RTIP
identifies all transportation projects proposed over a six-year period for the SCAG region. The projects
include highway improvements, transit, rail and bus facilities, high occupancy vehicle lanes, signal
synchronization, intersection improvements, and freeway ramps.

Regional Transportation Plan/Sustainability Communities Strategy
The Regional Transportation Plan/Sustainable Communities Strategy (RTP/SCS) is a long-range
transportation and land use plan that is developed and updated by SCAG every four years. The RTP
provides a vision for transportation investments throughout the region. Using growth forecasts and
economic trends that project out over a 20-year period, the RTP 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 our mobility needs.
The SCS integrates land use and transportation strategies that will achieve Air Resources Board (ARB)
emissions reduction targets in compliance with the Senate Bill 375 regulations.
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Senate Bill 375
Senate Bill 375 (SB 375) requires metropolitan planning organizations (MPOs) to prepare a SCS that
demonstrates how the region will meet its greenhouse gas (GHG) reduction targets through integrated
land use, housing and transportation planning. Specifically, the SCS must identify a transportation
network that is integrated with the forecasted development pattern for the plan area and will reduce
GHG emissions from automobiles and light trucks in accordance with targets set by the California Air
Resources Board. The targets for SCAG are a 9 percent reduction in per capita transportation by 2020 and
16 percent by 2035.

Senate Bill 743
Senate Bill 743 (SB 743) was enacted in July 2014. The bill limits the use of LOS as a criterion for impact
identification under CEQA. Key SB 743 language includes the following:
(b)(1) The Office of Planning and Research shall prepare, develop, and transmit to the Secretary of
the Natural Resources Agency for certification and adoption proposed revisions to the
guidelines adopted pursuant to Section 21083 establishing criteria for determining the
significance of transportation impacts of projects within transit priority areas. Those criteria
shall promote the reduction of greenhouse gas emissions, the development of multimodal
transportation networks, and a diversity of land uses. In developing the criteria, the office
shall recommend potential metrics to measure transportation impacts that may include, but
are not limited to, vehicle miles traveled, vehicle miles traveled per capita, automobile trip
generation rates, or automobile trips generated. The office may also establish criteria for
models used to analyze transportation impacts to ensure the models are accurate, reliable, and
consistent with the intent of this section.
(2) Upon certification of the guidelines by the Secretary of the Natural Resources Agency
pursuant to this section, automobile delay, as described solely by level of service or similar
measures of vehicular capacity or traffic congestion shall not be considered a significant
impact on the environment pursuant to this division, except in locations specifically identified
in the guidelines, if any.
As indicated in section (b) (1), Office of Planning and Research (OPR) is required to prepare revisions to
the State CEQA Guidelines establishing new significance criteria within transit priority areas. In section (2),
the statute states that upon certification of those guidelines, LOS may no longer be used except if
specifically identified in the guidelines. OPR has indicated that maintaining LOS would not “promote the
reduction of greenhouse gas emissions, the development of multimodal transportation networks, and a
diversity of land uses” as required by the statute.
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Transit Priority Areas
As discussed above SB 743 provides opportunities for CEQA exemption and streamlining to facilitate
transit- oriented development. Specifically, certain types of projects within “transit priority areas” (TPAs)
could benefit from a CEQA exemption if it is also consistent with an adopted specific plan and the
regional SCS. In addition, aesthetic and parking impacts of certain infill projects within a TPA shall not be
considered significant impacts on the environment.
To assist in identifying TPAs, SCAG has identified major stops and high-quality transit corridors, and
their surrounding areas in a 0.5-mile radius distance. Major transit stops and high-quality transit
corridors are extracted from the 2035 planned year data in the 2012–2035 RTP/SCS Amendment #1.

California Emergency Management Agency
The California Emergency Management Agency (EMA) is responsible for assuring the state’s readiness to
respond to and recover from natural, human-made, and war-caused emergencies, and for assisting local
governments in their emergency preparedness, response, and recovery efforts. The EMA serves as the
central contact point in the state for any emergency or imminent disaster. It coordinates the notification of
appropriate state administering agencies that may be required to respond, as well as the emergency
activities of all state agencies in the event of an emergency. In doing so, the EMA does not focus on
security specifically, but rather more broadly on addressing all potential incidents that could affect the
state, such as earthquakes, fires, floods, and terrorist attacks. Furthermore, EMA coordinates with federal
agencies, such as the DHS and FEMA, as well as other state and local agencies such as the CHP.
California’s vision, mission, and principles for emergency management, as well as goals and objectives
are located in its publication “Strategic Plan 2010–2015 – Keeping California Safe.”

California Complete Streets Act
In California, a multimodal/complete streets assessment is required by law. The California Complete
Streets Act of 2008 (AB 1358, Chapter 657, 2009), was adopted into law on September 30, 2008.
Commencing January 1, 2011, the bill requires “that the legislative body of a city or county, upon any
substantive revision of the circulation element of the general plan, modify the circulation element to plan
for a balanced, multimodal transportation network that meets the needs of all users of streets, roads, and
highways, defined to include motorists, pedestrians, bicyclists, children, persons with disabilities, seniors,
movers of commercial goods, and users of public transportation, in a manner that is suitable to the rural,
suburban, or urban context of the general plan.”
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Local
City of Azusa General Plan
The City’s General Plan is primarily a policy document that sets goals concerning the community and
gives direction to growth and development. In addition, it outlines programs that were developed to
accomplish the goals and policies of the General Plan. City policies pertaining to transportation and
traffic are included in Chapter 3, The Built Environment, of the City’s General Plan. Transportation and
traffic policies relevant to the project include:
Street Character
Policy 4.1

Design/redesign

streets

to

reflect

the

character

of

the

surrounding neighborhood including roadway classification and
roadway amenities/landscaping. This includes changing from
Arterial to Collector, the following roads in residential areas:
Vernon Avenue, San Gabriel Avenue, 5th Street, 9th Street, and
Pasadena Avenue.
Policy 4.2

Consider converting Azusa Avenue and San Gabriel Avenue
between First Street and Sierra Madre Avenue to two-way
streets.

Policy 4.3

Provide sidewalks on all city streets, as appropriate

Policy 4.4

Provide bicycle lanes where possible on city streets

Policy 4.5

Consider extending landscape parkways and adding landscape
medians and bike lanes to reduce width of excessively wide
streets, where street width hampers pedestrian activity and can
lead to speeding traffic.

Residential Neighborhood Streets
Policy 5.2

Calm traffic (i.e. slow speed, limit through traffic, etc.) in
residential neighborhoods, including the use of various traffic
calming devices or procedures.
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Policy 5.3

Consider implementing traffic calming measures on San Gabriel
Avenue after San Gabriel Avenue becomes a two-way street.

Transit Service
Policy 6.3

Encourage and assist the development of regional light rail
transit in the city, including two stations in Azusa (Downtown
and Monrovia Nursery).

Policy 6.4

Provide park and ride lots to encourage and facilitate use of
transit.

Land Use Planning Support and Mobility Goals
Policy 8.1

Plan for an adequate amount, not an oversupply, of parking for
autos, carpool vans, and bicycles for each land use.

Policy 8.2

Allow and encourage shared use parking in order to gain the
maximum efficiency from the parking supply and to minimize
the overall amount of parking provided in the city.

Policy 8.4

Plan land uses and design buildings to encourage transit,
rideshare or carpool, bicycling, and walking. This includes but is
not limited to:
•

permitting higher densities along transit corridors and
around transit stations;

•

allowing a mix of uses to include residential and commercial
uses in the same area in order to reduce the number of
vehicular trips made;

•

locating and designing new developments to encourage
access by non-auto modes;

•

requiring

new

development

to

provide

direct

and

convenient pedestrian access to transit and adjacent land
uses within walking distances;
•

requiring the provision of transit facilities/ amenities in
larger scale developments; along corridors, requiring off
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street parking to be located behind buildings so barriers to
pedestrians and transit users are not created between the
building and the street; and
•

locating buildings close to the street to be inviting to
pedestrians and transit users, as appropriate.

Policy 8.5

Designate “Infill Opportunity Zones” for areas within one-third
of a mile of the planned Gold Line transit stations in the
downtown and the Monrovia Nursery site, per SB 1636.

4.14.4

ENVIRONMENTAL IMPACTS

Methodology
Six signalized study intersections were evaluated using the Intersection Capacity Utilization (ICU)
method of analysis based on the County of Los Angeles traffic study guidelines. Specifically, the ICU
method was used to determine volume-to-capacity (v/c) ratios and corresponding levels of service at the
signalized study intersections. Table 4.14-2, Level of Service Definitions for Signalized Intersections,
summarizes level of service criteria.
The letter scale ranges from A to F, with LOS A representing free flow conditions and LOS F representing
congested conditions. Volume-to-capacity (v/c) is the ratio of demand flow rate to capacity for a traffic
facility. The significance of potential impacts of project-generated traffic is determined using the traffic
impact criteria set forth in County of Los Angeles’ Traffic Impact Analysis Report Guidelines. These criteria
assess the impact to an intersection based on the ratio between traffic volumes and intersection capacity
(v/c ratio). An intersection operating at full capacity would have a v/c ratio of 1; an intersection operating
at half its capacity would have a v/c ratio of 0.5
The remaining two intersections, (one two-way stop control intersection and one all-way stop control
intersection) were analyzed using the HCM. The un-signalized intersections were analyzed using the
two-way Stop method from the HCM. Delay was calculated based on the worst-case approach, and used
to find the corresponding LOS listed in Table 4.14-3, Level of Service Definitions for Un-signalized
Intersections.
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Table 4.14-2
Level of Service Definitions for Signalized Intersections
Level of Service

Intersection Capacity Utilization

Definition

0.000-0.599

Excellent - Very low delay. At signalized
intersections, no vehicle waits longer than
one red light and no approach phase is fully
used.

0.600-0.699

Very Good - An occasional approach phase
is fully utilized; many drivers begin to feel
somewhat restricted within groups of
vehicles.

0.700-0.799

Good - At signalized intersections,
occasionally drivers may have to wait
through more than one red light; backups
may develop behind turning vehicles.

0.800-0.899

Fair - Delays may be substantial during
portions of the rush hours, but enough
lower volume periods occur to permit
clearing of developing lines, preventing
excessive backups.

0.900-0.999

Poor - Represents the largest number of
vehicles an intersection approach can
accommodate; may be long vehicle queues
waiting through several signal cycles.

A

B

C

D

E

F

Failure - Backups from nearby locations or
on cross streets may restrict or prevent
movement of vehicles out of the intersection
approaches. Tremendous delays with
continuously increasing queue lengths.

≥ 1.000

Source: Transportation Research Circular No. 212, Interim Materials on Highway
Capacity, Transportation Research Board, 1980.
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Table 4.14-3
Level of Service Definitions for Unsignalized Intersections
Level of Service

Average Total Delay
(seconds/vehicle)

A

≤ 10.0

B

> 10.0 and ≤ 15.0

C

> 15.0 and ≤ 25.0

D

> 25.0 and ≤ 35.0

E

> 35.0 and ≤ 50.0

F

> 50.0

Source: Highway Capacity Manual, Special Report 209, Transportation Research Board, 2000.

The relative impact of the added project traffic volumes to be generated by the project during the AM and
PM peak hours was evaluated based on analysis of future operating conditions at the study intersections,
without and with the project. Capacity analysis procedures were utilized to evaluate the future v/c
relationships and service level characteristics at each study intersection. According to the County’s
published traffic study guidelines, an impact is considered significant if the project-related increase in the
v/c ratio equals or exceeds the thresholds presented in Table 4.14-4, County of Los Angeles Intersection
Impact Threshold Criteria. The traffic guidelines establish criteria thresholds only for LOS C, D, E, and F.
Although the County has not established thresholds for unsignalized intersections, the analysis below
discloses project-related increases in delay at the two unsignalized study intersections.

Project Trip Distribution
The Institute of Transportation Engineers (ITE) trip generation rates are based on trip generation studies
that were conducted in isolated, suburban settings, and cannot accurately predict trip generation for
mixed-use and urban infill sites that include a density, scale, and design that can facilitate walking and
biking, and are located within proximity to transit. Further, research has indicated that an unadjusted
application of the Trip Generation Manual can overestimate peak traffic generation for mixed-use
development by an average of 35 percent.
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Table 4.14-4
County of Los Angeles Intersection Impact Threshold Criteria

Level of Service Under Current Conditions

Project Related Increase in
V/C

A

-

B

-

C

Equal to or greater than 0.04

D

Equal to or greater than 0.02

E or F

Equal to or greater than 0.01

Source: Fehr and Peers Azusa TOD Specific Plan Traffic Analysis Report, May 2015

Given the Specific Plan’s emphasis of mixed-use development, the mixed-use trip generation model
(Plan+2.0) was used. Plan+2.0 represents a substantial improvement over conventional traffic estimation
methods and is more accurate while minimizing overestimation. This mixed-use development method is
based on:
•

Pooled household survey data for 239 mixed-use developments in six diverse US regions

•

Statistically derived equations on internal trip capture and mode shares

•

Validation at 27 existing mixed-use development sites across the US

•

Peer review

The model starts with ITE trip generation rates for each individual land use, and quantifies the
appropriate trip reduction for the proposed mixed-use land uses (by applying statistical measures) and
accounts for internal trips, as well as walking, biking, and transit trips. The trip generation estimates for
the Specific Plan are included in Table 4.14-5, Project Trip Generation Calculations. As shown in the
table, buildout of the Specific Plan would result in 16,314 net new project trips, including 1,025 AM peak
hour trips and 1,022 PM peak hour trips. With 33,115 existing daily trips, the addition of 16,314 net new
project trips would result in a total of 49,429 daily trips.
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Table 4.14-5
Project Trip Generation Calculations
Daily Trips

Weekday Trips
AM Peak Hour
In
Out

ITE
Code (a)

Size

Rate

Total

Rate

Residential
Condominiums

230

2,100 du

(b)

9,091

(b)

100

Retail

820

584,529 sf

(c)

21,397

(c)

Restaurant (HighTurnover Sit Down)

932

40,930 sf

127.15

5,204

Restaurant (Fast Food)

934

34,108 sf

496.12

Restaurant (Quality)

931

61,394 sf

General Office

710

439,584 sf

Bank

912

Hotel

310

Land Use

PM Peak Hour
In
Out

Total

Rate

Total

490

590

(b)

489

241

730

284

174

458

(c)

939

1,017

1,956

10.81

243

199

442

9.85

242

161

403

16,922

45.42

790

759

1,549

32.65

579

535

1,114

89.98

5,522

0.81

25

25

50

7.49

308

152

460

(c)

4,045

(d)

551

75

626

(d)

97

474

571

22,500 sf

148.15

3,333

12.08

155

117

272

24.30

274

273

547

297 rms

8.17

2,426

0.53

93

64

157

0.60

91

87

178

Project

Subtotal Project Trips
(base ITE rates)

62,419

2,216

1,878

4,094

2,711

2,788

5,499

MXD model calibration
of base ITE rates
reflecting project & site
specific characteristics

-12,990

-531

-450

-981

-1,030

-1,060

-2,090

Project Vehicle Trips

49,429

1,685

1,428

3,113

-1,681

-1,728

3,409

(b)

67

325

392

(b)

322

158

480

Existing Land Use Zoning
(b)

5,828

339,429 sf

(c)

15,029

(c)

204

125

329

(c)

652

707

1,359

23,290 sf

127.15

2,961

10.81

139

113

252

9.85

137

92

229

19,408 sf

496.12

9,629

45.42

450

432

882

32.65

330

304

634

Residential
Condominiums

230

1,260 du

Retail

820

Restaurant (HighTurnover Sit Down)

932

Restaurant (Fast Food)

934

Restaurant (Quality)

931

34,934 sf

89.95

3,142

0.81

14

14

28

7.49

176

86

262

General Office

710

346,584 sf

(d)

3,376

(d)

455

62

517

(d)

79

388

467

Banks

912

16,400 sf

148.15

2,430

12.08

113

85

198

24.30

200

199

399
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Daily Trips
Land Use
Hotels

Weekday Trips

ITE
Code (a)

Size

Rate

Total

Rate

310

147 rms

8.17

1,201

0.53

AM Peak Hour
In
Out

Total

Rate
0.60

46

32

78

PM Peak Hour
In
Out

Total

45

43

88

Subtotal Existing Trips
(base ITE rates)

40,454

1.474

1,174

2,648

1,765

1,891

3,656

MXD model calibration
of base ITE rates
reflecting project & site
specific characteristics

-7,339

-311

-249

-560

-612

-657

-1,269

Existing Land Uses
Vehicle Trips

33,115

1,163

925

2,088

1,153

1,234

2,387

Net New Project
Vehicle Trips

16,314

522

503

1,025

528

494

1,022

Source: Fehr and Peers, Azusa TOD Specific Plan Traffic Analysis Study, 2015, Table 6, 18, Appendix 4.14
Notes: du = dwelling units; sf = square feet; ac = acre; rms = rooms
a = Trip generation estimates based on Trip Generation (9th Edition, ITE 2012) unless otherwise noted.
b = ITE residential condominiums trip generation equations used rather than linear trip generation rate:
Daily: Ln(T) = 0.87 * Ln(A) + 2.46, where T = trips, A = area in ksf
AM Peak Hour: Ln(T) = 0.8 * Ln(A) + 0.26, where T = trips, A = area in ksf
PM Peak Hour: Ln(T) = 0.82 * Ln(A) + 0.32, where T = trips, A = area in ksf
c = ITE shopping center trip generation equations used rather than linear trip generation rate:
Daily: Ln(T) = 0.65 * Ln(A) + 5.83, where T = trips, A = area in ksf
AM Peak Hour: Ln(T) = 0.61 * Ln(A) + 2.24, where T = trips, A = area in ksf
PM Peak Hour: Ln(T) = 0.67 * Ln(A) + 3.31, where T = trips, A = area in ksf
d = ITE office trip generation equations used rather than linear trip generation rate:
Daily: Ln(T) = 0.76 * Ln(A) + 3.68, where T = trips, A = area in ksf
AM Peak Hour: Ln(T) = 0.80 * Ln(A) + 1.57, where T = trips, A = area in ksf
PM Peak Hour: T= 1.21 * A + 78.45, where T = trips, A = area in ksf
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The geographic distribution of trips generated by the project is dependent on characteristics of the street
system serving the project area, the level of accessibility of routes to and from the project area, and the
locations of employment and commercial centers to which residents of the project would be drawn. The
general distribution pattern for the traffic analysis report was developed in consultation with the City of
Azusa. Project trip distribution estimates were used to assign the project-generated traffic to the local and
regional street system and through the eight study intersections.

Project Traffic Circulation
To achieve General Plan goals and policies, including the promotion of economic vitality in the
Downtown Azusa district, the project includes transitioning one-way San Gabriel Avenue and one-way
Azusa Avenue to operate as two-way roadways. The modification of the street network to two-way
operations (See Figure 4.14-3, Reconfiguration of Azusa Avenue and San Gabriel Avenue) would result
in traffic circulation changes and modified operations at San Gabriel Avenue and Azusa Avenue.
Azusa Avenue 2-Way Circulation
With the project, Azusa Avenue would operate as an undivided two-way roadway with one lane in each
direction. Northbound and southbound left turns would be restricted (not allowed) on Azusa Avenue
due to the geometric constraints of existing landscaped bulb-outs at the corners of 9th Street, Foothill
Boulevard, and 5th Street. As the roadway geometry could not accommodate dedicated left-turn lanes
without excessive delay to through and right-turning vehicles served in the single lane, northbound and
southbound left turns were restricted from Azusa Avenue for the cumulative plus project operating
condition, except at southbound 9th Street as the right-of-way widens to 96 feet and can accommodate a
dedicated left-turn lane. Angled parking in the southbound direction would need to be restriped with 2way operations, but a minimal amount of parking spaces are expected to be removed as a result.
San Gabriel Avenue 2-Way Circulation
San Gabriel Avenue would operate as a divided two-way roadway, with a two-way left-turn lane and a
median two-way left-turn lane. Dedicated left-turn lanes would be provided in the northbound and
southbound direction and a Class II bicycle lane would be provided in each direction with a 3-foot buffer
from the through traffic. Parallel on-street parking would not be modified. Existing angled parking on the
east side of San Gabriel Avenue would be converted to parallel parking between the railroad tracks and
9th Street. Some parking spaces and bulb-outs would be removed to accommodate the configuration.
Eastbound left turns from Foothill Boulevard onto San Gabriel Avenue would be prohibited to preserve a
raised landscaped median. Similarly, westbound left turns from Foothill Boulevard onto Azusa Avenue
would also be prohibited to preserve a raised landscaped median.
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Vehicle Volume Shifts
The reconfiguration of Azusa Avenue and San Gabriel Avenue to two-way roadways would result in
vehicular traffic circulation changes in the downtown area. In estimating the circulation changes from
converting the one-way couplet to two-way roadways, an initial estimate of approximately 50 percent of
the northbound Azusa Avenue volumes and 50 percent of the southbound San Gabriel Avenue volumes
were shifted to the other roadway, given that the roadways operate as a couplet under existing
conditions.
Generally, wider roadways can accommodate increased capacity and ease of drivability; therefore, more
through traveling vehicles were anticipated to use San Gabriel Avenue over Azusa Avenue (San Gabriel
Avenue is approximately 11 feet wider than Azusa Avenue). In addition, San Gabriel Avenue has fewer
driveways and access points, allowing for fewer conflicts and side friction along this corridor compared
to Azusa Avenue. With these considerations, it was determined that approximately 60 percent of
northbound Azusa Avenue traffic would likely shift to northbound San Gabriel. Conversely,
approximately 40 percent of southbound vehicles on San Gabriel Avenue would shift to Azusa Avenue
with two-way operations. Respective shifts in turning movements were also included in the redistributed
vehicle volumes with the project.
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Azusa Avenue
EXISTING

9’

PROPOSED

12’

12’

22’

9’

12’

12’

22’

San Gabriel Avenue
EXISTING

8’

PROPOSED

14’

12’

12’

14’

6’

8’

5’

3’

11’

12’

11’

3’ 5’

8’

SOURCE: Azusa TOD Specific Plan Transportation Analysis Report, May 2015
FIGURE

4.14-3

Reconfiguration of Azusa Avenue and San Gabriel Avenue
1199.004•06/15
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Thresholds of Significance
The following thresholds for determining the significance of impacts related traffic and circulation are
contained in the environmental checklist form contained in Appendix G of the most recent update of the
State CEQA Statutes and Guidelines. Adoption and/or implementation of the Azusa TOD Specific Plan
could result in significant adverse impacts to the existing transportation network if any of the following
could occur:
Threshold TR-1

Would the project conflict with an applicable plan, ordinance or policy
establishing measures of effectiveness for the performance of the circulation
system, taking into account all modes of transportation including mass transit
and non-motorized travel and relevant components of the circulation system,
including but not limited to intersections, streets, highways and freeways,
pedestrian and bicycle paths, and mass transit?

Threshold TR-2

Would the project conflict with an applicable congestion management
program (CMP), including, but not limited to level of service standards and
travel demand measures, or other standards established by the CMP for
designated roads or highways?

Threshold TR-3

Would the project result in a change in air traffic patterns, including either an
increase in traffic levels or a change in location that results in substantial
safety risks?

Threshold TR-4

Would the project substantially increase hazards due to a design feature (e.g.,
sharp curves or dangerous intersections) or incompatible uses (e.g., farm
equipment)?

Threshold TR-5

Would the project result in inadequate emergency access?

Threshold TR-6

Would the project conflict with adopted policies, plans, or programs regarding
public transit, bicycle, or pedestrian facilities, or otherwise decrease the
performance or safety of such facilities?

Environmental Effects Found Not To Be Significant
As to Threshold TR-3, a less than significant impact was determined in the Initial Study (Appendix 1.0)
and therefore this threshold is not evaluated in this section. See Section 7.0, Effects Found Not To Be
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Significant, for a discussion of this environmental effect, as well as others, that were found not to be
significant and are, therefore, not evaluated in detail in this EIR. The remaining thresholds are evaluated
below.

Impact Analysis
Threshold TR-1

Would the project conflict with an applicable plan, ordinance or policy
establishing measures of effectiveness for the performance of the circulation
system, taking into account all modes of transportation including mass transit
and non-motorized travel and relevant components of the circulation system,
including but not limited to intersections, streets, highways and freeways,
pedestrian and bicycle paths, and mass transit?

Construction
Buildout of the Specific Plan would be gradual and occur over an approximately 20-year period. During
the construction phase, most construction workers would be expected to arrive at project sites before the
morning peak hour and depart prior to the afternoon peak hour, minimizing trips during the AM and
PM peak traffic periods. This is because the City limits construction times to between the hours of 7:00
AM and 6:00 PM. As such, most workers would arrive before the 7:00 AM peak hour. Therefore,
assuming an eight hour work day, workers would likely end their day before the PM peak hour(4:00 –
6:00 PM).
Truck trips associated with materials deliveries would occur throughout the specific plan area during
construction of future developments. Although the overall scale of development permitted in the specific
plan area would be small, construction of several projects could occur simultaneously. However, even
with multiple projects undergoing construction simultaneously any impact that would occur would be
temporary and short-term. Nonetheless, Mitigation Measure HAZ-3 is required to ensure construction
impacts would remain less than significant.

Operational
Study Intersections
Based on the mixed-use trip generation model described above, buildout of the Specific plan would
generate 16,314 daily trip ends (approximately 1,050 inbound trips and 997 outbound trips) during a
typical weekday. Based on the trip generation forecast included in the traffic analysis report, buildout of
the Specific plan would add up to 1,025 trips (522 inbound trips and 503 outbound trips) during the AM
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peak hour and 1,022 trips (528 inbound trips and 494 outbound trips) during the PM peak hour.
Figure 4.14-4, Peak Hour Traffic Volumes and Lane Configurations Project Only Conditions, illustrates
the effects of project trips at the study intersections during the AM and PM peak hours, respectively.
The traffic analysis report calculates traffic volumes for two scenarios: existing traffic conditions with the
project (Existing with Project), and a “cumulative” scenario that includes the project and related projects
for the year 2035 (Future Cumulative with Project). The projected future levels of service based on
existing with project scenario is presented in Table 4.14-6, Existing With Project Study Intersection
Levels of Service. The related projects analysis is included in the cumulative discussion at the end of this
section.
Existing Conditions
As indicated in Table 4.14-1, under existing conditions the eight study intersections currently meet the
County of Los Angeles threshold of significance and operate at an LOS E or better with the exception of
the PM peak hour at the Dalton Avenue and Foothill Avenue intersection, which currently operates at a
LOS F.
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SOURCE: Fehr and Peers Azusa TOD Specific Plan Traffic Analysis Report, May 2015
FIGURE

4.14-4

Peak Hour Traffic Volumes and Lane Configurations - Project Only Conditions
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Existing with Project Conditions
Based on the changes in v/c ratio or delay shown in Table 4.14-6 and described below, and the County
intersection impact threshold criteria shown in Table 4.14-4, under the Existing with Project condition,
the following intersections would operate at LOS E or worse during both peak hours under this scenario:
•

San Gabriel Avenue and Foothill Boulevard (PM peak hours)

•

Azusa Avenue and Foothill Boulevard (AM and PM peak hours)

•

Dalton Avenue and Foothill Boulevard (AM and PM peak hours)

Table 4.14-6
Existing with Project Study Intersection Levels of Service
Existing
Conditions

Map
Reference

Intersection

Peak
Hour

V/C or
Seconds
of Delay

LOS

Existing with
Project
V/C or
Seconds
of
Delay
LOS

Change
in V/C
or
Delay

Significant?

1

San Gabriel Avenue/
9th Street

AM

0.402

A

0.687

B

0.285

No

PM

0.365

A

0.559

A

0.194

No

2

Azusa Avenue/
9th Street

AM

0.419

A

0.657

B

0.238

No

PM

0.365

A

0.559

A

0.194

No

3

Dalton Avenue/
9th Street

AM

8.3

A

8.9

A

0.6

-

PM

8.2

A

8.9

A

0.7

-

4

San Gabriel Avenue/
Foothill Boulevard

AM

0.513

A

0.848

D

0.335

No

PM

0.633

B

0.916

E

0.283

No

5

Azusa Avenue/
Foothill Boulevard

AM

0.658

B

0.955

E

0.297

No

PM

0.675

B

0.943

E

0.268

No

6

Dalton Avenue/
Foothill Boulevard

AM

34.2

D

<50+

F

-

-

PM

<50+

F

<50+

F

-

-

7

San Gabriel Avenue/
5th Street

AM

0.320

A

0.785

C

0.465

No

PM

0.350

A

0.847

D

0.497

No

8

Azusa Avenue/
5th Street

AM

0.402

A

0.735

C

0.333

No

PM

0.410

A

0.743

C

0.333

No

Source: Fehr and Peers, Azusa TOD Specific Plan Traffic Analysis Study, May 2015, Table 7, 35, Appendix 4.14

Based on the County of Los Angeles criteria provided in Table 4.14-4, significant impacts would not
occur at the signalized intersections. As discussed in the Methodology description, the County has not
established significance thresholds for stop sign controlled (un-signalized) intersections. While the Dalton
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Avenue and Foothill Boulevard intersection meets the peak hour warrant for installation of a traffic signal
under Existing plus Project conditions would be projected to operate acceptably with the installation of a
signal, the traffic analysis report concluded that additional analysis (e.g., regular monitoring of traffic
conditions and review of accident data by an experienced engineer), is needed to determine when the
signal should be installed. 5 Therefore, based on the adopted County of Los Angeles thresholds,
operational impacts would be less than significant.

Level of Significance Before Mitigation
Impacts would be less than significant.

Mitigation Measures
Although construction-related impacts were found to be less than significant, Mitigation Measure HAZ3 would be required to ensure construction impacts do not occur due to multiple projects undergoing
construction at the same time. Also, while operational impacts were found to be less than significant,
Mitigation Measure TR-1 would be required to ensure that impacts at Dalton Avenue and Foothill
Boulevard remain as such in the future.
TR-1

Installation of Traffic Signal at Dalton Avenue and Foothill Boulevard. The City’s Public
Works Director shall regularly monitor of traffic conditions and review of accident data
for Dalton Avenue and Foothill Boulevard. In addition, the Public Works Department
shall work with the Community Development Department to monitor each development
proposal within the Azusa TOD Specific Plan area to determine when the traffic signal
installation at Dalton Avenue and Foothill Boulevard would be warranted.

Level of Significance After Mitigation
With implementation of Mitigation Measure HAZ-3 potential construction impacts would be less than
significant. Implementation of Mitigation Measure TR-1 would ensure future project related operational
impacts remain less than significant.
Threshold TR-2

Would the project conflict with an applicable congestion management
program (CMP), including, but not limited to level of service standards and

5

The full warrant traffic signal analysis is provided in Appendix C of the traffic analysis report.
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travel demand measures, or other standards established by the CMP for
designated roads or highways?

Methodology
Under Los Angeles County’s CMP Traffic Impact Analysis criteria, a project impact is considered to be
significant if the proposed project increases traffic demand on a CMP facility (e.g., a freeway or
intersection) by 2 percent of capacity (V/C > 0.02), causing or worsening LOS F (V/C > 1.00). Under this
criterion, a proposed project would not have a regionally significant impact if the analyzed facility is
operating at LOS E or better after the addition of project traffic, regardless of the increase in V/C ratio
caused by the proposed project. However, if the facility is operating at LOS F with project traffic and the
incremental change in the V/C ratio caused by the proposed project is 0.02 or greater, the project would
be considered to have a significant impact.
A project’s projected number of transit trips assumes an average vehicle ridership (AVR) factor of 1.4
persons in order to estimate the number of person trips to and from the project area. The CMP threshold
is nine percent of person trips to transit commercial developments with 0.25-miles of a designated
County CMP transit facility.

CMP Intersection
The County’s CMP Traffic Impact Assessment guidelines require that intersection monitoring locations
must be examined if the project would add 50 or more trips during either the AM or PM weekday peak
hours. The closest intersection monitoring location is Azusa Avenue and Foothill Boulevard. This
intersection is located within the specific plan area and is one of the eight study intersections examined in
the traffic analysis report. Based on the project trip distribution and trip generation, 282 AM peak hour
project trips and 282 PM peak hour project trips are projected to travel through this CMP intersection. As
the projected number of AM and PM peak hour trips exceeds the CMP intersection threshold, a CMP
traffic impact analysis was completed for this intersection. The CMP traffic impact analysis determined
that the reconfiguration of the Azusa Avenue and San Gabriel Avenue Couplet (e.g., the change in
circulation patterns) would result in a decrease in V/C. Thus, buildout of the Specific Plan would not
result in the V/C ratio increasing by 0.02 or more. Thus, impacts to the CMP intersection location would
be less than significant.
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CMP Freeway
The County’s CMP Traffic Impact Assessment guidelines require that freeway monitoring locations must
be examined if development of a proposed project would add 150 or more trips (in either direction)
during either the AM or PM weekday peak periods. The closest freeway monitoring locations are the I210 Freeway at the I-605 interchange (approximately 3.2 miles southwest of the specific plan area) and the
I-210 Freeway at the San Dimas Avenue exit (approximately 6.9 miles southeast of the specific plan area).
Based on the trip distribution pattern, approximately 20 percent of the vehicles traveling to and from the
specific plan area would travel on the I-210. Approximately 10 percent of the vehicles are projected to
travel westbound (passing through the I-210 and I-605 CMP freeway monitoring location), while 10
percent of the vehicles would travel eastbound (passing through the I-210 and San Dimas Avenue CMP
freeway monitoring location). As buildout of the project would result in 1,025 AM peak hour vehicle trips
and 1,022 PM peak hour vehicle trips, 125 vehicles would travel west and eastbound during the AM peak
period and 122 vehicles would travel west and eastbound during the PM peak period. Thus, operation of
the project would not add 150 or more trips (in either direction) during either the AM or PM weekday
peak hours to CMP freeway monitoring locations and a CMP freeway analysis is not necessary for the
project. Project-related impacts to the CMP freeway monitoring locations would be less than significant.

CMP Regional Transit
The nearest County designated CMP transit center is the proposed Azusa Downtown Gold Line Station,
located in the specific plan area, within the Gold Line District. Based on the projected number of AM and
PM vehicle trips (discussed above), and the AVT factor (1.4 persons), the total number of AM and PM
peak hour person trips is 1,435 and 1,431, respectively. Assuming nine percent of the total person trips
would use the Metro Gold Line via the Azusa Downtown Gold Line Station, buildout of the Specific Plan
would result in an additional 129 AM peak hour and 129 PM peak hour weekday boardings. As of March
2015, the Metro Gold Line average weekday boardings totaled 43,631 people. The Foothill Gold Line
Extension projected ridership is estimated to be 64,000 person trips by 2030. Thus, the Azusa Downtown
Gold Line station total daily boardings would comprise 0.004 percent of the Foothill Gold Line Extension
total projected ridership. Therefore, CMP transit impacts would be less than significant.

Level of Significance Before Mitigation
Impacts would be less than significant.
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Mitigation Measures
No mitigation measures are required.

Level of Significance After Mitigation
Impacts would be less than significant.
Threshold TR-4

Would the project substantially increase hazards due to a design feature (e.g.,
sharp curves or dangerous intersections) or incompatible uses (e.g., farm
equipment)?

Implementation of the Specific Plan would not result in the construction and/or operation of hazardous
design features (e.g., sharp curves and/or dangerous intersections) or the interaction of incompatible uses.
However, the Specific Plan’s goals and policies do encourage compact growth and mixed-use
development, pedestrian linkages, the implementation of bicycle facilities, and the reconfiguration of
roadways, creating a multi-modal transportation network. Thus, it is imperative that facilities designed
for non-automobile modes include enhanced safety features to minimize conflicts between transit riders,
bicyclists, pedestrians, and motor vehicles and trains. The Specific Plan incorporates street improvement
standards, which would provide a defined and often separated space for pedestrians, motorists, and
bicyclists. Additionally strategies are included that aim to calm traffic and make streets more pedestrian
and bicycle friendly, including widening sidewalks, narrowing vehicle lanes, installing paved crosswalks,
installing flashing lights along crosswalks, installing bulb-outs and installing bicycle lanes and
sharrows. 6, 7
To promote economic vitality in the City’s downtown area (an objective included in the General Plan),
buildout of the Specific Plan includes the reconfiguration of the San Gabriel Avenue and Azusa Avenue
northbound and southbound couplet. The northbound and southbound roadways would both be
reconfigured to allow two-way traffic on both streets. Azusa Avenue would operate as an undivided
roadway with one vehicle travel lane in each direction, with no median left turn lane. San Gabriel Avenue
would operate as a divided 2-way roadway with a median left turn lane, and buffered bicycle lanes in
each direction. Initially, the reconfiguration of the San Gabriel Avenue and Azusa Avenue couplet could

6

A bulb-out is a type of curb extension that extends the sidewalk area, reducing the distance between the adjacent
sides of the street. Bulb-outs are a traffic calming measure.

7

A sharrow (or shared lane bicycle marking) is a pavement marking installed on roadways that do not include a
bicycle lane. The purpose of a sharrow is to remind motorists that bicyclists are permitted to use the full lane.
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create confusion for motorists. However, prior to the restriping of the roadway, the Department of Public
Works would implement the necessary steps needed (e.g., temporary roadway signage, use of a traffic
guard), to ensure motorists are aware of the roadway reconfigurations. With appropriate signage and
public information, impacts would be less than significant.

Level of Significance Before Mitigation
Impacts would be less than significant.

Mitigation Measures
No mitigation measures are required.

Level of Significance After Mitigation
Impacts would be less than significant.
Threshold TR-5

Would the project result in inadequate emergency access?

Construction
As discussed in Section 4.7, Hazards and Hazardous Materials, construction activities associated with
buildout of the Specific Plan could reduce the number of vehicle lanes or temporarily close certain street
segments, usually accessible to emergency vehicles, including those used for evacuation routes. (The City
has identified Azusa Avenue, Alosta Avenue (Foothill Boulevard), Arrow Highways, and Grand
Highway, as evacuation routes). Further, construction equipment and vehicles may block or slow traffic.
Possible street closures and slower traffic during construction could interfere with emergency response,
including evacuations. However, construction would be temporary and would affect a limited number of
streets or intersections at any one time. Additionally the City’s Standardized Emergency Management
System (SEMS) Multi- Hazard Emergency Functional Plan (MHEFP), which provides guidance for the
City’s planned response to extraordinary emergency situations associated with natural disasters,
terrorism, technological incidents, and nuclear defense operations, would continue to be implemented.
However, the impact to the City of Azusa evacuation routes from construction under the Specific Plan
would be potentially significant. Impacts would be reduced through implementation of Mitigation
Measure HAZ-3. Mitigation Measure HAZ-3 requires project applicants/developers to prepare a Traffic
Control Plan for implementation during the construction phase, as deemed necessary by the City Traffic
Engineer and which would ensure that the Azusa Police Department is aware of temporary roadway
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closures due to construction activities and alternative travel routes. Thus, with implementation of
Mitigation Measure HAZ-3 constructed related impacts would be less than significant.

Operation
Operational activities associated with buildout of the Specific Plan are not anticipated to have any
impacts on an established emergency response plan. Individual projects would be subject to compliance
with Azusa’s SEMS MHERP. Further, the proposed land uses would encourage compact development,
allowing emergency vehicles to easily access various project sites. In addition, under the Specific Plan, the
Azusa Avenue and San Gabriel Avenue Couplet would be reconfigured to allow two-way traffic along
both roadways. This would improve circulation within this area and provide emergency vehicles with
primary access to both streets.
Before future projects are approved by the City, they would undergo further environmental and technical
analysis that would include evaluation of impacts by emergency and public services. Compliance with
the Los Angeles County Fire Code and the Los Angeles County Fire Department regulations regarding
access for emergency and public safety vehicles would be required in the design of individual projects.
Thus, impacts related to emergency access would be less than significant.

Level of Significance Before Mitigation
Construction related impacts would be potentially significant. Operational impacts would be less than
significant.

Mitigation Measures
Implementation of Mitigation Measure HAZ-3.

Level of Significance After Mitigation
With Mitigation Measure HAZ-3 all impacts would be less than significant.
Threshold TR-6

Would the project conflict with adopted policies, plans, or programs regarding
public transit, bicycle, or pedestrian facilities, or otherwise decrease the
performance or safety of such facilities?

The Specific Plan is consistent with the City’s General Plan and Development Code. While the Specific
Plan supersedes the Development Code within the specific plan area, its goals and principles provide for
a more precise implementation of the City’s existing multi-modal policies, plans, and programs,
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including providing district-specific development standards and design guidelines that support and
encourage TOD and increase safe, direct, and convenient pedestrian access to transit facilities, establish
pedestrian linkages to and from the future Azusa Downtown Gold Line Station to support a walkable
station area that functions as a community gateway to Downtown Azusa, and emphasize streetscape and
landscaping enhancements to improve walking, bicycling, and transit use options.
As discussed in Section 4.9, Land Use, the Specific Plan’s goals and policies would also be consistent
with the applicable goals of SCAG’s RTP/SCS including: maximizing mobility and accessibility for all
people and goods in the region, ensuring the safe travel for all people and goods in the region, preserving
and ensuring a sustainable regional transportation system, protecting the environment and residents by
improving air quality and encouraging active transportation, encouraging land use and growth patterns
that facilitate transit and non-motorized transportation, and maximizing mobility and accessibility of all
people and goods in the region. Thus, the Specific Plan would not conflict with adopted policies, plans, or
programs regarding public transit, bicycle, or pedestrian facilities, or otherwise decrease the performance
or safety of such facilities and impacts would be less than significant.

Level of Significance Before Mitigation
Impacts would be less than significant.

Mitigation Measures
No mitigation measures are required.

Level of Significance After Mitigation
Impacts would be less than significant.

4.14.5

CUMULATIVE IMPACTS

The traffic analysis report evaluated the eight study intersections’ future LOS for the weekday AM and
PM peak hours for both the cumulative base year (2019) and cumulative plus project year (2035). The
same methodology was used to analyze cumulative and project conditions (described above). A 1 percent
increase per year was assumed in regional traffic growth and trips from related-projects within a 1.5-mile
radius of the project area. A list of related projects is provided in Section 3.0, Project Description.

Impact Sciences, Inc.
1029.004

4.14-34

Azusa TOD Specific Plan Draft EIR
July 2015

4.14 Transportation and Circulation

Construction
Cumulative construction traffic impacts would occur if construction traffic from the related projects
would impact the project’s study intersections. Of the 19 identified related projects, three related projects
are located within the specific plan area, while one project is located directly adjacent to the northeast
Specific Plan boundary at the corner of Citrus Avenue and Gold Line right-of-way. Similar to the project,
the majority of construction workers for related projects are anticipated to arrive and depart the
individual construction sites during off-peak hours (e.g., prior to morning and evening rush hours). Thus,
thereby minimizing trips during the AM and PM peak hour traffic periods.
Construction trucks would access individual project sites throughout the day, resulting in increased noise
levels, as well as an increased number of vehicles in the area. Additionally, construction of the projects
under the Specific Plan and the related projects could occur concurrently. However, construction
activities would be permitted only during the hours of 7:00 AM to 6:00 PM (Monday through Saturday),
and would be temporary. Thus, construction activities associated with development of the Specific Plan
and related projects would be in accordance with the City’s Municipal Code Noise Ordinance and any
additional applicable plans or standards. Each jurisdiction’s review process would take into
consideration the potential for overlapping construction projects and would attempt to balance haul
routes to minimize the impacts of cumulative hauling on any particular roadway. Further, buildout of the
Specific Plan would be gradual and occur over approximately a 20-year period. Lastly, implementation of
Mitigation Measure HAZ-3 would reduce potential construction traffic related impacts. As such,
construction related traffic associated with buildout of the Specific Plan and related projects would not
result in a cumulative impact.

Operations
Cumulative Base Conditions
The Cumulative Base year (2019) volumes are shown in Figure 4.14.-5, Peak Hour Traffic Volumes and
Lane Configurations Cumulative Base Conditions, and summarized in Table 4.14-7 Cumulative
Intersection Levels of Service. Four of the study intersections are projected to operate at LOS E or worse
during one or both peak hours under the Cumulative Base conditions. These include:
•

Azusa Avenue and 9th Street (PM peak hour)

•

San Gabriel Avenue and Foothill Boulevard (PM peak hour)

•

Azusa Avenue and Foothill Boulevard (AM and PM peak hours)
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•

Dalton Avenue and Foothill Boulevard (AM and PM peak hours)

Cumulative Plus Project Conditions
The Cumulative plus Project scenario represents future (2035) traffic conditions with the buildout of the
Specific Plan and roadway network circulation changes. The project traffic volumes were added to the
Cumulative Base traffic volumes to develop the Cumulative plus Project traffic forecasts. Figure 4.14-6,
Peak Hour Traffic Volumes and Lane Configurations Cumulative Plus Project Conditions illustrates
the resulting projected peak hour traffic volumes and lane geometries for the Cumulative plus Project
scenario for a typical weekday, including the shifts assuming two-way operations on both roadways. As
shown in Table 4.14-7, under this scenario three of the eight study intersections would operate at LOS E
or worse during one or both peak hours. These include:
•

San Gabriel Avenue and Foothill Boulevard (PM peak hour)

•

Azusa Avenue and Foothill Boulevard (AM and PM peak hour)

•

Dalton Avenue and Foothill Boulevard (AM and PM peak hour)

Based on the criteria established by the County of Los Angeles (Table 4.14-4), the Cumulative plus Project
conditions would result in less than significant impacts for the eight study intersections.
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SOURCE: Azusa TOD Specific Plan Transportation Analysis Report, May 2015
FIGURE

4.14-5

Peak Hour Traffic Volumes and Lane Configurations - Cumulative Base Conditions
1199.004•06/15

SOURCE: Azusa TOD Specific Plan Transportation Analysis Report, May 2015
FIGURE

4.14-6

Peak Hour Traffic Volumes and Lane Configurations - Cumulative Plus Project Conditions
1199.004•06/15
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Table 4.14-7
Cumulative Study Intersection Levels of Service (2035)

Cumulative Base
Map Reference

Intersection

Peak
Hour

V/C or Seconds of
Delay

Cumulative with Project

LOS

V/C or Seconds of
Delay

LOS

Impacts
Change in V/C
or Delay

Significant?

1

San Gabriel
Avenue/
9th Street

AM

0.613

B

0.687

B

0.074

No

PM

0.693

B

0.559

A

-0.134

No

2

Azusa
Avenue/
9th Street

AM

0.676

B

0.657

B

-0.019

No

PM

0.908

E

0.706

C

-0.202

No

3

Dalton
Avenue/
9th Street

AM

11.6

B

13.4

B

1.8

-

PM

18.8

C

27.6

C

8.8

-

San Gabriel
Avenue/
Foothill
Boulevard

AM

0.675

B

0.848

D

4

PM

0.997

E

0.916

Azusa
Avenue/
Foothill
Boulevard

AM

0.971

E

0.955

5

PM

1.030

F

0.943

Dalton
Avenue/
Foothill
Boulevard

AM

<50+

F

<50+

6

PM

<50+

F

<50+

7

San Gabriel
Avenue/
5th Street

AM

0.398

A

0.785

PM

0.455

A

0.847

8

Azusa
Avenue/
5th Street

AM

0.537

A

0.735

PM

0.607

B

0.743

0.173

No

-0.081

No

-0.016

No

-0.087

No

-

-

-

-

C

0.387

No

D

0.392

No

C

0.198

No

0.136

No

E
E
E
F
F

C

Source: Fehr and Peers, Azusa TOD Specific Plan Traffic Analysis Study, 2015, Table 10, 40, Appendix 4.14
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Level of Significance Before Mitigation
Impacts would be less than significant.

Mitigation Measures
As discussed above under Threshold TR-1, project related operational impacts were found to be less than
significant, however, Mitigation Measure TR-1 would be required to ensure that impacts at Dalton
Avenue and Foothill Boulevard remain as such in the future.

Level of Significance After Mitigation
With implementation of Mitigation Measure TR-1, cumulative impacts would remain less than
significant.
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