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Letter A

State of California — Natural Resources Agency EDMUND G. BROWN JR., Governor
DEPARTMENT OF FiSH AND WILDLIFE CHARLTON H. BO 1AM, Director
South Coast Region

3883 Ruffin Road

San Diego, CA 92123

{858) 467-4201

www.wildlife.ca.gov

December 16, 2013

Ms. Diana Kitching

City of Los Angeles Department of Regional Planning
200 North Spring Street, Room 750

Los Angeiles, CA 91064

Email: Diana.kitching@lacity.org

Subject: Draft Environmental Impact Report for Harvard Westlake Parking Improvement
Plan, Los Angeles County, (SCH # 2013041033)

Dear Ms. Kitching:

The Department of Fish and Wildlife (Department) has reviewed the draft Environ 2ntal Impact
Report  EIR) for the construction of a three-level, 750-space, parking structure v 1 a rooftop
(lighted) athletic field (Parking Structure), pedestrian bridge, and access road improvements
(project) located on an approximately 24.5 acre project site that is comprised of the
approximately 5.5-acre development site and the approximately 19-acre upper campus of the
Harvard-Westlake School. The Parking Structure wouid be located on an approximately 5.5-
acre de lopment site across Coldwater Canyon Avenue from the approximately 3-acre
Harvard-Westlake School. The project also includes improvements to Coldwater Canyon
Avenue adjacent to the project site that would improve traffic flow and pedestrian safety along
that stretch of Coldwater Canyon Avenue.

The project site is located in the Santa Monica Mountain foothills at the southeastern edge of
the San Fernando Valley. The Santa Monica Mountains rise to the south, with Beverly Hills and
the west Los Angeles basin beyond that. The Santa Monica Mountains stretch to the east and
west of the site and the San Fernando Valley is just north of the property. The area to the west
of the proposed development site is the Santa Monica Mountains Conservancy natural open
space. The area to the north, east, south (and further west beyond the open space) is
urbanized.

Significant resources on the project site include 44 coast live caks (Quercus agrifolia) and 271
California black walnuts (Jugfans californica var. californica). The DEIR concludes that, most
(approximately 78%) of the walnuts (of City ordinance size) on the site are infected with a
fungus in the genus Geosmithia, which produces a condition commonly known as "thousand
canker disease.” This condition appears to always be fatal to infected trees. The oject w
result in the removal of and encroachment upon coast live oaks and California black walnuts.

In addition to the preferred proposed project, the DEIR describes five alternatives: 1. No Project;
2. Existing Zoning (4 homes); 3. Reduced Development (Two-Level Structure, No Athletic ield,
No Pedestrian Bridge); 4. Smaller Footprint Parking Structure, No Athletic Field, Rooftop
Parking; and 5. East Side of Coldwater Canyon Avenue Alternative — Southern Parking Lot.

Conserving California’s Wildlife Since 1870

A-1


Wendy
Line

Wendy
Typewritten Text
A-1

Wendy
Typewritten Text
Letter A


Ms. Diana Kitching

City: Los Angeles Department of Regional Planning
December 16, 2013

Page 2 of 7

The California Wildlife Action Plan, a recent Department guidance document, identified the
following stressors affecting wildlife and habitats within the project area: 1) growth and
development; 2) water management conflicts and degradation of aquatic ecosystems; 3)
invasive species; 4) altered fire regimes; and 5) recreational pressures. The Department looks
forward to working with the City of Los Angeles to minimize impacts to fish and wildlife

resources with a focus on these stressors. Please let Department staff know if you would like a
copy of the plan to review.

The Department is California’s Trustee Agency for fish and wildlife resources, holding these
resources in trust for the People of the State pursuant to various provisions of the California
Fish and Game Code. (Fish & G. Code, §§ 711.7, subd. (a), 1802.) The Department submits
these comments in that capacity under the California Environmental Quality Act (CEQA). (See
generally Pub. Resources Code, §§ 21070; 21080.4.) Given its related permitting authority
under the California Endangered Species Act (CESA) and Fish and Game Code section 1600 et
seq., the Department also submits these comments likely as a Responsible Agency for the
project under CEQA. (/d., § 21069.)

Project Impacts to Biological Resources

1._Project Alternatives — The DEIR describes 5 project alternatives to the preferred project
proposal as described above.

From a biological resources impact perspective, any of project alternatives such as
alternative 5 for example, that minimizes the area of disturbances to native vegetation and
associated biological resources would be preferred. It is preferred that habitat is avoided
rather than implementing costly mitigation efforts -- with no guarantee of success -- to
mitigate for loss of habitat from the project.

2. Native Woodlands Creation - Page 3.3.-18 describes that there will be impacts to 1.05 acres
of Southern Oak Woodland/Southern Walnut Woodland. Of the 315 protected trees on the
development site and adjacent property, 129 would be removed and 26 would sustain
permanent encroachment. Of the trees to be removed 12 are oaks and 117 are walnuts.
Additional, the project would encroach on 6 oaks and 20 wainuts.

Page 3.3-22 entitled: “Mitigation for Removals” states that: “ Removal of trees shall be
mitigated for according to the City of Los Angeles Municipal Code and to the satisfaction of
the City's Chief Forester (Bureau of Street Services, Forestry Division), and the Board of
Public Works. Current Board of Public Works policy has increased the minimum requirement
for protected tree replacement to 4:1. Given the significantly diseased condition of most of
the walnut trees to be removed and the fact that there is currently no treatment available for
the “thousand cankers disease” from which they suffer, it is not recommend the planting of
any new Southern California black walnuts. To comply with the 4:1 replacement ratio, at least
516 mitigation trees should be planted on-site in the remaining open space areas of the
Harvard-Westlake property. The Conceptual Mitigation Planting Plan (plan) calls out areas
potentially suited for the recommended mitigation trees for the site: coast live oak, California
scrub oak {(Quercus berberidifolia), western sycamore (platanus racemosa), and Mexican
elderberry (Sambucus mexicana). City guidelines for mitigation trees call for “15-gallt
specimen[s] measuring one inch or more in diameter at a point one foot above the base and
not less than seven feet in height, measured from the base.” However, given that the ajority
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Ms. Diana Kitching

City of Los Angeles Department of Regional Planning
December 16, 2013

Page3:. 7

of the removal trees are walnuts in poor condition that should not be replaced “in-kind”, it is
recommended that a range of smaller container sizes (such as one to five gallon) be allowed
for mitigation trees in this project. The City Forester shall determine the final container sizes
acce| ible for each replacement species. Mitigation trees should be planted in groups, or
clusters, of three to five trees in a circular or triangular pattern to mimic natural groups of
trees. The City Forester shall determine the final placement of each replacement tree and/or
group of trees on a Final Mitigation Planting Plan. The replacement trees must be planted by
a Tree Expert, as defined by the City of Los Angeles Municipal Code, and carefully planted to | A-> cont.
maximize likelihood of survival. All plantings will be generously watered immediately after
planting and maintained for three years from the date of planting.”

a. Because of the inherent difficulties of creating functional woodland habitat with associated
understory components, the Department recommends that off site acquisition of woodland
habitat in the local area be considered. All acquired habitat should be protected under a
cc ervation easement and deeded to a local land conservancy for management and
protection. The off site acquisition could include a California black walnut woodland
cc ponent that is not disease compromised to the benefit of this species in the local area.

b. The goal of the mitigation is to recreate functioning woodland of similar composition,
structure, and function to the selected oak woodland that was impacted. The mitigation
site should mimic the function, density, percent basil, canopy, and vegetation cover, as
well as other measurable success criteria before the mitigation should be deemed a
success. Measurable success criteria {(based on present site conditions and/or functional
local native woodlands as reference sites) should be part of the plan to ensure that
suitable woodland appropriate understory becomes established on the mitigation site.
Suitable woodland understory includes herbs, grasses, shrubs, vines, and trees.

A-6

c. The Department does not concur that a two years of monitoring is acceptable for the
purposes of concluding successful completion of mitigation for loss of native oak woodland
habitat. Oak trees are very long-lived species and take up to 20 years to show signs of
stress and disease. The Department recommends the lead agency require the applicant A-7
to monitor the oak woodland for a minimum of 10 years and that the site goes seven (7)
years with no supplemental irrigation in order to be deemed self-sustaining. This allows
the trees to go through one typical drought cycle, as our climate typically runs in seven
year drought cycles on average. This should also be the minimal time needed to see
signs of stress and disease in order to determine the need for replacement plantings.

d. All seed and shrub sources used for tree and understory species in the mitigation planting A-8
site should be collected or grown from on-site sources or from adjacent areas and should
ni be purchased from a supplier.

e. Oaks should be replaced by planting acorns as this method has been shown to result in A-9

greater oak survival when monitoring efforts (including the exclusion of herbivores) are
employed to maximize seedling survival during the monitoring period.

f. Please clarify what, if any, herbivory fencing is proposed for the restoration site. The
Department recommends fencing the entire oak woodland mitigation area to keep A-10
herbivory of young trees to a minimum. Fencing should be constructed to be deer proof.
This method, in the Department's experience, provides superior results to caging
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Ms. Diana Kitching

City ¢« Los Angeles Department of Regional Planning
December 16, 2013

Page 4 of 7

individual trees, which has very poor success in keeping trees from being browsed. A-10 cont.
Additionally, caging and placing tubes around young trees stunts growth and alters the
growth habit of trees.

3. Proper Disposal of Infected California Walnuts — All California walnut trees infected with the
Thousand Canker fungal disease that are removed from the project site should be dit ose of
properly to reduce the chance of spread to other trees. Properly dispose of material from
affected trees includes burning or burying branches and smaller diameter wood as soon as
possible. Persons salvaging wood and branches off the project site can spread the insect
carrier and fungus to new areas. Tools and equipment coming into contact with infected trees
should be sanitized before reuse.

A-11

4. Fencing Design to Protect Wildlife - All fencing used in the project area should be
constructed with materials that are not harmful to wildlife. Prohibited materials include, but A-12
are not limited to, spikes, glass, razor, or barbed wire. All hollow fence posts should be
capped, fence poles with top holes should be sealed, to prevent the entrapment of bird
species and other wildlife.

5. Salvaging of Wildlife - Page 3.3-26 MM-BIO-6 states “A wildlife salvage program shall be
conducted within 14 days prior to the commencement of grading on the Project Site. The
salvage effort will be conducted by a qualified wildlife biologist with experience capturing and ‘
handling native wildlife. Wildlife captured will be relocated to one of the local designated open A-13
space preserves.”

The Department recommends that additional salvage efforts take place during initial
grubbing/grading for species of low mobility. Salvaged species must be release out of harm’s
way only to immediately adjacent suitable habitat not impacted by disturbance activities.

6. Native Bird Protection Measures - Page 3.3-26 MM-BIO-7: All vegetation removal wit 1 the
approved impact area will take place between September 1 and February 15, to the extent
feasibie. If construction takes place between February 15 and September 1, a
preconstruction survey (by a qualified biologist) will be undertaken to identify any nests and
any appropriate protective measures.

a. Migratory nongame native bird species are protected by international treaty under the
Federal Migratory Bird Treaty Act (MBTA) of 1918 (50 C.F.R. Section10.13). Sections
3503, 3503.5, and 3513 of the Caiifornia Fish and Game Code prohibit take of all birds
and their active nests including raptors and other migratory nongame birds (as listed
under the Federal MBTA).

A-14

b. Proposed project activities (including, but not limited to, staging and disturbances to
native and nonnative vegetation, structures, and substrates) should occur outside of the
avian breeding season which generally runs from February 1-August 31 (as early as
January 1 for some raptors) to avoid take of birds or their eggs. Take means to ht t,
pursue, catch, capture, or Kill, or attempt to hunt, pursue, catch, capture or kill (Fi and
Game Code Section 86), and includes take of eggs and/or young resulting from .
disturbances which cause abandonment of active nests. Depending on the avian species
present, a qualified biologist may determine that a change in the breeding season dates
is warranted.
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Ms. Diana Kitching

City of Los Angeles Department of Regional Planning
December 16, 2013

Page 50of 7

c. If avoidance of the avian breeding season is not feasible, the Department recommends
that, beginning thirty days prior to the initiation of project activities, a qualified biologist
w 1 experience in conducting breeding bird surveys conduct weekly bird surveys to
detect protected native birds occurring in suitable nesting habitat that is to be disturbed
and {as access to adjacent areas allows) any other such habitat within 300 feet of the
disturbance area (within 500 feet for raptors). The surveys should continue on a weekly
basis with the last survey being conducted ne more than 3 days prior to the initiation of
project activities. If a protected native bird is found, the project proponent should delay all
project activities within 300 feet of on- and off-site suitable nesting habitat (within 500 feet
for suitable raptor nesting habitat) until August 31. Alternatively, the qualified biologist
could continue the surveys in order to locate any nests. If an active nest is located,
p ject activities within 300 feet of the nest (within 500 feet for raptor nests) or as
determined by a qualified biological monitor, must be postponed until the nest is vacated
and juveniles have fledged and there is no evidence of a second attempt at nesting.
Flagging, stakes, and/or construction fencing should be used to demarcate the inside
boundary of the buffer of 300 feet (or 500 feet) between the project activities and the
nest. Project personnel, including all contractors working on site, should be instructed on
the sensitivity of the area. The project proponent should provide the [CEQA lead agency]
tl  results of the recommended protective measures described above to document
¢ npliance with applicable State and Federal laws pertaining to the protection of native
birds.

If the biological monitor determines that a narrower buffer between the project activ s
and observed active nests is warranted, he/she should submit a written explanation as to
why {e.g., species-specific information; ambient conditions and birds’ habituation to them;
and the terrain, vegetation, and birds’ lines of sight between the project activities and the
nest and foraging areas) to the [CEQA lead agency] and, upon request, the Department.
Based on the submitted information, the {[CEQA lead agency] {(and the Department, if the
[ partment requests) will determine whether to allow a narrower buffer.

d. T :biological monitor shall be present on site during all grubbing and clearing of
vegetation to ensure that these activities remain within the project footprint {i.e., outside
the demarcated buffer) and that the flagging/stakes/fencing is being maintained, and to
minimize the likelihood that active nests are abandoned or fail due to project activities.
The biological monitor shall send weekly monitoring reports to the [CEQA lead agency]
during the grubbing and clearing of vegetation, and shali notify the [CEQA lead agency]
immediately if project activities damage active avian nests.

7. Protection for Bats — The project will result in the removal of many trees on the project site.

Activities that will result in the removal of trees, buildings or other habitat for bats should
consider avoiding adverse impacts to bats. Bats are considered non-game mammals and
are afforded protection by state law from take and/or harassment, (Fish and Game Code
Section 4150, California Code of Regulations, Section 251.1). Several bat species are also
considered California Species of Special Concern (CSC) and meet the CEQA definition of
rare, threatened or endangered species (CEQA Guidelines 15065). Take of CSC could
require a mandatory finding of significance by the Lead Agency, (CEQA Guidelines 15065).

A-14 cont.
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Ms. Diana Kitching

City of Los Angeles Department of Regional Planning
December 16, 2013

Page 7 of 7

Thank you for this opportunity to provide comments. Please contact Mr. Scott Harris,
Environmental Scientist at (626) 797-3170 if you should have any questions and for further
coordination on the proposed project.

Sincerely,

Betty Courtney
Environmental Program Manager
South Coast Region

cc:  Ms. Erinn Wilson, Los Alamitos
Ms. Kelly Schmoker, Laguna Niguel
Mr. Scott Harris, Pasadena
State Clearinghouse, Sacramento



Letter B

South Coast

Air Quality Management District
21865 Copley Drive, Diamond Bar, CA 91765-4178

(909) 396-2000 » www.agmd.gov

E-Mailed: December 6., 2013 December 6, 2013
Diana.kitching@lacity.org

Ms. Diana Kiching

Department of City Planning
200 N. Spring Street, Room 750
Los Angeles, CA 90012

Review of the Draft Environmental Impact Report (Draft EIR)
for the Proposed Harvard-Westlake Parking Improvement Plan Project

The South Coast Air Quality Management District (SCAQMD) staff appreciates the
opportunity to comment on the above-mentioned document. The following comments
are meant as guidance for the lead agency and should be incorporated into the final
environmental impact report (Final EIR) as appropriate.

Based on a review of the Draft EIR the lead agency determined that the proposed project
will result in significant localized air quality impacts during construction. Specifically,
the air quality analysis demonstrated that the proposed project will exceed the
SCAQMD’s CEQA localized construction significance thresholds for PM10. This
significant impact is primarily a result of extensive grading activity that will occur in
close proximity to residential land uses surrounding the project site. Therefore, the
SCAQMD staff recommends that pursuant to Section 15126.4 of the CEQA Guidelines
the lead agency require the following additional mitigation measures identified in the
Final EIR.

Additional Construction Mitigation Measures

a. Require the use of 2010 and newer diesel haul trucks (e.g., material delivery trucks
and soil import/export) and if the lead agency determines that 2010 model year or
newer diesel trucks cannot be obtained the lead agency shall use trucks that meet EPA
2007 model year NOx emissions requirements.

b. Consistent with measures that other lead agencies in the region (including Port of Los
Angeles, Port of Long Beach, Metro and City of Los Angeles)' have enacted, require
all on-site construction equipment to meet EPA Tier 3 or higher emissions standards
according to the following:

v Project start, to December 31, 2014: All offroad diesel-powered construction
equipment greater than 50 hp shall meet Tier 3 offroad emissions standards. In
addition, all construction equipment shall be outfitted with BACT devices
certified by CARB. Any emissions control device used by the contractor shall

' For example see the Metro Green Construction Policy at:
http://www.metro.net/projects_studies/sustainability/images/Green_Construction_Policy.pdf

B-1

B-2
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Ms. Diana Kitching 2 December 6, 2013

For

achieve emissions reductions that are no less than what could be achieved by a
Level 3 diesel emissions control strategy for a similarly sized engine as defined
by CARB regulations.

Post-January 1, 2015: All offroad diesel-powered construction equipment greater
than 50 hp shall meet the Tier 4 emission standards, where available. In addition,
all construction equipment shall be outfitted with BACT devices certified by
CARB. Any emissions control device used by the contractor shall achieve
emissions reductions that are no less than what could be achieved by a Level 3
diesel emissions control strategy for a similarly sized engine as defined by CARB
regulations.

A copy of each unit’s certified tier specification, BACT documentation, and
CARB or SCAQMD operating permit shall be provided at the time of
mobilization of each applicable unit of equipment.

Encourage construction contractors to apply for SCAQMD “SOON” funds.
Incentives could be provided for those construction contractors who apply for
SCAQMD “SOON” funds. The “SOON” program provides funds to accelerate
clean up of off-road diesel vehicles, such as heavy duty construction equipment.
More information on this program can be found at the following website:
http://www.agmd.gov/tao/Implementation/SOONProgram.htm

additional measures to reduce off-road construction equipment, refer to the

mitigation measure tables located at the following website:
www.agmd.gov/ceqa/handbook/mitigation/MM _intro.html.

Pursuant to Public Resources Code Section 21092.5, SCAQMD staff requests that the
lead agency provide the SCAQMD with written responses to all comments contained
herein prior to the adoption of the Final EIR. Further, staff is available to work with the
lead agency to address these issues and any other questions that may arise. Please contact
Dan Garcia, Air Quality Specialist CEQA Section, at (909) 396-3304, if you have any
questions regarding the enclosed comments.

IM:DG

LACI3

Sincerely,

S VTt K

[an MacMillan
Program Supervisor, CEQA Inter-Governmental Review
Planning, Rule Development & Area Sources

1008-07

Control Number

B-2
cont.
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ATTACHMENTS

The following attachments are referenced in the comments from the Studio City
Neighborhood Council (Comment Letter C) and were attached to their comment

letter. These attachments are on file and available for review in the environmental case file
(ENV-2013-0150-EIR) at the Los Angeles Department of City Planning, 200 North Spring
Street, Major Projects and Environmental Unit, Room 750, Los Angeles, CA 90012.

Exhibit I -- Letter from Santa Monica Mountains Conservancy, Dated November 4,
2013

This letter was also submitted as an attachment to Letter D and responses are provided in
Response to Comments D-135 to D-147

Exhibit Il — Presentation to Studio City Neighborhood Council by Save Coldwater
Canyon.

This presentation summarizes comments from Save Coldwater Canyon that are presented
in comment letters C, D and E.
Exhibit Ill — Save Coldwater Canyon, List of Sensitive Biological Species from the EIR

This information is taken from the Draft EIR. Responses D-153 to D-188 address detailed
comments on biological resources from Save Coldwater Canyon. Issues raised by this list
are addressed in the response to the comment where the exhibit is referenced.

Exhibit IV — Zimas print out of the Development Site showing distance to the
Hollywood Fault and that landslides are potentially present on the site.

This issue is addressed in the response to the comment where the exhibit is referenced.

Exhibit V — Letter to Douglas Carstens, dated November 7, 2013, regarding geological
issues, from Kenneth Wilson, Principal Geologist.

This letter is addressed in Response to Comments D-189 to D-203.
Exhibit VI — Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Community Plan.
Exhibit VIl — City Hillside Grading Ordinance

Exhibit VIII — Zimas print out for the Development Site showing parcel area and
zoning.

The comment letter references these published City documents and responses as
appropriate are provided in the response to comments referencing the exhibits.












Ms. Diana Kit¢' " g

Harvard-Westlake Parki  [mprovement Plan
"-aft Environmental - pact Report Cc  nents
- V-2013-1950-EAF (SCH NO. 2013041033)
November 4, 2013

Page 4

A further ficiency of the mi = .tion planting plan is to plan  »stly oaks to replace the
removed walnuts based on the rationale that the walnuts all have a fatal canker disease.
The Conservancy questions whether this untested wholesale tree species changeover is
ecologically sound. Plus the use of scrub oaks to replace walnuts on soils - ~ 1 aspects that
produced phen 21  ooking walnut woodland in the DEIR tree report is not justified

scientifically.

If the City moves forward with one of the la-~~ project alternatives, we urge that the school
be required to permanently protect over 50 acres of habitat in the Santa Monica Mountains
betv n the 101 and 405 freeways prior to b ‘oning construction. At least 10 of those
acres should be native California black walnut woodland. At least 25 acres should be fee
simple open space transferred to a public agency and the remainder must be protected by
' “shly restrictive conservation easements granted to public agencies. This level of
permanent offsite habitat, watershed and viewshed protection is commensurate with the
combined insufficiently mitigated project impacts.

Please direct - guestions to Paul Edelman of our staff at 310-589-3200 ext. 128 or at the
above letterhead address.

Sincerely,

Irma Munoz
Chairperson



Presentation to SCNC
Ad-Hoc Committee



No Need for More Parking

e City Of Los Angeles Code and Prior Permits
require the school to have only 436 parking
spaces. (DEIR, Appendix G, p. 13)

 The school and the City have repeatedly
stated in writing from 1992-2012, when
applying for building and conditional use

permits, that they have substantially more
parking than required.



Letter from Paul Hastings to Chief Zoning
Administrator (Feb 16, 1994)

PauL, HASTINGS, JANOFSKY & WALKER

Mr. Robert Janovici
February 16, 1994
Page 3

(Taper Athletic Pavilion, Rugby Hall and Kinter-Hamilton
Field House).

The study further notes that, in the unlikely
event that the football bleachers (330 seats) were fully
utilized at the same time Taper, Rugby and Kinter-Hamilton
were at capacity, a total of 346 parking spaces would be
required.

Lastly, using applicable trip generation criteria,
the Crain Study concludes that for 815 students,
approximately the current enrollment, 328 peak-hour parking
spaces would be regquired.

As noted, there are now 436 parking spaces on the
campus. Accordingly, the current Campus parking far exceeds
applicable parking requirements.

zoning Administrator Jurisdiction

In support of the Zoning Administrator’s continued
jurisdiction over Campus plan approvals, there are numerocus
uses and conditions of the Campus that make the School a



THE NUMBERS

The School currently provides 568 spaces on campus —
30% more than required. (DEIR, Appendix G, p. 13)

Proposed project would remove 192 spots from campus
lots to get buses off the street (where they are parked in
a safe and unobtrusive space) (Appendix G, p.13)

Proposed garage would add 750 spots.

Total Parking Proposed Parking Spaces: 1,126
[ (568 — 192 + 750); total added 558 additional spaces.]

198 % increase and 690 more spaces than
required



WHY?



Fiction of a Neighborhood Parking
Problem

e 2012 Traffic Report prepared by the school could
not identify a single school-related car — but
ASSUMED a total of 28 cars. (DEIR, Appendix G,
p. 40)

e Even if true, which it cannot prove, 28 cars would
not justify adding 558 additional spaces

Let’s look at documentation from some typical
school days...



There’s no problem on Dickens

Dickens, facing East from Coldwater 10/30/13



There’s no problem on Alcove

Alcove Ave, facing South 10/25/13 11:50am



There’s no problem on Goodland Ave



There’s no problem on Halkirk

Halkirk, facing East 10/25/13



There’s no problem on Coldwater

Coldwater, facing North 10/25/13



Maybe There’s a Problem on Campus?

SCC documented the following empty spaces on
typical school days during class hours:

e at least 29 free parking spaces on 10/22/13.
e at least 49 empty parking spaces on 10/25/13.
e at least 43 empty parking spaces on 10/28/13.

e at least 30 empty parking spaces on 10/31/13.



Harvard-Westlake Campus on Typical
School Day During Class Hours



14



15



16



17



18



No Parking Problem
Even on Big Event Nights



10/18/13 Game Night




10/18/13 Game Night:
At least 50 empty parking spaces
during game



10/18/13 Game Night on Coldwater

Don’t Just Take our Word For It...



Independent Parking Study Confirms
No Parking Problem

Brohard & Associates, Traffic Report, Nov. 22,
2013 —

“...proper justification is not provided in the
Draft EIR to provide over 2.5 times the

number of parking spaces [over that required
by the City].”

“The Draft EIR and Traffic Study do not disclose
or quantify a significant parking overflow
problem in the nearby residential areas.”



Even if there were Special Event
Parking Overflow Issues...

(1) A DEIR cannot use special event parking needs
to justify a project. Shopping centers do not

provide enough parking to accommodate Black

Friday or the day after Christmas (Brohard &
Assocs. Nov. 22, 2013).

(2) DEIR did not study special event parking or
traffic impacts

(3) Neighborhood is not troubled by occasional
overflow



Solve a Bus Problem?!

e Buses currently have a
wide turnout, right next
to the main campus
entrance.

e Students safely walk
from buses to campus

e Across from bus drop
off is empty “project
site”, not residents who
are complaining.



Buses on have very wide clearance, away
from motorists.

So why take
away 192
parking spots
from campus
for bus
parking?



Geology & Safety Concerns



Summary of Findings of Kenneth Wilson,
Professional Geologist No. 3175, Certified Eng. Geologist No. 928

e Bridge Not Considered at all in DEIR or
supporting Geotech. Report

* No Project Plans considered at all.

e Serious Deficiencies in Geotech Report
submitted to city.

e Use of Soil Nails counter-indicated



Bridge Poses a Danger to Community & Students

“The potentially significant
difference in foundation
properties could cause each side
of the bridge to react differently
during a moderate to large
earthquake on any of the
numerous earthquake faults
delineated in the site region.
Bedrock of shallow alluvium in
the west would shake at a
different frequency than deeper
liquefaction prone alluvium on
the east, potentially causing the
bridge to fail onto Coldwater
Canyon Avenue.” (Wilson, p.2)



Land More Unstable Then Report
Suggests

e Cross-sections were not taken from the “most critical

(highest) portions of the proposed cut slopes, thereby

not analyzing the most potentially unstable areas.”
(Wilson, p. 2)

e The “placement of cross-sections calls into question
whether the associated slope stability calculations
represent realistic depictions that would face
construction workers (regarding safety) and that would
define long-term slope stability affecting the proposed
project and neighboring properties.” (Wilson, p.2)



Soil Nails are Inappropriate

“The use of soil nailing technology is not
compatible with heterogeneous earth materials
such as at this site. . .. These nails may be
susceptible to excessive creep, thus failing
through time.” (Wilson, p.7)

The project site is inappropriate for soil nails:
-- excessive moisture

-- clay soils

-- frost susceptible & expansive

-- highly fractured rocks

-- severe corrosion potential



Baseline Hillside Ordinance

 The City of Los Angeles prohibits use of soil
nails in retaining walls that do not comply
with the BHO for this very reason.

— Soil nails are restricted to uses in one 12-foot high
wall or two 10-foot high walls (separated by at
least 10 feet)

— Use of a soil nail wall higher than 20 feet requires
a zoning variance

(Wilson, p. 7)



Traffic



Brohard Findings Of Likely Significant
Traffic Impact During Construction

(1) Substantial Undercounting of trucks — uses 2.0
PCE (passenger car equivalent) when 3.0 is
industry practice. Recalculations lead to a 33%
increase in traffic from that estimated (Brohard
at 4)

(2) The DEIR Traffic Report does not consider any
plan for flagging or road closures for
construction or trucks leaving the site (Brohard
at 4-5)



Worsened Traffic Post-Construction

e Turning Lanes Insufficent:

“As proposed, the lengths of the turning lanes are too short to meet
accepted standards and practice .. .”(Brohard, p. 6)

e Doesn’t Consider Change to Cross Southern Traffic
(Brohard, p. 7)

e Inappropriately Took Credit for Traffic Signal & without that credit
has significant impact. (Brohard, pp. 6-7)

e The Proposed Roadway Improvements Will Have a Negative Impact
& Won’t Work (Brohard, pp. 5-6)

-- on residents on Coldwater
-- lane would be too small & obstructed by trash containers



New Safety Concerns

e Brohard & Associates concludes that the

proposed garage, bridge, and lane changes
would be more dangerous (pp. 5-7)

-- potential rear-end collisions in new re-
stripped lanes

-- cars crossing Coldwater in new turn
lanes

-- pedestrians running across street
(guards have been found not to work)



And all this assumes that they plan to
build a multi-million dollar parking
garage to sit substantially empty

All traffic assessments are based on no increase
in cars. If the cars increase, so will the traffic.



So-called “traffic solution”
is possible without school
intervention

BLUE — State-owned street, suggested
re-striping could be done by City

ORANGE — small amount offered to be
widened by School



Biological Resources



Preliminary Findings by Biological Resource
Expert

e Underlying report fails to consider locally
rare fauna as required and grossly
undercounted fauna & flora on site.

e So called “disturbed” land provides an
important and robust habitat



Misleading Description of Project Site

e Supporting geological report & analysis calls
site “heavily vegetated” (DEIR, p.3.5-3)

e So-called disturbed site is a recognized California
Walnut Woodland and Southern Coast Live Oak
Riparian Forest (DEIR, Appendix D.1, p. 3; SMMC
Nov. 4 Letter) with

— 44 healthy, protected Coast Live Oak &
— 271 California walnut trees

 Animals use entire site & part of wildlife
corridor & habitat (DEIR, pp. 3.3-8. 3.3-9)



Threat of Disease to Trees Grossly
Overstated

e The DEIR claims that “thousand canker disease”
is “always fatal”, yet provides no support for this
claim & literature in the field suggest that this is
not true for the Southern California Walnut tree
as opposed to the Northern California Black
Walnut

 Walnut trees with “canker disease” still provide
habitat, and food source for wildlife and
continue to thrive. (SMMC, Nov. 4)

e All Oaks are healthy



Mitigation Measures Inadequate For Trees

* No replacement of walnuts or oaks —
thus no replacement of crucial habitat

* The DEIR claims that 516 trees will be
planted but there is only room for
approximately 55 trees on the site if
the proposed project is built.
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e School is INCORRECT saying replacement trees
are “not 5 gallon” small trees — in fact, DEIR
states: “it is recommended that a range of
smaller container sizes (such as one to five
gallon) be allowed for mitigation trees” (DEIR,
Appendix D.1, p. 25-6)

e Even 15-gal trees would be only 17 diameter
and 7’ high. (DEIR, Appendix D.1, p. 25)



Mitigation Measures Inadequate For Fauna

 |llegal to relocate fauna as proposed
* Nesting season off by months in DEIR

 DEIR doesn’t consider operational impact



Aesthetics

Project Site View — looking West over Coldwater from Alta Mesa



“Heavily Vegetated” (DEIR, p.3.5-3)



Project Site, May 2013



Project site is 5.5 acres — 4 parcels




What does the SMMC say about
Visual Impact?

e “unavoidable significant adverse visual
impacts to the Coldwater Canyon Avenue
viewshed.” (p.1, Nov 4 Comment Letter)

* All DEIR development alternatives also have
“unavoidable significant visual impacts” (p.1)

 No way to put field on West side of CW
“without unavoidable significant adverse
visual and biological impacts.” (p.2)



What does the Hillside Federation say
about Visual Impact?

Hillside Federation says:

e the bridge “would destroy the character of the
hillside” (Aug 16 Comment letter)

e “set a terrible precedent for all canyon roads”

e calls the project the “urbanization of one of
the Santa Monica Mountains’ great and
historically significant canyon roads.”



Current CUP Violations & Light & Noise
Pollution



Videos

[Separate Quicktime files]

(1) & (2) 8/30/13 — Dusk & Night from Galewood
House 1

(3), (4) & (5) 10/18/13 — Night from Backyard &
Inside House from Galewood House 2

(6) 9/29/13 — Daytime Saturday Practice from
Galewood House 1



Alcove resident V. VIEW FROM ALCOVE,

Mehagian says NORTH OF CAMPUS
“Since 2007, when

the stadium lights
[were] installed, our
neighborhood hasn’t
been the same.”

Glaring lights ruin
nighttime views and
shine way beyond
field, despite
supposedly “no spill”
technology.




And who says they won’t add a PA &
Bleachers....eventually

-- as they did on Ted Slavin



lllegal Segmentation?

 Harvard-Westlake claims “transparency”, yet is
unwilling to reveal Strategic Plan and Full
Development Plans to City or anyone else.

e Likely Plan to build major theater complex and
other future expansions — including possibly
more building on the West —

Take a LOOK at property they own and have
recently bought...



Notice of Preparation Map of
DEIR Map of HW Property HW Property



SUCH SEGMENTATION is a violation of the law.



There is No Community Benefit

And the vast majority
of nearby residents and
Studio City
stakeholders
is not Divided
itis
UNITED AGAINST THIS PROJECT



Studio City Stakeholders Oppose this
Project!

STUDIO CITY stakeholders:

SCRA households (approx. 1200) +

SCC (approx. 400 out of 500) +

St. Michael’s (approx. 350 worshippers)

HW admits to having only approx. 64 Studio City
students (and some of them likely oppose this
too).



Other Opposition Includes

Santa Monica Mountains Conservancy

The Hillside Federation (41 hillside groups)
Residents of Beverly Glen

North Hollywood N.E. Neighborhood Council
Lake Balboa Neighborhood Council

Citizens for L.A. Wildlife



Thank You!

Questions?
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Chapter |
INTRODUCTION

COMMUNITY BACKGROUND

PLAN AREA

The Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Community
Plan area is located approximately 8 miles west of downtown Los Angeles,
is bounded by the communities of North Hollywood, Van Nuys-North Sherman
Oaks on the north, Hollywood, Universal City and a portion of the City of
Burbank on the east, Encino-Tarzana on the west and Beverly Crest-Bel Air
to the south. The area is comprised of five community subareas , each with

its own identity, described as follows:

+ Cahuenga Pass is the historical transition from the highly urbanized
core of the city to the rural settings identified with the San Fernando
Valley. Cahuenga Boulevard which runs parallel to the 101 freeway
serves as an alternate entrance to the Valley extending through the pass
to Lankershim Boulevard where it transitions into Ventura Boulevard,
which is the predominant east-west street in the south valley. Upon
entering the Plan Area, off of Woodrow Wilson Drive scattered along
streets such as Treasure Trail, Goodview and other adjacent streets is
an enclave of California style bungalows. These early examples of Los
Angeles architecture define this somewhat historic entrance to the

Valley.

« Compo de Cahuenga Transit Station is located on the west side of
Lankershim Boulevard north of Ventura Boulevard. When completed, this
will be the gateway to the Valley and will be a focal point of intense
activity centering around Campo de Cahuenga an historical monument.
Campo de Cahuenga with its early California Spanish architecture will
serve as the design criteria for this important gateway to the Valley. A
further feature of this transit station is its proximity to Universal Studios
and the varied forms of entertainment currently found on that site.
Additionally, a proposed Specific Plan for Universal City is currently being
prepared to regulate the expansion of commercial and entertainment
uses. Strong pedestrian uses should be encouraged to locate within a
reasonable distance of the transit station. To encourage this, a Mixed
Use Boulevard designation is proposed, just north of the transit station

along both sides of Lankershim Boulevard.

SHERMAN OAKs-STUDIO CiTY-ToLucA LAKE-CAHUENGA PAss
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Studio City with its collection of production and post production
businesses contains the majority of industrially zoned properties found
within the plan area, is generally bounded by Lankershim on the east
and Fulton on the west. With it's expansion to the northerly 11.5 acre
portion of their site approved under ZA Case No. 94-0292 (CUZ), CBS
Studio Center, a major employer in the area, is the tenant of the largest
industrial site. Properties located along Ventura Boulevard are developed
with a mix of pedestrian oriented storefronts and office structures. Laurel
Canyon Boulevard serves as the focal point of Studio City with its intense
commercial development at the respective four corners. A portion of the
L.A. River runs through Studio City. In keeping with the vision stated by
residents during citywide workshops, and community plan update focus
group meetings, the west side of Laurel Canyon, north of Ventura
Boulevard could be developed with a Village concept accented toward
the river.

Sherman Oaks bounded by Fulton Avenue on the east and the San
Diego Freeway on the west, is comprised of a mix of low level and high
rise commercial and office developments along Ventura Boulevard. Two
major north/south arterials, Van Nuys and Sepulveda Boulevards serve
as focal points for the community. The majority of single family
residential units are located south of Ventura Boulevard within the
adjacent hillside areas of the plan area. The majority of multiple
residential units are located north of Ventura Boulevard with high
concentrations found along and between major and secondary arterials.

Toluca Lake is generally bounded by Cahuenga Boulevard on the west,
the City of Burbank on the east, and Los Angeles County Flood Control
Channel on the south. Riverside Drive from Sancola Avenue east to the
city boundary is the commercial focal point of the community. The area
is developed with low rise commercial buildings that cater to pedestrian
serving uses. The Lakeside Country Club area is highly developed with
single-family homes, while multiple residential units are located along
Cahuenga and portions of Riverside Drive east to Sancola Avenue.

Specific Plans in the Ventura/Cahuenga Boulevard Corridor and
Mulholland Scenic Parkway Specific Plans address the unique
development problems associated with commercial and residential
development within the Sherman Oaks-Studio City plan area. A third
Specific Plan is currently being proposed for the Universal City site. The
goals of the Ventura/Cahuenga Boulevard Corridor Specific Plan are to
assure an equilibrium between the transportation infrastructure and land
use development. They also provide for an effective local circulation
system; promote attractive and harmonious site design for multifamily
and commercial development; provide compatible and harmonious
relationships between commercial and residential areas when adjacent
to each other; promote and encourage the development of pedestrian
activity, while reducing traffic congestion; and maintain the distinct
character of each of the five Specific Plan communities located within
its boundaries. The goals of the Mulholland Scenic Parkway Specific plan
are to assure maximum preservation and enhancement of the parkways’s
outstanding and unique scenic features and resources; to assure that
design and placement of buildings and other improvements preserve,
complement and/or enhance views; minimize grading and assure that

SHERMAN OAKs-STUDIO CITY-TOLUCA LAKE-CAHUENGA PASS
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COMMUNITY
PARTICIPATION

graded slopes have a natural appearance. Additionally, the plan seeks
to preserve the natural appearance compatible with the characteristics
of the Santa Monica Mountains; to protect prominent ridges, trees and
environmentally sensitive areas; and protect all identified archaeological
and paleontological resources. The goal of the proposed Universal City
Specific Plan is set forth principle and standards for the development of
an additional 5.9 million square feet to the existing site.

The State of California requires citizen participation in the preparation or
amendments of community plans. General Plan Government Code Section
65351 reads, “During the preparation or amendment of the general plan the
planning agency shall provide opportunities for the involvement of citizens,
public agencies, public utility companies, civic, education, and other
community groups through public hearings and any other means the city or
county deems appropriate.”

Drafting of the first community plan involved members of the community who
helped to identify and define the needs, desires, resources, and the unique
nature of the community. Subsequent changes in the plan have served to
broaden the community participation that took place with the formation of the
original plan. Community participation helps to update the plan as to what
changes have taken place since its adoption.

COMMUNITY ISSUES AND OPPORTUNITIES

RESIDENTIAL

The following summarizes the most significant planning and land use issues
and opportunities which were identified in the Sherman Oaks-Studio City-
Toluca Lake Community Plan Area:

Issues

* Need to preserve single family neighborhoods.

» Lack of open space in apartment projects.

« Cumulative effects if permitted development exceeds infrastructure
capacity.

« Need to preserve and enhance historic residences.

»  Need for more affordable senior housing.

+ Rising cost of housing.

«  Compatibility between residential and industrial uses.
Opportunities

*  Active homeowners groups promoting identification and preservation and
rehabilitation of historic residences.

SHERMAN OAKs-STUDIO CITY-TOLUCA LAKE-CAHUENGA PASS
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COMMERCIAL

INDUSTRIAL

« Access and proximity to employment.

«  Potential for residential and mixed use development along commercial
corridors.

+ Undeveloped or underdeveloped land may allow opportunities for
clustered development.

« Potential for appropriately scaled new housing in proximity to new transit
facilities.

Issues

» Lack of continuity of complementary uses and cohesiveness along
commercial frontages.

» Lack of overall parking and access within commercial strips due to such
physical constraints as shallow commercial lot depths.

* Unsightliness of new construction due to the lack of landscaping,
architectural character and scale.

* Inadequate transition between commercial and residential uses.

Opportunities

«  Support for efforts to preserve and rehabilitate commercial and residential
historic structures when located on commercial sites.

«  Complement any unique existing development/uses to reinforce desirable
design characteristics and uses.

« Establish appropriate transitions between commercial (mixed use) and
adjoining uses, especially residential.

« Create pedestrian/friendly shopping areas by incorporating street trees,
benches, convenient parking/access, and maintaining retail frontage at
ground level.

*  Where appropriate direct commercial storefront development toward the
Los Angeles River by developing design standards that compliment the
uniqueness of the river.

Issues

»  To ensure that industrially zoned properties are located north of Ventura
Boulevard.

« Toprovide adequate protection for residentially zoned properties adjacent
to industrial uses.

SHERMAN OAKs-STUDIO CITY-TOLUCA LAKE-CAHUENGA PASS
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TRANSPORTATION

RECREATION AND
PARKS AND
OPEN SPACE

« Ensure that the CBS Studio Center site, if vacated reverts to a less
intense zone compatible with surrounding properties.

Opportunities

« Expand manufacturing uses that generate employment for the local work
force.

« Attract desirable (“clean”) industrial uses, thus generating less harmful
pollutants and lower noise levels.

«  Providing appropriate administrative review for major expansions of
existing industrial sites when located near residential uses.

»  Excellent access to regional freeways and rail services.

+ Availability of sties planned for job producing uses that improve the
economic and physical condition of the area.

Issues

*  Metro rail transit lines from Union Station to North Hollywood are
proposed to serve the Plan Area, representing some of the largest capital
improvement impacts on the area

« The proposed Compo de Cahuenga Transit Station site contains an
historical structure (Campo de Cahuenga). Development of the transit
station site must retain the Early California Spanish Architecture in order
to form a historical link with Campo de Cahuenga, a significant structure
from California’s past.

Opportunities

« Potential for joint development between private and public sectors to
integrate, optimize and coordinate new construction.

+ Potential to determine the intensity, density and design of development
in proximity to station stops.

*  Preservation of historic structures.

» Potential to incorporate needed facilities conveniently near station stops
such as child care, senior housing, and art craft districts.

» Potential to reflectand enhance community identity with themes for each
station stop.
Issues

« Addition, expansion and/orimprovement of needed local parks throughout
the Community should be accelerated, where feasible.

SHERMAN OAKs-STUDIO CITY-TOLUCA LAKE-CAHUENGA PASS
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MAJOR
DEVELOPMENT
OPPORTUNITY SITES

« Continued development of Equestrian, Hiking and Bicycle Trails.

Opportunities

«  Continued efforts to establish State and local park sites within the hillside
areas.

Several areas have been identified as major opportunity sites: Properties
located along the south side of the Los Angeles River between Coldwater
Canyon and Laurel Canyon; Transit Station site along Lankershim Boulevard,
north of Ventura boulevard, adjacent to Universal City; the Studio City Golf
Course; and, CBS Studios. Additionally, the properties located on the
westerly side of Sepulveda Boulevard (including the Sherman Oaks Galleria)
from the 101 Freeway to Valley Vista Boulevard. The designation has been
applied to areas which will potentially generate significant community wide
impacts.

Properties Along the South Side of the Los Angeles River

The properties located along the Los Angeles River from Coldwater to Laurel
Canyon represent a series of development sites, with the potential for unique
recreational opportunities and to create a significant physical and visual
impact on adjacent properties. The following is a summary of major issues
which should be considered for any future development of these sites.

Issues

« Activity generated from river use and from the businesses fronting along
the river.

« The introduction of recreational activities adjacent to well maintained
single-family neighborhoods.

« Potential for additional policing problems.
Opportunities

»  The opportunity to develop design features that promote the use of the
river access for pedestrian trails and low intensity recreational uses.

* The need for open space opportunities.

»  The opportunity for the community to utilize the frontage along the Los
Angeles River to meet its needs.

Transit Station

The transit station site is located on the west side of Lankershim Boulevard,
adjacent to Universal City. The site currently contains a historical structure,
Campo de Cahuenga with its early California Spanish style architecture,
should serve as the predominant architectural style for this important gateway
to the Valley. The following is a summary of major issues which should be
considered for any future development of the site.
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Issues
« The increase in traffic volume in the vicinity.
« The establishment of high traffic generating uses on the site.

« The establishment of retail uses not compatible with the single-family
uses located to the north of the site.

Opportunities

« Integrating the development of the transit station with properties located
north along Lankershim.

+ Establishdesign features that continue the early California Spanish style
of architecture found at the Campo de Cahuenga transit site.

Studio City Golf Course

The Studio City Golf Course is on approximately a 17 acre site located north
of the Los Angeles River on the west side of Whitsett Avenue. The site is
developed with a 9 hole pitch and put golf course, driving range and 20 tennis
courts. In the past there has been intense pressure from the property for a
different use. The following is a summary of major issues which should be
considered for any future reuse of the site.

Issues

« Possible future alternative development of the site compatible with the
surrounding area.

« Lack of public funding to convert the site to a public park.

Opportunities

« Establish the proper zoning for the property that is consistent with
surrounding development.

»  Consider the site as a key access site for the future development of the
Los Angeles River.

»  Consider design features that encourage waterfront access to the Los
Angeles River.

CBS Studio Center

The CBS Studio Center is located north of Ventura Boulevard between
Radford Avenue and Colfax Avenue. The site is the largest industrial piece
of property in the plan area. It contains various sound stages that are used
for taping of television and motion picture programs. The northerly 11.5 acre
portion of the site provides for seven additional movie sound stages,
production support buildings, and a bridge spanning the Los Angeles River.
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NEIGHBORHOOD
CHARACTER

Issues
« The traffic and noise generated by the live taping of shows.

« The impact of the expansion on the quality of life for the adjacent
community.

Opportunities

« Attract desirable (“clean”) entertainment production and post production
type industrial uses, thus generating less harmful pollutants and lower
noise levels.

»  The potential for the creation of new jobs.

*  The economic benefits provided to the community by the employees of
the studio.

Ventura Boulelvard Regional Commercial Center

The easterly portion of the regional center along Ventura Boulevard at the
intersection with Sepulveda Boulevard is a mixture of diverse office uses,
retail and service activities.

Issues

« The need for design guidelines regarding appearance and function.

« Need to provide better transportation linkage between residential
neighborhoods and the Sherman Oaks Galleria.

Opportunities
« Provide greater commercial service in regionally centered area.

«  Provide additional passenger services and facilities at the intersections
of Ventura and Sepulveda Boulevards.

Preserve and enhance the positive characteristics of existing uses which
provide the foundation for community identity, such as scale, height, bulk,
setbacks and appearance.

Issues

» Scale, density and character of multiple dwelling housing adjacent to
single-family homes.

» Impact on street parking from new high density apartments.
«  Affects of residential development on commercial corridors.

« The need to preserve and rehabilitate historic areas with a sensitivity to
the character of the established neighborhood.
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« New development that complements significant historic structures.

Opportunities

« Development of areas adjacent to transit stations stops provide
opportunities to enhance community identity.

« Potential for appropriately scaled new housing in proximity to transit
facilities.

« Inclusion of mixed use development in commercial areas adjacent to
transit station stops.

+  Development of specific design guidelines for areas located adjacent to
commuter rail service and transit station stops.
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Chapter I
FUNCTION OF THE COMMUNITY PLAN

Chapter 2 of the Plan Text contains the statutory requirements for the
Community Plan outlining the mandatory elements that must be addressed.
The Chapter contains the explanations of the Role, Purpose, and
Organization of the Community Plan. Chapter 2 shows the relationship to
other General Plan elements and provides for Plan Monitoring and
Consistency.

STATUTORY REQUIREMENTS

California State Law (Government Code 65300) requires that each city prepare
and adopt a comprehensive, long-term general plan for its physical
development. It must contain seven mandatory elements including land use,
circulation, housing, conservation, open space, noise, and safety. In the City
of Los Angeles thirty five community plans comprise the city’s Land Use
Element.

State of California law requires that the Land Use Element be prepared as
part of the City’s General Plan, and that the Land Use Element be correlated
with the Circulation Element.

The Land Use Element has the broadest scope of the General Plan elements
required by the State. Since it regulates how land is to be utilized, many of
the issues and policies contained in all other plan elements are impacted
and/or impact this element.

Government Code Section 65302 (a) states that a land use element
designates the proposed general distribution and general location and the
extent of the uses of land for housing, business and industry, open space,
including agriculture, natural resources, recreation, and enjoyment of scenic
beauty, education, public buildings and grounds, solid and liquid waste
disposal facilities, and other categories of public and private uses of land.
The land use element shall include a statement of the standards of population
density and building intensity recommended for the various districts and other
territory covered by the plan.

The Sherman Oaks-Studio City-Toluca Lake Community Plan is a part of the
General Plan of the City of Los Angeles. It consists of the text and the
accompanying map. The Community Plan text states the goals, objectives,
policies and programs. The Community Plan Map, footnotes and legend
outline the arrangement and intensities of land uses, the street system, and
the locations and characteristics of public service facilities.
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ROLE OF THE COMMUNITY PLAN

The Community plan is intended to promote an arrangement of land uses,
streets, and services which will encourage and contribute to the economic,
social and physical health, safety, welfare, and convenience of the people
who live and work in the community. The plans are also intended to guide
development in order to create a healthful and pleasant environment. Goals,
objectives, policies, and programs are created to meet the existing and future
needs and desires of the community through the year 2010. The general plan
clarifies and articulates the City’s intentions with respect to the rights and
expectations ofthe general public, property owners, and prospective investors
and business interests. Through the Community Plan, the City can inform
these groups of its goals, policies, and development standards, thereby
communicating what is expected of the City government and private sector
to meets its objectives.

The Community Plan ensures that sufficient land is designated which
provides for the housing, commercial, employment, education, recreational,
cultural, social, and aesthetic needs of the residents of the plan area. The
Plan identifies and provides for the maintenance of any significant
environmental resources within the Plan Area. The Plan also seeks to
enhance community identity and recognizes unique neighborhoods within
the Plan area.

PURPOSE OF THE COMMUNITY PLAN

The last comprehensive update of the Sherman Oaks-Studio City-Toluca
Lake-Cahuenga Pass Community Plan was completed in 1988 through the
General Plan Consistency Program required by AB283. In the past 20 years
the community has shown a smaller growth rate than the overall rate for the
city. During the 1970's the community population decreased by 4,268
residents, a decline of 6.2%. Since 1980 the community’s population has
grown by 3,829 residents representing an average growth of 6.1%. During
this time, considerable growth has occurred, new issues have emerged, and
new community objectives regarding the management of new development
and community preservation have evolved. Consequently, it is necessary to
update the Community Plan to not only reflect current conditions, but to
accurately reflect the prevailing visions and objectives of the area’s residents
and property and business owners.

This Community Plan was developed in the context of promoting a vision of
the Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass area as a
community that looks at its past with pride and approaches its future with
eagerness, while maintaining its individual identity by

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

» Improving the function, design and economic vitality of the commercial

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

«  Maximizing the development opportunities of the future rail transit system
while minimizing any adverse impacts.

« Planning the remaining commercial and industrial development
opportunity sites for needed job producing uses that improves the
economic and physical condition of the Sherman Oaks-Studio City-
Toluca Lake-Cahuenga Pass Community Plan Area.

ORGANIZATION AND CONTENT OF THE COMMUNITY PLAN

This Plan sets forth goals, objectives, policies, and programs that pertain to
Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass. Broader issues,
goals, objectives, and policies are provided by the Citywide General Plan
Framework.

The Plan is organized and formatted to facilitate periodic updates. The State
recommends that the entire plan be comprehensively reviewed every five
years to reflect new conditions, local attitudes, and technological advances.

The principal method for the implementation of the Land Use Map is the
Zoning Ordinance. The City’'s Zoning Map must be updated to remain
consistent with the adopted Land Use Map. Together, the Zoning Ordinance
and the Zoning Map will identify specific types of land use, intensity of use
and development standards applicable to specific areas and parcels of land
within the community.

RELATIONSHIP TO OTHER GENERAL PLAN ELEMENTS

The City of Los Angeles has the responsibility to maintain and implement
the City’s General Plan. Since State Law requires that the General Plan have
internal consistency, the Sherman Oaks-Studio City-Toluca Lake-Cahuenga
Pass Community Plan must be consistent with other Elements and
components of the General Plan.

The Citywide General Plan Framework is the umbrella concept of the General
Plan which will provide the overall guiding vision for Los Angeles into the 21st
century. It is based on a directed growth strategy which targets residential
and commercial growth along boulevards and corridors and clustered
development around community focal points and high activity centers. The
directed growth strategy expands the Centers concept, which was adopted
by the City Council in 1974 as the City’s long-range development strategy

The proposed General Plan Framework forecast the following population,
housing and employment levels for the Sherman Oaks-Studio City-Toluca
Lake Community Plan for the year 2010:
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PLAN CONSISTENCY

Population (2010) Projection 90,582
Employment (2010) Projection 55,810
Housing (2010) Projection 45,401

The above population, employment and housing numbers are provided as
reference during the Community Plan update. It needs to be recognized,
however, that these figures are only best estimates and are derived from
regional data which are disaggregated to the City and then the community
level. Population, jobs and housing could grow more quickly, or slowly, than
anticipated depending on economic trends.

Regional forecasts do not always reflect the adopted community plan land
use capacity or buildout estimated from planned land use. Plan capacity
or build out is also an imprecise estimate and depends on specific
assumptions about future density of development and household size, which
my be more or less, than actually occurs. It should be also noted that the
community plan capacity does not include housing in commercial districts
nor the current residential vacancy rate.

In addition to the seven State mandated elements, the City’s General plan
includes a Service System Element, a Cultural Element, major Public
Facilities areas Element, and an Air Quality Element. All the provisions and
requirements of the General Plan elements apply to the Sherman Oaks-
Studio City-Toluca Lake-Cahuenga Pass Community Plan.

Neighborhood plans involve the preparation of special plans which blend both
policy and implementation functions for unique neighborhoods within a
community. In addition to these neighborhood plans, overlay zones also
combine policy and implementation functions to address issues peculiar to
a specific neighborhood.

Each plan land use category indicates the corresponding zones permitted
by the Plan unless further restricted by the Plan text, footnotes, adopted
Specific Plans or other specific limitations on discretionary approvals. The
Plan recognizes that the residential densities, commercial intensities and
industrial intensities depicted on the Plan Map are theoretical and will not
occur due to plan and zone regulations, economic conditions, and design
limitations.

For each plan category, the Plan permits all identified corresponding zones,
as well as those zones which are more restrictive, as referenced in Section
12.23 of the Los Angeles Municipal Code (LAMC). Any subsequent action
that modifies the Plan or any monitoring review that results in changes to
the Plan must make new Plan consistency findings at the time of the
decision.

City actions on most discretionary projects require a finding that the action
is consistent or in conformance with the General Plan. In addition to the
required general finding, decision-makers acting on certain projects in the
Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Community Plan
Area shall refer to each of the applicable additional findings that the Plan
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PLAN MONITORING

identifies as programs, policies or objectives in Chapter Il of the Plan which
are underlined for ease of reference. To further substantiate the consistency
findings decision makers may site other programs, policies or objectives
which would be furthered by the proposed project. In addition, Chapter V of
the Plan requires a decision maker to make a finding of conformance with
applicable design standards for discretionary projects.

The Plan has a land use capacity greater than the projected development
likely to occur during the Plan period. During the life of the Plan, growth will
be monitored and reported in the City’s Annual Report on Growth and
Infrastructure which will be submitted to the City Planning Commission,
Mayor, and City Council. In the fifth year following Plan adoption (and every
five years thereafter), the Director shall report to the Commission on the
relationship between population, employment, and housing growth and plan
capacities. If growth has occurred faster than projected, a revised
environmental analysis will be prepared and appropriate changes
recommended to the Community Plan and zoning. These Plan and zoning
changes and any related moratorium of interim control ordinances, shall be
submitted to the Planning Commission, Mayor, and City Council as specified
in the LAMC.
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Chapter Il1

LAND USE POLICIES AND PROGRAMS

RESIDENTIAL

Chapter 3 of the Plan Text Contains Goals, Objectives, Policies, and
Programs for all appropriate land use issues, such as residential,
commercial, and industrial, as well as public and institutional service system
categories. The Planning Department has responsibility for the goals,
objectives, policies, initiation and direct implementation of the programs
contained in Chapter 3.

Existing residential land use patterns vary greatly according to local
conditions in the neighborhoods and communities which comprise the
Sherman Oaks- Studio City-Toluca Lake-Cahuenga Pass Community Plan.
Topography, population characteristics, housing markets, age and degree
of existing development have greatinfluence on the type, location and density
of development throughout the community. Much of the existing residential
development in the area was established by the physical controls such as
topography, large amounts of then available land and infrastructure.

In recent years, there has been increasing pressure for development in the
hillside areas, much of which is out of scale with adjacent homes. Such new
single-family development impacted the existing street system and
infrastructure. Additionally development pressure from Universal City and
projects along the Ventura/Cahuenga Boulevard corridor have increased an
overall concern for the future functional development of these areas.

Historically, the majority of the area has been planned for residential
purposes. The 1974 Plan designated approximately 84 per cent of the total
land area for residential use. Of this portion, 73 percent was designated for
single-family use only. Therefore, current plan policy provides for continued
preservation of the existing residential neighborhoods throughout the area,
retaining existing single family districts and multi-family clusters. Areas
around transit stations and along transit corridors would realize any changes
in densities as existing properties zoned for multi-family development
continue to build out to their maximum potential.

The Plan designates residential land use densities as indicated in following
table. The table depicts the reasonable expected population and dwelling unit
count for the year 2010, using the mid-point of the range for the dwelling units
per net acre category. The midpoint represents a reasonable factor to use,
as new development within each land use category is not likely to occur at
one or the other extremes of the range but rather throughout the entire range.
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PLAN POPULATION AND DWELLING UNIT CAPACITY

Residential Dwelling Units Number of Persons Per Reasonable
Land Use Per Net Acre Dwelling Net Acres Dwelling Unit Exp. Population
Category Midpoint (Range) Units (2010) (2010)

Very Low | 0.5(0-1) 734 1,466 2.37 1,740
Very Low I 25 (1+to 4) 4,408 1,763 2.37 10,447
Low 6.5 (4+t0 9) 14,859 2,286 2.37 35,216
Low Medium | 18.5 2,202 119 1.70 3,743
Low Medium I 42.0 (20+ to 55) 20,328 484 1.70 34,558
Medium 82.0 (55+ to 109) 2,870 35 1.70 4,879
TOTALS 45,401 6,153 90,582
GOAL 1 A SAFE, SECURE, AND HIGH QUALITY RESIDENTIAL ENVIRONMENT

Obijective 1-1

FOR ALL ECONOMIC, AGE, AND ETHNIC SEGMENTS OF THE
COMMUNITY.

To provide for the preservation of existing housing and for the development
of new housing to meet the diverse economic and physical needs of the
existing residents and projected population of the Plan area to the year 2010.

Policies

1-1.1

1-1.2

Designate specific lands to provide for adequate multi-family
residential development.

Program: The Plan Map identifies specific areas where multi-family
residential development is permitted.

Protect existing single family residential neighborhoods from new,
out-of-scale development.

Program: Recent changes in the Zoning Code set height limits for
new single family residential development.

Protect existing stable single-family and low density residential
neighborhoods from encroachment by higher density residential and
other incompatible uses.

Program: The Plan Map identifies lands where only single-family
residential development is permitted; it protects these areas from
encroachment by designating where appropriate, transitional
residential densities which serve as buffers; and reflects plan
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amendments and corresponding zone changes which are directed
at minimizing incompatible uses.

1-1.4  Protect the quality of the residential environment through attention
tothe appearance of communities, including attention to building and
site design.

Program: The Plan includes an Urban Design Chapter which is
supplemented by Design Guidelines and Standards for residential
development. In addition, the Plan recommends the establishment
of a Community Design Overlay District in which the Design
Standards and Guidelines would be implemented.

1-1.5  Maintain at least 68% residential land designated for single family
uses.

Program: The Plan designates residential lands to reflect this ratio.

1-1.6  The City should promote neighborhood preservation, particularly in
existing single family neighborhoods, as well as in areas with
existing multi-family residences.

Program: With the implementation of the Community Plan, single
family residential land use categories, all zone changes,
subdivisions, parcel maps, variances, conditional uses, specific
plans, community and neighborhood revitalization programs for
residential projects shall provide for Plan consistency.

Program: The Homeowner's Encouragement Loan Program
(HELP), administered by the City’s Housing Preservation and
Production Department, provides rehabilitation loans to owners of
small residential buildings (one to four units) to correct code
violation.

Program: The Residential Rehabilitation Loan Program,
administered by the Community Redevelopment Agency (CRA),
makes funds available for the rehabilitation of lower-income multi-
family rental housing. The program is partially funded by the U.S.
Department of Housing and Urban Development (HUD) and requires
matching funds from a private lender with CRA as a last resort.

Objective 1-2 To locate new housing in a manner which reduces vehicular trips and makes
it accessible to services and facilities.

Policies
1-2.1  Locate higher residential densities near commercial centers, rail
transit stations and major bus routes where public services facilities,

utilities and topography will accommodate this development.

Program: The Plan concentrates most of the higher residential
densities within transit oriented districts (TOD).
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Obijective 1-3

Obijective 1-4

1-2.2  Encourage multiple residential development in commercial zones.

Program: The Plan provides the potential for a floor area ratio bonus
by providing for mixed use corridors in specific commercial areas.

To preserve and enhance the varied and distinct residential character and
integrity in existing single and multi- family neighborhoods.

Policies

1-3.1  Seek a high degree of compatibility and landscaping for new infill
development to protect the character and scale of existing residential
neighborhoods.

Program: The Plan includes Design Guidelines which establish
design standards for residential development to implement this

policy.

1-3.2  Consider factors such as neighborhood character and identity,
compatibility of land uses, impact on livability, impacts on services
and public facilities, and impacts on traffic levels when changes in
residential densities are proposed.

Program: The decision-maker should adopt a finding which
addresses these factors as part of any decision relating to changes
in planned residential densities.

1-3.3  Preserve existing views in hillside areas.
Program: Maintain and continue implementation of the adopted
Citywide Hillside Ordinance and the Mulholland Scenic Parkway

Specific Plan which contribute to preservation of views.

To promote and insure the provision of adequate housing for all persons
regardless of income, age or ethnic background.

Policies

1-4.1  Promote greater individual choice in type, quality, price and location
of housing.

Program: The plan promotes greater individual choice through its
establishment of residential design standards and its allocation of
lands for a variety of residential densities.

1-4.2  Promote housing in mixed use projects in pedestrian oriented areas
and transit oriented districts.

Program: The plan provides a bonus in floor area for mixed use
projects in the areas identified in this policy.

1-4.3  Ensure that new housing opportunities minimize displacement of the
residents.
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Program: The decision-maker shall adopt a finding which addresses
any potential displacement of residents as part of any decision
relating to new housing construction.

1-4.4 Provide for development of townhouses and other similar
condominium type of housing units to increase home ownership
options.

Program: The Plan cannot require that condominium units be built
instead of rental units; however, the Plan encourages such type of
development by designating specific areas for Low Medium
residential land use categories.

Obijective 1-5 To limit the intensity and density in hillside areas.
Policies

1-5.1  Limit development according to the adequacy of the existing and
assured street circulation system within the Plan Area and
surrounding areas.

Program: Continue the implementation of the Citywide Hillside
Ordinance and the Mulholland Scenic Parkway Specific Plan.

Ensure that footnote #8 of the Plan Map Legend is considered by
the decision-maker for subdivisions and parcel map applications in
the hillside areas.

1-5.2  Ensure the availability of adequate sewers, drainage facilities, fire
protection services and facilities and other public utilities to support
development within hillside areas.

Program: The decision-maker shall adopt a finding which addresses
the availability of these services and utilities as part of any decision
relating to hillside residential development.

1-5.3 Consider the steepness of the topography and suitability of the
geology in any proposal for development within the Plan area.

Program: The Plan retains hillside areas in restrictive plan
designations and zones due to topography. Continue the
implementation of the Subdivision Map Act on individual project
applications. The decision maker shall follow the standards set forth
in footnote #8 of the Plan Map Legend when considering hillside
development.

1-5.4  Require thatany proposed development be designed to enhance and
be compatible with adjacent development.

Program: Continue the implementation of the Citywide Hillside
Ordinance and the Mulholland Scenic Parkway Specific Plan.
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COMMERCIAL

GOAL 2

Obijective 2-1

Commercial land use in the Sherman Oaks-Studio City-Toluca Lake-
Cahuenga Pass Community Plan Area is a vital component of the
community. Itis as diverse as the various areas that make up the Community
Plan Area. From the small but thriving commercial strip that serves Toluca
Lake, to the varied mixed forms of commercial uses that are found along
Ventura Boulevard, commercial development within the Plan Area is well
maintained and serving community needs.

The predominant land use pattern is mainly strip commercial developed on
shallow lots with limited on-site parking. Along Ventura Boulevard which runs
the length of the Plan Area, a specific plan has been in effect that has helped
to address the parking problems. Of note is development north of the Ventura
Freeway adjacent to the proposed expansion of Universal City. Intense
pressure to provide high traffic generating uses to serve the proposed
expansion has caused general unrest in the community at large. A concern
of the community is the development of the Transit Station site along
Lankershim Boulevard, which contains a historical structure (Compo de
Cahuenga) and to what architectural style that station will adopt. The
Metropolitan Transit Authority should be encouraged to continue the Early
California Spanish Architecture of Campo de Cahuenga for the site, as well
as future development along Lankershim Boulevard, north to Moorpark
Avenue.

Plan policy provides for the development of single or aggregated parcels for
mixed use commercial and residential development. These structures would
normally incorporate retail, office, and/or parking on the lower floors and
residential units on the upper floors. The intent is to provide housing in close
proximity to jobs, to reduce vehicular trips, to reduce congestion and air
pollution, to assure adequate sites for housing, and to stimulate pedestrian
oriented areas to enhance the quality of life in the Plan area. While the Plan
does not mandate mixed-use projects, it encourages them in certain
commercially designated areas, such as in pedestrian oriented districts and
in transit oriented districts.

A STRONG AND COMPETITIVE COMMERCIAL SECTOR WHICH BEST
SERVES THE NEEDS OF THE COMMUNITY THROUGH MAXIMUM
EFFICIENCY AND ACCESSIBILITY WHILE PRESERVING THEHISTORIC
COMMERCIAL AND CULTURAL CHARACTER OF THE DISTRICT.

To conserve and strengthen viable commercial development
Policies

2-1.1  New commercial uses shall be located in existing established
commercial areas or existing shopping centers.

Program: The plan provides well defined boundaries for commercial
areas, any extended growth outside those boundaries would require
a plan amendment.
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Obijective 2-2

Objective 2-3

2-1.2  Protect commercially planned/zoned areas outside transit and
pedestrian orientated districts from encroachment by residential only
development.

Program: Provisions of the Zoning Code currently restrict floor area
ofthe buildings, including residential buildings, in commercial zones
within Height District 1, to a 1.5 floor area ratio, rather than the 3 to
1 floor area ratio in a residential zone. This provision effectively
discourages residential only developments in commercial zones
outside of transit and pedestrian orientated districts.

2-1.3  Reaquire that projects be designed and developed to achieve a high

level of quality, distinctive character, and compatibility with existing
uses and development

Program: Chapter V- Urban Design, proposes policies for
commercial development which address this policy.

Allow for the development of automobile-related uses in specifically
designated commercial designations along most major arterials.

Policies

2-2.1  Prohibit the development of new automobile-related uses in
pedestrian oriented districts (POD’s).

Program: Maintain and continue implementation of the adopted
Ventura/Cahuenga Boulevard Corridor Specific Plan, which prohibits
certain uses in the POD’s.

2-2.2  Require screening of open storage and auto repair uses, and prohibit
storage of automobile parts and other noxious commercial related
products in front of commercial development, exposed to the street.

Program: The Plan and Specific Plan include Design guidelines
which address this policy.

To enhance the identity of distinctive commercial districts and to identify
pedestrian oriented districts (POD’s).

Policies
2-3.1  Existing pedestrian oriented areas are to be preserved.

Program: The Plan map identifies specific corridors as pedestrian
oriented districts. Development within these areas is subject to the
applicable design standards of the Design Guidelines. The Plan
identifies appropriate land use designations and establishes height
limits and appropriate zones which preserve and enhance the
existing pedestrian oriented character.
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2-3.2

2-3.3

2-34

2-3.5

2-3.6

2-3.7

Maintain and continue implementation of the Ventura/Cahuenga
Boulevard Corridor Specific Plan which designates specific areas
as POD districts.

New development needs to add to and enhance the existing
pedestrian street activity.

Program: Development within these areas are subject to the uses
specified within the Specific Plan regulations.

Further development within these areas is subject to the design
standards established in the Design Guidelines for pedestrian
oriented areas.

Ensure that commercial infill projects achieve harmony with the best
of existing development.

Program: Implementation of Design Guidelines and the
Ventura/Cahuenga Boulevard Corridor Specific Plan.

Identify pedestrian oriented areas as preferred locations for mix-use
projects.

Program: Through this policy and Plan Map designations as well
as a footnote, the Plan proposes pedestrian oriented districts as
preferred locations for mixed use projects.

Require that mixed use projects and development in pedestrian
oriented districts be designed and developed to achieve a high level
of quality, distitive character, and compatibility with existing uses.

Program: The Plan includes a Design Guidelines provision which
will implement this policy for commercial projects located within
pedestrian oriented districts.

Require that the first floor street frontage of structures, including
mixed use projects and parking structures located in pedestrian
oriented districts, incorporate commercial uses.

Program: Maintain and implement the Ventura/Cahuenga Boulevard
Corridor Specific Plan Design Guidelines which address this policy
for areas within the Specific Plan boundaries. Additionally, where
appropriate establish Pedestrian Oriented Districts outside of the
Specific Plan boundaries.

Promote mixed use projects in proximity to transit stations, along
transit corridors, and in appropriate commercial areas.

Program: Through this policy and a Plan Map footnote, the plan
establishes transit oriented districts and pedestrian oriented areas,
as preferred locations for mixed-use projects. The Plan also allows
a floor area bonus for mixed use projects located within
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Obijective 2-4

Objective 2-5

commercially planned areas identified as a Transit Oriented and
Pedestrian Oriented Districts.

To enhance the appearance of commercial districts
Policies

2-4.1  Require thatany proposed development be designed to enhance and
be compatible with adjacent development.

Program: Continue the implementation of the Ventura/Cahuenga
Boulevard Corridor Specific Plan, and implement the applicable
design standards identified in the Design Guidelines of the
Community Plan.

2-4.2  Preserve community character, scale and architectural diversity.

Program: The Plan establishes height limits, amends Plan
designations and recommends corresponding zone changes to
implement this policy. Design standards for commercial areas
included in the Design Guidelines of the Community Plan implement
this policy.

2-4.3  Improve safety and aesthetics of parking areas in commercial areas.

Program: Implement design standard for parking areas established
inthe Ventura/Cahuenga Boulevard Corridor Specific Plan and within
the Chapter V Design Standards of this plan.

2-4.4  Landscaped corridors should be created and enchanted through the
planting of street trees along segments with no building setbacks
and through median plantings.

Program: The Design Guidelines in this Plan and the
Ventura/Cahuenga Boulevard Corridor Specific Plan include sections
whichestablishes guidelines for community design and landscaping.
These guidelines are intended to serve as reference to other City
Departments and public agencies and any private entities who
participate in projects which involve improvements to public spaces
and right-of-way, including street scape and landscaping.

To promote development of commercial properties adjacent to the Los
Angeles River.

Policies

2-5.1  Require that future development of properties located along the Los
Angeles River be designed with river access features.

Program: The Design Guidelines in the Plan establishes guidelines
for community design and landscaping. These guidelines are
intended to serve as reference to other City Departments and public
agencies and any private entities who participate in projects which
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Obijective 2-6

INDUSTRIAL

GOAL 3

Objective 3-1

involve improvements to public spaces and right-of-ways, including
landscaping.

To encourage commercial development of the Transit Station site while
establishing a design element for the entire site.

Policies

2-6.1  Require that any proposed development contain a design element
that continues the early California Spanish style of architecture found
at Campo de Cahuenga.

Program: The Los Angeles Municipal Code is being modified to
establish a procedure for the creation of a design overlay district.

Industrial development within the plan area has been limited to the Studio
City portion of the plan. Further, except for CBS and Hannah Barbera, all
other plan designated Industrial sites are developed with commercial uses
on commercially zoned properties. Two key factors have evolved to limit the
traditional type of industrial development in the area, parcel size and strong
community opposition to industrial uses not compatible with adjacent
residential properties.

Industrial use provide needed employment opportunities and economic
benefits to the community and should be encouraged when impacts to
surrounding land uses can be mitigated.

PROVIDE SUFFICIENT LAND FOR EXPANSION OF LOW INTENSITY
NON-TOXIC PRODUCING INDUSTRIAL USES WHICH CREATE
EMPLOYMENT OPPORTUNITIES AND HAVE MINIMAL ADVERSE
IMPACTS ON ADJACENT RESIDENTIAL USES.

To provide for existing and future industrial uses which contribute job
opportunities for residents and which minimize environmental and visual
impacts to the community.

Policies

3-1.1 Designate lands for the continuation of existing entertainment
industry uses and development of new production, post production,
research and development uses which provide employment
opportunities.

Program: The Plan Map identifies lands, which have industrial
designations to accommodate the variety of uses noted above. The
addition of plan amendments and recommended corresponding zone
changes will implement this policy.

3-1.2  Require thatany proposed development be designed to enhance and
be compatible with adjacent development.
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Program: Design Guidelines include provisions for industrial
projects which are adjacent to or in the vicinity of residential uses.

PuBLIC AND INSTITUTIONAL LAND USE

RECREATION AND
PARK FACILITIES

GOAL 4

Obijective 4-1

Public facilities such as fire stations, libraries, schools, parks and police
stations shown on the Sherman Oaks-Studio City-Toluca Lake-Cahuenga
Pass Community Plan are to be developed in substantial conformance with
the standards of need, site area, design and general location identified in the
Service Systems Element and the Safety Element of the General Plan. Such
development shall be sequenced and timed to provide an efficient and
adequate balance between land use and public services.

There is a continuing need for the modernizing of public facilities to improve
services and accommodate changes in the Sherman Oaks-Studio City-Toluca
Lake-Cahuenga Pass Community Plan. However, the amenities and
environmental quality of the community must be adequately protected. Cost
and equitable distribution are major issues in the provisions of public facilities.
It is essential that priorities be established and new and different sources of
revenue be found. Furthermore, public and private development must be fully
coordinated, in order to avoid expensive duplication and to assure a balance
among needs, services and costs.

This plan seeks to utilize the location, characteristics, and timing of public
facility and utility development as a tool in achieving planned land use
patterns. The intent is to achieve economy and efficiency in the provision of
services and facilities consistent with standards for environmental quality.

In the Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Community
Plan area public parks and the majority of recreational areas are managed
by the City of Los Angeles Recreation and Parks Department. There are three
types of parks-regional, community and neighborhood parks.

There are five Neighborhood and two Community Parks which serve the
Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Community Plan
Area. Additionally, two golf courses are also located within the plan area, one
public the other private. The plan area with its diverse topography limits the
placement of park sites south of Ventura Boulevard. Thus those neighborhood
parks located south of Ventura Boulevard offer limited recreational facilities
for hillside homeowners. The community parks serve a much wider interest
range due to the lack of sites in the hillside areas of the plan area. While the
existing parks satisfy the needs of the current residents, the community is
still deficient in the number of neighborhood parks.

ADEQUATE RECREATION AND PARK FACILITIES TO MEET THE
NEEDS OF THE RESIDENTS IN THE PLAN AREA.

To conserve, maintain and better utilize existing recreation and park facilities
which promote the recreational experience.
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OPEN SPACE

GOAL 5

Obijective 5-1

Policies
4-1.1 Preserve the existing recreational facilities and park space.

Program: The plan assists in preserving such facilities and park
space by changing the existing zone as applicable to the Open
Space Zone, which provides such protection.

4-1.2 Increase accessibility to The Los Angeles River.

Program: The plan identifies certain properties as key site for
future development of properties serving as access to the river for
recreational purposes.

Program: The plan provides for a design chapter that will assure
that properties adjacent to the river, develop an integrated design
element to promote the use of the river as a recreational asset.

In the Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Community
Plan Area, important open space areas do exist separate from land under
control of the City of Los Angeles Department of Recreation and Parks. Open
space is important due to its role in both physical and environmental
protection. There are two classifications for Open Space, publicly owned and
privately owned open space.

Open Space is broadly defined as land which is essentially free of structures
and buildings and/or is natural in character and which functions in one or
more of the following ways:

1. Recreational and educational opportunities.

2. Scenic, cultural and historic values.

3. Public health and safety.

4. Preservation and creation of community peak travel identity.

5. Rights-of-Way for utilities and transportation facilities.

6. Preservation of natural resources or ecologically important areas.

7. Preservation of physical resources including ridge protection.

A COMMUNITY WITH SUFFICIENT OPEN SPACE IN BALANCE WITH
DEVELOPMENT TO SERVE THE RECREATIONAL, ENVIRONMENTAL
AND HEALTH NEEDS OF THE COMMUNITY AND TO PROTECT
ENVIRONMENTAL AND AESTHETIC RESOURCES.

To preserve existing open space resources and where possible develop new

open space.
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SCHOOLS

GOAL 6

Objective 6-1

Policies

5-1.1  Encourage the retention of passive and visual open space which
provides a balance to the urban development of the Plan Area.

Program: The Plan Map designates areas for open space , thus
protecting them from encroachment of more intense uses.

5-1.2 Accommodate active parklands, and other open space uses.

Program: The Plan Map designates lands for open space uses
including the slopes adjacent to the 101 and 134 freeways.

5-1.3  Require development in major opportunity sites to provide public
open space.

Program: The Plan includes this as a guiding principle in the
section which address the future development of major opportunity
sites.

In the Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Plan Area,
public schools are administered by the Los Angeles Unified School District
(LAUSD).

Three elementary schools serve the plan area; Carpenter Avenue located
south of Ventura Boulevard at the intersection of Carpenter Avenue and
Laurelwood Drive. Dixie Canyon located north of Ventura Boulevard at Dixie
Canyon Avenue; Sherman Oaks located on Greenleaf Street between Kester
Avenue and Cedros Avenue; Walter Reed Middle School located north of
Moorpark Street between Colfax Avenue and Irvine Avenue, is the one middle
school that serves the Plan area.

APPROPRIATE LOCATIONS AND ADEQUATE FACILITIES FOR
SCHOOLS TO SERVE THE NEED OF EXISTING AND FUTURE
POPULATION.

To site schools in locations complementary to existing land uses,
recreational opportunities and community character.

Policies

6-1.1 Encourage compatibility in school locations, site layout and
architectural design with adjacent land uses and community
character and as appropriate use schools to create a logical
transition and buffer between different e.g., multiple family residential
vs. single family residential.

Program: Require a decision makerinvolved in a discretionary review
for a proposed school should adopt a finding which supports the
application of this policy.

SHERMAN OAks-STuDIO CiTY-TOLUCA LAKE-C AHUENGA PASS

111-13



LIBRARIES

GOAL 7

Objective 7-1

6-1.2 Encourage cooperation between the Los Angeles Unified School
District, and the Los Angeles County Parks and Recreation
Department to provide recreation facilities for the community.

Program: The Los Angeles Unified School District, the County’s
Department of Parks and Recreation, and the City’s Department of
Recreation and Parks should develop programs to fully utilize each
of their respective sites..

6-1.3  Site schools in a manner which complements the existing single
family and multiple family residential neighborhoods.

Program: Require a decision maker involved in a discretionary review
for a proposed school to adopt a finding which supports the
application of this policy.

6-1.4  Proximity to noise sources should be avoided whenever possible.

Program: Implement appropriate provisions of the City’s Noise
Element.

Program: Incorporate noise mitigation measures to reduce adverse
environmental impacts in order to comply with CEQA.

6-1.5 Expansion of existing schools should be preferred over acquisition
of new sites.

Program: The Los Angeles Unified School District is the agency
responsible for the siting, design, and construction of new public
schools.

The Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Plan area is
serviced by two public library branches, both neighborhood in scale. Each
of the branches are located on small sites and are in need of expansion and
updating.

ENSURE ADEQUATE LIBRARY FACILITIES AND SERVICES ARE
PROVIDED TO THE AREA’S RESIDENTS.

To encourage the City’s Library Department to provide adequate library
service which responds to the needs of the community.

Policies
7-1.1  Encourage flexibility in siting libraries in mixed-use projects,
shopping malls, pedestrian oriented areas, transit stations, office

buildings, and similarly accessible facilities.

Program: Through the inclusion of this policy in the Plan text, the Plan
supports these identified locations as desirable sites for new libraries
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POLICE PROTECTION

GOAL 8

Obijective 8-1

FIRE PROTECTION

and recommends that this policy be considered when the Library
Department and decision makers review and approve sites for new
libraries.

Police protection services are provided by the Los Angeles Police Department
(LAPD). The two police stations serving the Plan Area are North Hollywood
and Van Nuys, both located outside of the Plan Area.

A COMMUNITY WITH ADEQUATE POLICE FACILITIES AND SERVICES
TO PROTECT THE COMMUNITY’'S RESIDENTS FROM CRIMINAL
ACTIVITY, REDUCE THE INCIDENCE OF CRIME AND PROVIDE OTHER
NECESSARY LAW ENFORCEMENT SERVICES..

To provide adequate police facilities and personnel to correspond with
population and service demands.

Policies

8-1.1 Coordinate with the Police Department as part of the review of
significant development projects and General Plan Amendments
affecting land use to determine the impact on service demands.

Program: A decision maker should include a finding which
considers the impact on police service demands of the project or
land use plan change.

This consultation with the Police Department is currently in effect
for plan amendments which must be reviewed by the General Plan
Advisory Board which includes representation from the Police
Department.

The Fire Protection and Prevention Plan of the City of Los Angeles provides
an official guide to City Departments, other government agencies, developers
and interested citizens for the construction, maintenance and operation of
fire facilities. Itis intended to promote fire prevention by maximizing fire safety
education and minimizing loss of life through fire prevention programs.
Pursuant to their plan it may be necessary to expand or relocate existing
facilities as land patterns change.

Fire protection in the Plan area is provided by five Single Engine Company
Stations. A sixth engine company station is being considered as a
replacement for one that was damaged by the 1994 earthquake. The
adequacy of fire protection is based on the required fire-flow, (measured in
gallons per minute), response distance from existing fire stations and the Fire
Department’s judgement for needs in the area. The Los Angeles Fire
Department currently considers some portions of the Sherman Oaks-Studio
City-TolucaLake-Cahuenga Pass Community Plan area inadequate in terms
of existing staffing and response distances from existing facilities. Limited
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GOAL 9

Obijective 9-1

TRANSPORTATION

TRANSPORTATION
IMPROVEMENT AND
MITIGATION
PROGRAM (TIMP)

street access and steep terrains which characterize the hillside areas as well
as traffic congestion will additionally slow response time.

PROTECT THE COMMUNITY THROUGH A COMPREHENSIVE FIRE AND
LIFE SAFETY PROGRAM.

Ensure that fire facilities and protective services are sufficient for the existing
and future population and land uses.

Policies

9-1.1 Coordinate with the Fire Department as part of the review of

significant development projects and General Plan Amendments
affecting land use to determine the impact on service demands.

Program: Require a decision maker to include a finding as to the
impact on fire service demands for all plan amendments within 5
years of adoption.

This coordination with the Fire Department is currently in effect for
projects which are subject to the subdivision process and for plan
amendments which must be reviewed by the General Plan Advisory
Board which includes representation from the Fire Department.

The Transportation Improvement and Mitigation Program (TIMP) was prepared
for the Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Community
Plan through an analysis of the land use impacts on transportation. The TIMP
establishes a program of specific measures which are recommended to be
undertaken during the life of the Community Plan. For each of the following
programs in the plan text where implementation measures are taken from
the TIMP, these measures will be identified in brackets [ ] as well as follows:
[TIMP]. The TIMP document, provides an implementation program for the
circulation needs of the Plan area, roadway improvements, roadway
redesignation, bus service improvements, metrolink service improvements
and the creation of a community transit center. Additional transportation
improvements, paratransit or shuttle bus service, and transportation system
management improvements such as the Automated Traffic Surveillance and
Control (ATSAC) system. Other proposals include peak hour parking
restrictions, the creation of neighborhood traffic controls plans, and a
transportation demand management program which includes creating
bikeways, forming transportation management associations, a trip reduction
ordinance, and continued participation by the City in regional transportation
management programs.

« Freeway, Highways and Streets

The Sherman Oaks-Studio City-Toluca Lake -Cahuenga Pass Community
Plan Area is served by the Hollywood, Ventura and 101 Freeways. Arterial
roads that are designated as Major Highways are Ventura Boulevard,
Woodman Avenue, Barham Boulevard, Cahuenga Boulevard, Laurel Canyon,
Van Nuys and Sepulveda Boulevards. Additionally Lankershim Boulevard and
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PUBLIC
TRANSPORTATION

GOAL 10

Obijective 10-1

Riverside Drive are also designated as Major Highways. The Secondary
Highways are Kester Avenue, Valley Vista, Moorpark Street, Fulton Avenue,
Whitsett Avenue, Radford Avenue, Colfax Avenue, Cahuenga, and Tujunga
Avenue. Additionally Hazeltine Avenue, Beverly Glen Boulevard, and a portion
of Van Nuys Boulevard are designated as Secondary Highways.

Street and highways shall be developed in accordance with standards and
criteria contained in the Highways and Freeways Element of the General plan
and the City’s Standard Street Dimensions except where environmental
issues and planning practices warrant alternate standards consistent with
street capacity requirements.

Opportunities exist within Sherman Oaks-Studio City-Toluca Lake -Cahuenga
Pass to increase the use of public transportation.

While it is anticipated that within the time frame of the Community Plan the
private automobile will remain one of the principal modes of transportation,
bus service will provide the basic public transportation system for the Plan
Area (to the year 2010), and Metrorail, bus service and the community
“DASH’ or paratransit will be the primary public transportation modes through
the year 2010.

The City Council in November, 1993, adopted a Land Use-Transportation
Policy which provides the framework to guide future development around
transit station areas. The Policy includes land use, housing, urban design,
ridership strategy, parking and traffic circulation, equity, economic
development and community components.

DEVELOP A PUBLIC TRANSIT SYSTEM THAT IMPROVES MOBILITY
WITH CONVENIENT ALTERNATIVES TO AUTOMOBILE TRAVEL.

To encourage improved local and express bus service through the community,
and encourage bus routes to interface with freeways, high occupancy vehicle
(HOV) facilities, and rail facilities.

Policies

10-1.1 Coordinate with the Metropolitan Transit Authority (MTA) to improve
local bus service to and within the Sherman Oaks-Studio City-Toluca
Lake-Cahuenga Pass plan area.

Program: Recommend bus transitimprovements including increase
bus service along high demand routes as warranted; implement
transit priority treatments along Ventura Boulevard and Van Nuys
Boulevard; provide local shuttles.

10-1.2 Encourage the expansion wherever feasible, of programs aimed at
enhancing the mobility of senior citizens, disabled persons and the
transit-dependent population.
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Obijective 10-2

TRANSPORTATION
DEMAND
MANAGEMENT
(TDM)

Program: Replace existing bus services along particular routes with
new local buses, support the development of a Transit Center and
the implementation of new DASH and paratransit lines.

10-1.3 Encourage the provision of safe, attractive and clearly identifiable
transit stops with user friendly design amenities.

Program: The Plan includes an Urban Design chapter that outlines
design guidelines for transit stops.

To increase the work trips and non-work trips made on public transit.
Policies

10-2.1 Develop an intermodel mass transportation plan to implement
linkages to future mass transit service.

Program: Development of “transit centers” strategically located at
Campo de Cahuenga Metro Rail Station and in the vicinity of Ventura
Boulevard and Van Nuys Boulevard to allow easy transfers to other
routes and services, employment corridors, shopping centers, and
other major community activity centers for residents of the Sherman
Oaks-Studio City-Toluca Lake -Cahuenga Pass Community Plan
Area.

Program: Implement DASH service to serve the commercial
districts and other activity centers in the area.

Program: Implementcommunity based “circulators” along collector
and local streets to provide convenient access to major rail or bus
transit services and activity centers.

It is the City’s objective that the traffic level of service (LOS) on the street
system in the community not exceed LOS E. Although studies indicate that
most of Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass major street
intersections are in compliance within this City policy, the level of trips
generated by future development in the plan area and the surrounding
communities require the implementation of a Transportation Demand
Management (TDM) Program to sustain the current level of service on the
street system. TDM is a program designed to encourage people to change
their mode of travel from single occupancy vehicles to more efficient
transportation modes. People are given incentives to utilize TDM measures
such as public transit, ridesharing, modified work schedules, van pools,
telecommuting, and non-motorized transportation modes such as the bicycle.

A TRANSPORTATION DEMAND MANAGEMENT (TDM) PROGRAM
1. Transportation Management Association Formation/Coordination.
The City should encourage the formation of Transportation Management

Associations (TMA's) in order to assist employers in creating and
managing trip reduction programs.
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GOAL 11

OBJECTIVE 11-1

2. Participation in Regional Transportation Management Programs.

The city will continue to participate and coordinate with local and
regional TDM programs that are in the process of being implemented
by the other agencies and adjacent jurisdictions.

3.  TDM Ordinance.

The Citywide Ordinance on TDM and trip reduction measures will
continue to be implemented for the Sherman Oaks-Studio City-Toluca
Lake-Cahuenga Pass area. This ordinance calls for several measures
to be taken in developments to achieve trip reduction targets.

4.  Monitoring.

The City of Los Angeles Department of Transportation (LADOT) is
responsible for monitoring the current Citywide TDM Ordinance.

5. The City should implement a bikeways development program as
specified in the Plan as part of an overall transportation demand
management.

ENCOURAGE ALTERNATIVE MODES OF TRANSPORTATION TO THE
USE OF SINGLE OCCUPANCY VEHICLES (SOV) IN ORDER TO REDUCE
VEHICULAR TRIPS.

To pursue transportation management strategies that can maximize vehicle
occupancy, minimize average trip length, and reduce the number of vehicle
trips.

Policies

11-1.1 Encourage non-residential development to provide employee
incentives for utilizing alternatives to the automobile (i.e., car pools,
vanpools, buses, flex time, bicycles, and walking, etc.).

Program: The Citywide Ordinance on TDM and trip reduction
measures will continue to be implemented for the Sherman Oaks-
Studio City-Toluca Lake-Cahuenga Pass area. This Ordinance calls
for several measures to be taken by non-residential developments
to achieve necessary trip reduction targets. [TIMP]

11-1.2 Encourage the use of multiple occupancy vehicle programs for
shopping and other activities to reduce midday traffic.

Program: The Citywide Ordinance on TDM and trip reduction
measures will continue to be implemented and monitored by the City
of Los Angeles.

11-1.3 Require that proposals for major new non-residential development
projects include submission of a TDM Plan to the City.
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TRANSPORTATION
SYSTEM
MANAGEMENT (TSM)

GOAL 12

Obijective 12-1

GOAL 13

Program: The decision-maker shall include this in approval of
projects.

Transportation System Management (TSM) is the manipulation of the
transportation system in order to improve the flow of traffic with low capital
cost projects and minor construction that can be implemented in a short time
frame. TSM incorporates features such as computer based traffic signal
timing facilities, intersection improvements, preferential parking areas for high
occupancy vehicles, park and ride facilities, anti-gridlock measures, and
parking management programs.

A WELL MAINTAINED, SAFE, EFFICIENT FREEWAY, HIGHWAY AND
STREET NETWORK.

That the Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass signalized
intersections are integrated with the City’s ATSAC system by the year 2010

Policies

12-1.1 Install ATSAC equipment at an accelerated rate with expanded
funding.

Program: Accelerated installation of ATSAC equipment when
funding becomes available.

Program: Transportation Systems Management (TSM) Strategies.
[TIMP]

Program: Automated Traffic Surveillance and Control (ATSAC).
[TIMP]

ATSAC, acomputerized system that directs traffic control operations
based on the data collected at each signalized intersection, is
recommended to be installed by the year 2010 at the major and
secondary intersections.

12-1.2 Accelerate controller replacement to upgrade and improve signal
efficiency.

Program: Implement funding when it becomes available.

Streets and highways shall be developed in accordance with
standards and criteria contained in the Highways and Freeways
Element of the General Plan and the City’s Standard Street
Dimensions except where environmental issues and planning
practices warrant alternate standards consistent with street capacity
requirement.

A SYSTEM OF HIGHWAYS, FREEWAYS, AND STREETS THAT
PROVIDES A CIRCULATION SYSTEM WHICH SUPPORTS EXISTING,
APPROVED, AND PLANNED LAND USES WHILE MAINTAINING A
DESIRED LEVEL OF SERVICE AT ALL INTERSECTIONS.
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Obijective 13-1

To comply with Citywide performance standards for acceptable levels of
service (LOS) and insure that necessary road access and street
improvements are provided to accommodate traffic generated by all new

development.

Policies

13-1.1 Maintain a satisfactory LOS for streets and highways that should
not exceed LOS “D” for Major Highways, Secondary Highways, and
Collector Streets. If existing levels of service are LOS “E” or LOS “F”
on a portion of a highway or collector street, then the level of service
for future growth should be maintained at LOS “E”.

Program: Improve, to their designated standard specifications,
substandard segments of those major and secondary highways
which are expected to experience heavy traffic congestion by the
year 2010. The following streets should be included in the City’s
Capital Improvement Program:

1.

Colfax Avenue-Ventura Boulevard to the US 101, improve to
secondary highways standards; widen bridge to provide 4 peak
travel lanes with midblock parking and turn lanes at
intersections. [TIMP]

Laurel Canyon Boulevard-Ventura Boulevard to US 101, improve
to major highway standard; provide 6 peak travel lanes. [TIMP]

Sepulveda Boulevard-Dickens Street to Valley Vista, widen on
west and east side by 4' between Dickens St. And
approximately 400" south of Greenleaf St.; restripe and
implement peak parking restrictions in both directions to
provide additional peak travel lanes (existing parking
restrictions are directional southbound during AM and
northbound during PM). [TIMP]

Sepulveda Boulevard/I-405/Valley Vista Boulevard to US 101,
provide 4" northbound lane on Sepulveda Boulevard during PM
peak period, via either restriping and parking restrictions or
implementation of reversible lane controlled by overhead lean
control signs (depending upon location, street and traffic
characteristics). [TIMP]

Van Nuys Boulevard-Ventura Boulevard to US 101, improve
to major highway standards; implement peak period parking
restrictions on west side to provide 3rd southbound peak travel
lane. [TIMP]

Whitsett Avenue-Ventura Boulevard to Moorpark St, improve
to secondary highways standards per classification; restripe
to provide 2nd northbound travel lane with midblock parking and
turn lanes at intersections. [TIMP]
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Obijective 13-2

13-1.2

13-1.3

13-1.4

7. Ventura Boulevard intersections improvement at Barham,
Cahuenga west, Lankershim Boulevard, Vineland, Tujunga,
Colfax, Laurel Canyon, Coldwater Canyon, Woodman Avenue,
Beverly Glen, Van Nuys, Kester Boulevard,and Sepulveda
Boulevard. [TIMP]

8. Construct new 1-405 northbound off-ramp to Sepulveda
Boulevard opposite existing US 101 northbound on-ramp from
Sepulveda Boulevard opposite existing US 101 westbound off-
ramp. [TIMP]

The plan supports the City’s Captial Improvement Program which

includes widening the Bridge over the Los Angeles River at Tujunga
Avenue to 4 lanes. [TIMP]

Program: The Plan supports the use of a Residential Neighborhood
Protection Plan to reduce traffic intrusion and spillover parking into
residential areas.

Program: Capital Improvements. [TIMP]

1.  Proposed street widening. [TIMP]

2. Proposed roadway extensions. [TIMP]
3. Roadway redesignation.

Highways and street dedications shall be developed in accordance
with standards and criteria contained in the Highways and Freeways
Element of the General Plan and the City’s Standard Street
Dimensions, except where environmental issues and planning
practices warrant alternate standards consistent with capacity
requirements.

Program: Implementation of the Highways and Freeways Element
supports this policy.

Discourage non-residential traffic flow for streets designed to serve
residential areas only by the use of traffic control measures.

Program: The use of Residential Neighborhood Protection Plans
to relieve congestion on collector streets that are expected to
experience traffic congestion by the year 2010.

New development projects should be designed to minimize
disturbance to existing flow with proper ingress and egress to
parking.

Program: Require that new development projects incorporate
adequate driveway access to prevent auto queuing

To insure that the location, intensity and timing of developed transportation
infrastructure utilizing the City’s streets and highways standards.
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NON-MOTORIZED
TRANSPORTATION

GOAL 14

Obijective 14-1

Policies

13-2.1 No increase in density and intensity shall be effectuated by zone
change, variance, conditional use, parcel map, or subdivision unless
it is determined that the transportation system can accommodate
the increased traffic generated by the project.

Program: The decision-maker shall adopt a finding which addresses
this factor as part of any decision.

Program: Require that new development projects incorporate TSM
and/or TDM programs with Citywide Land Use Transportation Policy.

13-2.2 Driveway access points onto major and secondary highways,
arterial, and collector streets should be limited in number and be
located to insure the smooth and safe flow of vehicles and bicycles.

Program: Require that new development projects incorporate such
considerations.

The plan provides for various modes of non-motorized transportation/
circulation such as walking and bicycle riding. The Citywide Bicycle Plan
identifies a backbone bicycle route and support routes through Sherman
Oaks-Studio City-Toluca Lake-Cahuenga Pass. The Community Plan
establishes policies and standards to facilitate the development of a bicycle
route system which is intended to complement other transportations modes.

The Citywide Major Equestrian and Hiking Trails Plan identifies proposed
equestrian trails in the community.

A SYSTEM OF SAFE, EFFICIENT AND ATTRACTIVE BICYCLE,
PEDESTRIAN AND EQUESTRIAN ROUTES.

To promote an adequate system of safe bikeways for commuter, school and
recreational use.

Policies

14-1.1 Assure that local bicycle routes are identified and linked with routes
of neighboring areas of the City.

Program: The Community Plan endorses full implementation of the
City’s Bicycle Plan, which designates bikeways for the following;
Los Angeles River, Tujunga Wash, Laurel Canyon, Woodman, Valley
Vista Boulevard, Mulholland Drive, Riverside Drive, and Sepulveda
Boulevard.

14-1.2 Encourage the provision of showers, changing rooms and bicycle
storage at new and existing non-residential developments and public
places.
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Obijectives 14-2

PARKING

GOAL 15

Obijective 15-1

Program: Through the inclusion of this policy in the Plan text, the
Plan supports the provision of bicycle facilities particularly in
pedestrian oriented areas and Transit Oriented Districts and
recommends that this policy be considered, in the revision of the
Citywide Bicycle Plan, In addition, Los Angeles Municipal Code
Sections 12.21 A 16 and 91.0705 provide for bicycle parking
requirements and employee facilities for showers and lockers.

To promote pedestrian oriented areas and pedestrian routes for commuter,
school, recreational use, economic revitalization, and access to transit
facilities.

Policies
14-2.1 Identify pedestrian oriented areas.

Program: The Plan text and Map identifies the locations of
pedestrian oriented areas.

The Plan supports the City’s continuing efforts to develop City owned (off-
street) parking facilities in Sherman Oaks-Studio City-Toluca Lake-Cahuenga
Pass so that an adequate supply of parking can be provided to meet the
demand. City owned parking lots should be located in or near commercial
areas.

A SUFFICIENT SYSTEM OF WELL DESIGNED AND CONVENIENT ON-
STREET PARKING AND OFF-STREET PARKING FACILITIES
THROUGHOUT THE PLAN AREA.

To provide parking in appropriate locations in accord with Citywide standards
and community needs.

Policies

15-1.1 Consolidate parking where appropriate, to minimize the number of
ingress and egress points onto Major and Secondary Highways.

Program: The Plan contains an Urban Design Chapter which
outlines guidelines for parking areas.

15-1.2 Consider new Citywide parking standards for areas around transit
stations, designated centers and pedestrian oriented areas.

Program: The Citywide Land Use Transportation Policy addresses
this issue.

Implement peripheral parking lot/structure program as recommended
in the Ventura/Caheunga Boulevard Corridor Specific Plan.

15-1.3 New parking lots and new parking garages shall be developed in
accordance with design standards.
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Program: The Plan contains an Urban Design Chapter which
outlines guidelines for parking facilities.

HISTORIC AND CULTURAL RESOURCES

GOAL 16

Objective 16-1

Obijective 16-2

The Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass Community
Plan Area consists of several distinct neighborhoods which developed as
separate communities. Developed along the Ventura/Cahuenga Boulevard
corridor or a notable landmark, each area is defined by the topography or
architectural character. The numerous hills and vistas define the area’s
topographical character, south of Ventura/Cahuenga Boulevard.
Predominantly developed with single-family residential dwellings, the hillside
areas of Cahuenga Pass, Studio City and Sherman Oaks contain a diverse
style of architecture. Of interest are the areas where early California style
bungalows have been preserved, creating a sense of the past history of the
area from an earlier time. Additionally Camp de Cahuenga with its early
California Spanish style architecture serves as a reminder of past history that
led to the development of the area and for that matter the state. The Toluca
Lake area of the plan with its small village style commercial development and
large estate single-family areas, form a strong link with the entertainment
industry.

This section provides the basis to preserve, enhance, and maintain sites and
structures which have been deemed architecturally and historically
significant.

PRESERVATION AND RESTORATION OF CULTURAL RESOURCES,
NEIGHBORHOODS, AND LANDMARKS WHICH HAVE HISTORICAL
AND/OR CULTURAL SIGNIFICANCE.

To ensure that the community’s historically significant resources are
protected, preserved, and/or enhanced.

Policies

16-1.1  Encourage the preservation, maintenance, enhancement, and reuse
of existing historically significant buildings and the restoration of
original facades.

Program: Continues identification of appropriate City designated
historic and cultural monuments and preservation of those existing.

To encourage private owner of historic properties/resources to conserve the
integrity of such resources.

Policies

16-2.1 Assist private owners of existing and future historic resources to
maintain and/or enhance their properties in a manner that will
preserve the integrity of such resources in the best possible
condition.
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Program: Adherence to the City’s historic properties preservation
ordinances and Cultural Heritage Board requirements for preservation
and design. Implementation of design standards.

Program: Utilize City historic properties restoration programs which
provide funding for renovating and/or reusing historic structures.
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SHERMAN OAKS - STuDIO CITY - TOLUCA LAKE - CAHUENGA PASS

SUMMARY OF LAND USE

NET % ToTAL TOTAL %
CATEGORY LAND USE CORRESPONDING ZONES ACRES AREA NET AREA
ACRES
RESIDENTIAL
Single Family 5,182 59.9
Minimum 0S, A1, A2, RE40 1,213 14.0
Very Low RE20, RA, RE15, RE11 1,758 20.3
Low RE9, RS, R1, RU, RD6, RD5 2,211 25.6
Multiple 653 7.6
Low Medium | R2, RD3, RD4, RZ3, RZ4, RU, RW1 175 2.0
Low Medium I RD1.5, RD2, RW2, RZ2.5 3 0.1
Medium R3 439 5.1
High Medium R4 36 0.4
COMMERCIAL 483 5.6
Neighborhood C1,C1.5,C2,C4 47 0.5
Limited C1,P 22 0.3
General C1.5,C2,C4 208 24
Community CR, C2,C4 113 1.3
Regional CR, C1.5,C2, C4, R3, R4, R5 93 1.1
INDUSTRIAL 39 04
Light MR2, M2 39 0.4
PARKING 1 0.0
Parking P, PB 1 0.0
OPEN SPACE/PUBLIC FACILITIES 866 10.0
Open Space oS, A1 536 6.2
Public Facilities PF 330 3.8
STREETS 1,432 16.5
Private Streets - 0 0.0
Public Streets - 1,432 16.5

TOTAL 8,656 100.0
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Chapter IV

COORDINATION OPPORTUNITIES FOR

RECREATION AND
PARK FACILITIES

PUBLIC AGENCIES

Chapter 4 identifies actions which are recommend to be promoted by the City
through the appropriate city departments and through other agencies
including Federal, State, and private sector entities to further the goals of the
Plan. These are objectives or goals that the Planning Department does not
have control over, but which involve issues that should be identified in the
community plan and which help to reinforce the intent of the goals and
objectives found in Chapter 3.

10.

The City Department of Recreation and Parks should work with the Los
Angeles Unified School District to develop a program for shared use of
school sites for both educational and recreation and park opportunities.

Encourage continuing efforts by County, State and Federal agencies
to acquire vacant land for publicly owned open space.

Ensure that parks are adequately illuminated and secured for safe use
at night, as appropriate.

Coordinate with the Department of Recreation and Parks and the Police
Department to insure adequate police patrols and “defensible space,”
where feasible, in the design of recreation and park facilities.

Promote the supervision of park activities and enforcement of codes
restricting illegal activity.

Improve utilization and development of recreational facilities at existing
parks, as needed, and as funds become available.

Coordinate with City departments, neighborhood cities and County,
State and Federal agencies to utilize existing public lands such as flood
control channels, utility easements and Department of Water and Power
properties to provide for such recreational uses as hiking, biking and
horseback riding, where possible.

Plan and design the expansion of existing facilities and the acquisition
of new sites to minimize the displacement of housing and the relocation
of the residents.

Target the provision of park and recreation facilities in areas with the
greatest deficiencies.

Pursue resources to clean up land that could be used for public
recreation safely.
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SCHOOLS

LIBRARIES

POLICE PROTECTION

FIRE PROTECTION

HISTORIC
PRESERVATION

HOUSING

Consider large vacant parcels as a first alternative to accommodate the
demand for new schools, prior to the displacement of existing uses.

1. Seek additional resources to maintain and expand library services to
satisfy service demands to the Year 2010.

2. Develop a Citywide policy for locating non-English language permanent
collections.

3.  Support the efforts of the Library Department and the Sherman Oaks-
Studio City-Toluca Lake-Cahuenga Pass community to increase the
service levels of the libraries so they are appropriate for the Sherman
Oaks-Studio City-Toluca Lake-Cahuenga Pass population.

Support and encourage community-based crime prevention efforts such as
Neighborhood Watch, through regular interaction and coordination with
existing community based policing, foot and bicycle patrols, watch programs,
assistance in the formation of new neighborhood watch groups, and regular
communication with neighborhoods and civic organizations.

Provide that adequate and fire service personnel are maintained by
periodically evaluating population growth, level service (response time and
staffing) and fire hazards in the City.

Assist private owners of historic resources to maintain and/or enhance their
properties in a manner that will conserve the integrity of such resources in
the best possible condition.

1. Locate senior citizen housing projects in neighborhoods within
reasonable walking distance of health and community facilities, services
and public transportation.

2. Maintain and preserve the character and integrity of existing
neighborhoods and encourage participation in self-help preventive
maintenance to promote neighborhood conservation, beautification and
rehabilitation.

3. Improve the coordination of public services to support neighborhood
conservation activities.

4.  Ensure that low and moderate income housing is equitably distributed
throughout the Plan area predicated on a fair share basis in relationship
to all other planning areas.

5.  Encourage new and alternative housing concepts, as well as alternative
materials and methods of construction, which are found to be
compatible with City Codes.
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UTILITIES

EMPLOYMENT

PUBLIC
TRANSPORTATION

NON-MOTORIZED
TRANSPORTATION

NATURAL DISASTERS

EARTHQUAKE
PREPAREDNESS

6. Allow for the assembly and trade of public land in order to encourage
new housing in appropriate locations within the Plan area.

7. Ensure that the development of transitional housing and emergency
shelters is appropriately located.

8. Encourage the development of housing types intended to meet the
special needs of senior citizens and the physically challenged.

Install utilities underground through assessment districts or other funding,
when feasible.

1. Encourage businesses to participate in job training programs for local
residents.

2. Develop employment opportunities for a wide range of jobs, skills, and
wages.

1.  Coordinate with the Metropolitan Transit Authority to improve local bus
service to and within the Sherman Oaks-Studio City-Toluca Lake-
Cahuenga Pass Community Plan Area.

2. Encourage the expansion of programs wherever feasible, aimed at
enhancing the mobility of senior citizens, disabled persons, and the
transit dependent population.

3. Develop an intermodal mass transportation plan to link future rail
service.

Encourage funding and construction of bicycle routes connecting residential
neighborhoods to schools, open space areas, employment centers and
transit stations.

Natural disasters such as the 1971 Sylmar-San Fernando and the 1994
Northridge earthquakes, floods, and fires have and will continue to impact
the Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass community. City
government, other governmental agencies, the private sector, disaster relief
agencies, and the citizens of Sherman Oaks-Studio City-Toluca Lake-
Cahuenga Pass should be encouraged to work together to minimize the
impacts of a disaster in terms of land development practices, providing
essential services, preventing transportation and communication blockages
and to ensure that recovery will proceed as expeditiously as possible.

The 1994 Northridge earthquake devastated portions of the Sherman Oaks-
Studio City-Toluca Lake-Cahuenga Pass area. The magnitude 6.8 (Richter
Scale) earthquake caused extensive and widespread property damage to
residences, businesses, nonprofit organizations, public facilities, and
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infrastructure including freeways, water lines, power lines, and natural gas
lines. Recovery and rebuilding efforts have already begun following the
Northridge earthquake and will continue over the next several years.
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Chapter V
URBAN DESIGN

The Sherman Oaks-Studio City-Toulca Lake-Cahuenga Pass Community
Plan Area is made up of a number of neighborhoods with distinctive
characteristics. It is the purpose of this Chapter to lay out broad, general
policies for individual multiple residential and commercial projects, and
community design elements. This Chapter is divided into two sections. The
Design Policies section is directed at individual projects. The Community
Design and Landscaping Guidelines section is directed at a community’s
use of street scape improvements and landscaping in public spaces and
rights-of-way.

The purpose of the documentis to provide standards, designs, and guidelines
to carry out the policies of this chapter for individual projects. It is intended
for use by City staff in reviewing plans for development prior to the issuance
of building permits.

The Design Policies in this chapter establish the minimum level of design
that shall be observed in multiple residential and commercial projects within
the entire Plan Area. They also address design issues for parking and
landscaping.

The Administration of the general policies found in this Chapter and
implementing Sherman Oaks-Studio City-Toluca Lake-Cahuenga Pass
Community Design Overlay District Guidelines and Standards shall be
accomplished with the establishment of a Community Design Overlay District
(CDO), for specific portions of the Sherman Oaks-Studio City-Toluca Lake-
Cahuenga Pass Community, per the Supplemental Use District Section of
the Zoning Code (Section 13.00).

GOALS AND PURPOSES

These design policies and standards are to ensure that residential,
commercial, and industrial projects and public spaces and right-of-way
incorporate specific elements of good design. The intent is to promote a
stable and pleasant environment. In commercial corridors, the emphasis is
on the provision and maintenance of the visual continuity of streetscapes and
creation of an environment that encourages pedestrian and economic activity.

In multiple-family residential areas, the emphasis is on the promotion of
architectural design that enhances the quality-of-life, living conditions and
neighborhood pride of the residents.
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DESIGN POLICIES FOR INDIVIDUAL PROJECTS

COMMERCIAL Site Planning

Structures shall be oriented toward the main commercial street where a
parcel is located and shall avoid pedestrian/vehicular conflicts by:

1.  Locating surface parking to the rear of structures

2. Minimizing the number of driveways providing sole access to the rear
of commercial lots

3. Maximizing retail and commercial service uses along frontages of
commercial developments

4. Provide front pedestrian entrances for businesses fronting on main
commercial streets.

5. Providing landscaping strips between driveways and walkways
accessing the rear of properties.

6. Providing speed bumps for driveways paralleling walkways for more than
50 feet.

7. Requiring site plans which include ancillary structures, service areas,
pedestrian walkways, vehicular path, loading areas, drop off and
landscaped areas.

8.  Provide where feasible, the under grounding of new utility service.
Height and Building Design

The mass, proportion and scale of all new buildings and remodels shall be
at a pedestrian scale. The design of all proposed projects shall be articulated
to provide variation and visual interest, and enhance the street scape by
providing continuity and avoiding opportunities for graffiti.

Building materials shall be employed to provide relief to bland untreated
portions of exterior building facades. The purpose of these provisions is to
ensure that a project avoids large sterile expanses of building walls, is
designed in harmony with the surrounding neighborhood and creates a stable
environment with a pleasant and desirable character. Accordingly, the
following policies are proposed.

1. No structure should exceed two stories in height within 15 feet and 30
feet of front and rear property lines, respectively.

2. Maximizing the area devoted to transparent building elements, for front
facades and facades facing rear parking.

3. Requiring the use of articulations, recesses, surface perforations, and
porticoes to break up long, flat building facades.
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MULTIPLE
RESIDENTIAL

4. Providing accenting, complementary building materials to building
facades.

5. Maximizing the applications of architectural features or articulations or
building facades.

6. Designating architecturally untreated facades for signage.
7.  Screening of mechanical and electrical equipment from public view.

8. Screening of all rooftop equipment and building appurtenances from
public view.

9. Requiring the enclosure of trash areas for all projects.
Parking Structures

Parking structures shall be integrated with the design of the building they
serve:

1.  Designing parking structure exteriors to match the style, materials and
color of the main building.

2. Landscaping to screen parking structures not architecturally integrated
with the main building.

3.  Utilizing decorative walls and landscaping to buffer residential uses from
parking structures.

Surface Parking Landscaping
1.  Devoting 2 % of total surface area of surface parking lots to landscaping.

2. Providing a landscaped buffer along public streets or adjoining
residential uses.

Light and Glare

1. Installing on-site lighting along all pedestrian walkways and vehicular
access ways.

2. Shielding and directing of on-site lighting onto driveways and walkways,
directed away from adjacent residential uses.

Site Planning

All multiple residential projects, of five or more units shall be designed around

a landscaped focal point or courtyard to serve as an amenity for residents.

Toward that goal the following policies are proposed:

1. Providing a pedestrian entrance at the front of each projects.
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2. Requiring useable open space for outdoor activities, especially for
children.

Design

The design of all buildings shall be of a quality and character that improves
community appearance by avoiding excessive variety and monotonous
repetition. This policy can be accomplished through:

1. Requiring the use of articulations recesses surface perforations and
porticoes to break up long, flat building facades.

2. Utilizing of complementary building facades.
3. Incorporating varying designs to provide definitions for each floor.

4. Integrating building fixtures, awnings, security gates, etc. into the
design of the building.

5. Screening all rooftop equipment and building appurtenances from
adjacent properties.

6. Require decorative, masonry walls to enclose trash.
Parking Structures

Parking structures shall be integrated with the design of the building they
serve through:

1. Designing parking structure exterior to match the style, materials and
color of the main building.

2. Utilizing decorative walls, landscaping to buffer residential uses from
parking structures.

COMMUNITY DESIGN AND LANDSCAPING STANDARDS

In addition to identifying Design Policies for individual projects, a community’s
identity can be enhanced through improvements to the street scape and
landscaping in public spaces and rights-of-way. It is the intent of this section
to establish a set of guidelines that will serve to improve the environment both
aesthetically and physically, as opportunities in the Sherman Oaks-Studio
City-Toluca Lake-Cahuenga Pass Community Plan Area occur which involve
public improvements or other public and/or private projects that affect public
spaces and rights-of-way. These guidelines should be referred to and
implemented to the extent feasible through such projects and should be a
guide to other City departments as they develop, update and implement their
respective plans.

A sense of entry should be created into the Sherman Oaks-Studio City-
Toluca-Cahuenga Pass Community from adjacent cities that serve to define
the boundaries and the edges of the City and the unique attributes of the
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ENTRYWAY
IMPROVEMENTS

STREET SCAPE

community. Public spaces and rights-of-way should capitalize on existing
physical access to differentiate the Community as a unique place in the City.

The presence or absence of street trees is an important ingredient in the
aesthetic quality of an area. Consistent use of appropriate street trees
provides shade during hot summer months, emphasizes sidewalk activity
by separating vehicle and pedestrian traffic, and creates an area wide identity
which distinguishes the communities within Sherman Oaks-Studio City-
Toluca Lake-Cahuenga Pass from each other.

The following improvements are recommended:

Provide improvements along principal streets at the City boundary with
adjacent jurisdictions, at major identified intersections and edges which
clearly distinguish these as major entries to the City. Such improvements
may include elements such as signage, landscaping, vertical pylons and/or
other distinctive treatments.

Establish primary entry improvements at the following areas:

1.  Cahuenga Boulevard at Woodrow Wilson Drive.

2.  Riverside Drive at the Burbank City boundary line.

Establish entry improvements at selected locations on freeway off-ramps
within the Plan Area.

Provide for coordinated streetscape design at identified entries to the Plan
Area that includes street lighting, street furniture, and sidewalk/crosswalk
improvements in the public right-of-way.

Establishacomprehensive street scape and landscape improvement program
for identified corridors and districts that will set standards for the selection
and installation of, but not limited to, the following:

1. Street trees

2.  Street lighting

3. Street scape elements such as sidewalk/crosswalk paving, street
furniture

4.  Public sighage

Establish streetscape and landscape standards for, but not limited to, the
following corridors and districts:

1.  Lankershim Boulevard, Transit station to Moorpark
2. Riverside Drive from Cahuenga Boulevard to the City Boundary
3. Coldwater Canyon from Ventura Boulevard to the 101 freeway.
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STREET TREES

STREET FURNITURE

STREET LIGHTING

4. Laurel Canyon from Ventura Boulevard to the 101 freeway.

Select species which:

1.  Enhancethe pedestrian character, and convey a distinctive high quality
visual image for the streets.

2. Aredrought and smog tolerant, fire resistant, and complement existing
street trees.

Establish a hierarchy for street trees which shall include:
1. Major Accent Trees

These tree should be located at entry locations, intersections, and
activity centers.

2. Street Trees

Select specific species to be the common tree for the street frontages.
A single flowering species may be selected for all residential
neighborhoods and commercial districts or different species selected
to distinguish one neighborhood, district or street from another. In
residential neighborhoods the trees should be fill, to provide shade and
color. In commercial districts, the trees should provide shade, but be
more transparent to promote views of store fronts and signs.

3. Ornamental or Special Plantings

At special areas along the street frontages, such as linkages to
pedestrian walkways and plazas and outdoor dining areas, ornamental
trees providing shade and color should be utilized to emphasize and
focus attention to those places.

Provide for the installation of street trees along public sidewalks defining the
types and spacing in accordance with a Street Tree Master Plan.

Install street furniture that encourages pedestrian activity or physical and
visual access to buildings and which is aesthetically pleasing, functional and
comfortable. Street furniture may include such elements as bus and
pedestrian benches, bus shelters, kiosks, trash receptacles, newspaper
racks, bicycle racks, public telephones, landscaped planters, drinking
fountains, and bollards. Priority should be given to pedestrian oriented areas.

Establish street lighting standards for commercial districts which provide
elements of design and compatibility with street furniture and building
facades.
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SIDEWALKS/PAVING

SIGNAGE

PUBLIC OPEN SPACE
AND PLAZAS

Install new street lights in commercial districts which are attractively
designed, compatible with facades and other street furniture, to provide
adequate visibility, security, and a festive night time environment.

Establish a consistent street lighting type utilizing a light standard that
is compatible with the overall street furniture and graphic/signage
program.

Any new street lighting or pedestrian lighting system built in the public
right-of-way must be designed to currently adopted City standards.
Equipment must be tested and approved by the Bureau of Street
Lighting.

New lighting systems will be designed to minimize glare and “light
trespass.”

No new or replacement lighting systems require due process. Street
lighting is installed through the formation of special assessment
districts. Where any increase in special assessment is anticipated,
public hearings are required.

Ornamental or historic poles can not be removed without the prior
approval of the City’s Cultural Affairs Commission.

Develop sidewalk “pull-outs” at intersections where they do not adversely
impact traffic flow or safety, by extending the sidewalk to the depth of a
parking stall to accommodate landscaping and street furniture and reduce
the crosswalk width.

Establish a consistent design for all public sign age, including fixture type,
lettering, colors, symbols, and logos designed for specific areas or path-
ways.

1.

Provide for distinctive sign age which identifies principal entries to
unique neighborhoods, historic structures, and public buildings and
parks.

Ensure that public sign age complements and does not detract from
adjacent commercial and residential uses.

Provide for sign age which uniquely identifies principal commercial
areas.

Establish public open space standards that will guide the design of new
public plazas and open spaces. These standards should include the
following:

1.

Consideration of the siting of open space to maximize pedestrian
accessibility and circulation.
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2.  Solar exposure or protection.
3. Adjacency to pedestrian routes and other open spaces.

4. Appropriate plant and hard scape materials.
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April 21, 2005

All Interested Parties:

RAS INTERPRETATION TO COMMUNITY PLAN FOOTNOTES
DIRECTOR’S INTERPRETATION

Attached is a copy of the Department of City Planning’s interpretation of Ordinance 174,999, effective
January 15, 2003, which established the RAS Zones. This published interpretation becomes final and
effective 20-days from the date of this communication unless an appeal to the City Planning Commission
is filed within this time period. Appeals shall be filed in duplicate on forms provided at any of the
following public offices of the Department of City Planning, along with the required filing fee:

Planning Department — Public Counter San Fernando Valley Office
201 North Figueroa Street, 3™ Floor 6262 Van Nuys Boulevard
Los Angeles, CA 90012 Van Nuys, CA 91401
Phone: (213) 482-7077 Phone: (818) 374-5050

If you have any questions regarding this case, please contact Jane Blumenfeld at (213) 978-1372 of
myself at (213) 978-1274.

Sincerely,

CON HOWE
Director of Planning

ROBERT H. SUTTON
Deputy Director

CH/RHS:hkt
Attachment

cc: Council Planning Deputies
Ray Chan, Building and Safety Department
David Kabashima, Department of City Planning
Jane Blumenfeld, Department of City Planning
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April 21, 2005

RAS RELATIONSHIP TO COMMUNITY PLAN FOOTNOTES
DIRECTOR’S INTERPRETATION

All Interested Parties:
SUBJECT:

Inquiries have been made regarding potential conflicts between Footnotes on the Community
Plans and the RAS 3 and RAS 4 (hereafter referred to as RAS) Zones.

BACKGROUND:

The Residential/Accessory Services Zones (RAS) allow a greater floor area than commercial
zones and greater height than otherwise allowed in height district 1VL.

“An example is:

Where a traditional C2-1VL with a Commercial plan designation is limited to a 1.5:1
FAR and a 45 height limit, the RAS 3-1VL and RAS 4-1VL shall not exceed a 3:1 FAR
and 50 feet in height in accordance with the LAMC 12.10.5, 12.11.5 and 12.21.1.”

The Community Plans as recommend by the City Planning Commission and adopted by City
Council are a general guide to development for the community and city as a whole. Rarely do the
Community Plans specify special planning rights or restrictions for particular parcels.

Some community plan maps contain footnotes regarding height and floor area. Footnotes appear on
the map legend next to the commercial land use categories or in some cases on specific properties
or areas. The footnotes that are attached to the commercial land use categories generally relate in
a broad-brushed manner to all areas of the plan designated for that particular use. Typically such
footnotes are not site specific, and as such, do not relate to specific locations, blocks, or parcels
within the community plan area.

“An example of such a footnote which appears in most Community Plans reads:

Footnote 1:  ‘Height District 1VL’

This means all properties within the commercial land use category that have this footnote are
limited to an FAR of 1.5:1 with a 45-foot height limmt.”

DISCUSSION:

When the City Council adopted the RAS Zones in 2002, their purpose was to promote mixed use
development in the city’s commercial zones, particularly in the commercial corridors which provide
the greatest access to transit. In their adoption of the RAS Zones, the City Council recognized that



the additional floor area and height allowed by the RAS zones are necessary to make such primarily
residential projects viable. However to protect the integrity of the Community Plans, the Council
limited the residential density permitted in the RAS 3 and RAS 4 Zones to correspond to the
residential densities permitted in the R3 and R4 Zones, respectively. Thus, they permitted RAS 3
and RAS 4 Zones in Plans that permit R4 and higher zoning but only permitted the RAS 3 Zone
(and not RAS 4) in Plans that previously had R3 as the highest zoning category.

In one particular plan, the Plan Footnote on a Neighborhood Commercial area states:
“Floor Area Ratio 1:1.”

In this specific situation it cannot be the intent of Council to allow a 3:1 FAR since they knowingly
restricted the property to a 1:1 FAR.

INTERPRETATION:

It is hereby interpreted that the RAS Zones can exceed 2 Community Plan Footnote when that
footnote is general in nature and generally refers to all parcels under that plan category. Where there
is a specific footnote that refers to (a) specific parcel(s) that is more restrictive, the RAS Zone would
not be permitted without a corresponding Plan Amendment.




































































































































Letter D

CHATTEN-BROWN & CARSTENS LLP

TELEPHONE: (310) 798-2400 2200 PACIFIC COAST HWY
FACSIMILE: (310} 798.2402 SUITE 318 E-MAIL:
HERMOSA BEACH, CALIFORNIA 90254 DPC@CBCEARTHLAW.COM

www.chcearthlaw.com

December 13, 2013 ECEIVED
CITY OF LOS ANGELES

By Federal Express

DEC 17 2013
Diana Kitching, Project Coordinator EVIRONMENTAL
City of Los Angeles, Department of City Planning UNIT
200 North Spring Street, Room 763
Los Angeles, CA 90012

Re: Comments on the Harvard-Westlake Parking Expansion Project Draft
Environmental Impact Report ENV-2013-0150-EIR, SCN-2013041033,
October 10, 2013

Dear Ms. Kitching:

On behalf of Save Coldwater Canyon! Inc. (“SCC”), we submif these comments
on the Draft Environmental Impact Report (“DEIR”) on the above-referenced project.
Although it has repeatedly claimed to have sufficient parking to support its entitlements,
the Harvard-Westlake School (“School”) proposes a massive parking structure project
(“the Project™) consisting of a three-story, 750-space parking garage topped by a football-
sized sports field that would be connected to the school by a private bridge crossing over
Coldwater Canyon Avenue, a designated scenic highway. The Project also includes an
athletic office, restrooms, and an equipment storage area, as well as lighting for the sports
fields. Finally, the Project would require the widening of Coldwater Canyon Avenue to
add new traffic lanes and additional operational changes to the road. Earth export would
be 135 times the amount permitted by the City’s Baseline Hillside Ordinance. Building
heights would triple City maximums.

The school is located in an area of Studio City and the Santa Monica Mountains
that is otherwise exclusively residential. Accordingly, the Project site is zoned not for
commercial or school use, but for very low density restdential use. The school operates
as a conditional use in recognition of the fact that it could have potential adverse impacts
on its surroundings. It does not operate by right within the zone. Two-thirds of the
Project site has been designated as desirable open space by the City of Los Angeles, and
the entire site sits adjacent to land controlled by the Santa Monica Mountains
Conservancy (“SMMC”) and Mountains Recreation and Conservation Authority
(“MRCA™). This hillside community is known for its scenic vistas, natural beauty,
wildlife, oak and woodland habitat, and quiet residential feel. By introducing a large
hillside parking structure, 41-foot-tall bridge, 39-foot-tall sports lights above a football
field that is already 45 feet above the ground (a total of 84 feet in height), and retaining
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walls up to 87 feet in height, the Project would forever alter the character and nature of
this treasured hillside community.

The DEIR contains numerous deficiencies that prevent the document from
complying with the California Environmental Quality Act (“CEQA™). The DEIR is
based on premises that are contradicted by evidence in the record, and it fails to address
the concerns Save Coldwater Canyon submitted during the scoping process. Specifically,
the DEIR fails to adequately consider the Project’s significant impacts on scenic vistas
and visual character, on traffic congestion (both during and after construction), on a rare
oak and walnut woodland, and on protected land owned by the MRCA. The DEIR also
fails to adequately evaluate light and noise pollution. For each of these impact areas, the
DEIR recognizes significant impacts will occur that will not be mitigated, but fails to
explore the significance of those impacts, develop a full range of effective mitigation
measures, or adequately analyze alternatives to avoid the impacts, as required by CEQA.

The Project is also inconsistent with the Sherman Oaks-Studio City-Toluca Lake-
Cahuenga Pass Community Plan (“Community Plan®), as well as with the Mulholland
Scenic Parkway Specific Plan, but the DEIR fails to recognize or mitigate these
significant impacts on land use. Without identification of those conflicts and fuller
analysis of possible methods for their mitigation, the DEIR fails to fulfill its function as
an informational document.

SCC is a neighborhood group dedicated to preserving and protecting the scenic
beauty, natural environment, health, safety and welfare of Coldwater Canyon and its
neighboring communities. The organization seeks to support the creation of a wildlife
corridor in the Santa Monica Mountains surrounding Coldwater Canyon, the preservation
of the Canyon’s open spaces, the reduction of traffic and pollution in the Canyon, and to
ensure the safety, quality of life and enjoyment of the Canyon’s hillside residents.

SCC’s members are particularly concerned that, even after mitigation, the
Project’s impacts will be significant enough that the character of the community and the
wildlife habitat will forever be destroyed. In order to comply with CEQA, SCC asks the
City to properly mitigate the Project’s significant impacts or develop an alternative that
avoids them. The Coldwater Open Space that would be impacted by the Project has
irreplaceable wilderness where wildlife flourishes in its natural habitat, despite its
proximity to an increasingly urbanized part of Southern California. This prized habitat
should not be compromised by air and light pollution, noise, and excavation of the
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hillside.

II.

Due to the length of this letter, we provide the following Table of Contents:

TABLE OF CONTENTS
Page No

The Project 18 UNNECESSAIY.....cc.cvtmverenrienenrerieccrrentsisesrsnessevaesssesssesesssesesesnesses 5
A, The School has Adequate Parking...........coccovveveeceriinnrinencennnnenrnie e 5
B.  The School is Estopped from Claiming a Need for Additional Parking ....... 6
C.  The DEIR Assumes a Need for a Second Football-Sized Field..................... 8
The DEIR Fails To Adequately Analyze and Mitigate The Adverse
Environmental Impacts of the Proposed Project as Required by CEQA................. 9
A. A Thorough Analysis of Impacts Is Required........cocovvrmmiicnininccnccccannnn, 10
B. The DEIR Must Consider and Adopt Reasonable Mitigation

Measures to Avoid Significant Impacts.........cccoverevervriireeiieceeeecreesenns 10
C. The EIR’s Analysis of Numerous Impacts and Mitigation

Measures i8S DefiCIENnt..........coevririirviieriiiiie et aenes 11

1. The Project Will Have Significant Visual and Aesthetic
Impacts by Replacing Natural Open Space and Woodlands
with a Massive Parking Garage, Lighted Athletic Field,
and a SKybridge.......cccoomiieieiinicirecr e 11
2. The Project Will Adversely Impact Biological Resources............... 18
a. The DEIR Falsely Claims That the Area is Urbanized......... 19
b. The Analysis of Biological Resources Fails to Fully

Consider the Project’s Impact on Displaced Wildlife........... 21
C. The DEIR Fails to Analyze and Mitigate the Impacts
of Removing Oak and Walnut Habitat...........ccccevevcrvivrennnenne 22

d. The DEIR Fails to Consider the Cumulative Effect
of Project-Related Habitat and Species Displacement.......... 25
€. The DEIR Fails to Analyze the Effect of the Project on
Conserved Lands Adjacent to the Project and on the

Wildlife Corridor......ooirveiicecrerieecevnieee s 25
f. Mitigation for Biological Resource Impacts is
INAadequate........cccoeiriereeenreerre et e sn e 25

3. The Project Will Have Significant Adverse Land Use Impacts......26
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a. The Project is Inconsistent with the City’s General
Plan and the Governing Community Plan..........cccoccevvueenenses 26
b. The DEIR Fails to Adequately Analyze the Project’s
Consistency with Surrounding Land Uses...........cocooivereenns 27
C. The DEIR’s Consistency Analysis Relies on Irrelevant
and Unsupported Conclusions about Traffic.........ccccoeueein, 28
d. The DEIR Fails to Adequately Analyze the Project’s
Consistency with Applicable Land Use Plans....................... 28

e. The DEIR’s Consistency Analysis Relies on the
Mistaken Claim that School Uses are Preferred for

the Area West of Coldwater Canyon Avenue....................... 29
f. The Project Would Adversely Impact Established

Neighborhoods........cccoiieriienierrice e e 29
g. The Project Violates City Code, Including the City’s

Hillside Ordinance............coveveeverrneenvenressnsienreenvesssesseseassens 30
The Project Will Have Significant Adverse Traffic Impacts........... 31
a. The DEIR’s Traffic Analysis Fails to Disclose or Analyze

Project-related Increases in Traffic.......cccoccvvvvvrrvenencnnnencnnn, 32
b. The DEIR’s Traffic Analysis Fails to Consider Impacts

on Neighborhood Traffic Patterns..........cccveevvveivireivesreeennens 32
c. The DEIR’s Traffic Analysis Undercounts Tr1ps and Fails

to Consider Necessary Road Closures or Flagging............... 33
d. The DEIR’s Conclusion that the Project will Improve

Traffic is Unsupported and Misleading..........ccocveeveverrvnnnnnne. 33
e. The DEIR Fails to Address Important Safety Impacts......... 34
The Project Will Have Significant Impacts on Air Quality............. 35
a. The Analysis of Air Quality During Construction

Depends on Erroneous Truck Counts.........ccvcvivineiininnnnens 35
b. The DEIR’s Analysis of Construction Impacts Fails to

Consider Sensitive ReCeptors........cocovvvrvreeiieeeennrinreveneneeens 35

c. The Proposed Mitigation Measures Will Not

Adequately Mitigate the Project’s Impacts on Air Quality...35
The Project Will Have Significant Impacts Related to Geology,
S0ils & HYAIOloZY...cvvivvciirieeceeerierieiicr et svteecee e sne e esne s 36
a. The DEIR’s Conclusions are Based Upon Inadequate

Reports and Investigations..........cccccvvevvrnverenenisiesrereesiennennne 37
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b.  The DEIR Does Not Analyze the Feasibility or Safety
Of the SKybridge........covvevieniiiiniitrerer e 38
c. Soil Wall Nails May Not Be Feasible...........ccovveeveniirenen. 38
d. Mitigation Measures for Geotechnical and Hydrological
Concerns are Inadequate...........ccccvnrevcninninnencnininnnen. 38
7. The Project Will Have Significant and Unmitigated Noise
TINPACES....c.veniiiinmivcriiese st eseeeassn e ste st s roe s s s sasenaessesnne s 40
a. The DEIR Fails to Analyze and Mitigate the Impact of
Construction Noise on Sensitive Receptors, Including
Churches and Neighborhood
ChildIen....cccvriciie ettt st sr e e senenas 40
b. The DEIR Fails to Fully Disclose and Analyze the
Project’s Operational Noise Impacts........ccoccoverceerenernennnn. 40
c. The DEIR Relies Upon an Inadequate Noise Study............. 41
III.  The DEIR Fails to Adequately Consider and Analyze Reasonable
Alternatives 10 the PToject......oo oot 42
A.  CEQA Requires Analysis of a Reasonable Range of Alternatives............. 42
B.  The DEIR Improperly Dismisses Viable Alternatives............cocvceeveerevrnnne. 44
1. Transportation Demand Management to Reduce the Need for
Parking........coooeeiiniinicectenr et er e e 44
2. Satellite Parking..........ccocvveveeenmeeeniieniinienesseereennesesies e eeens 45
3. Underground Parking..........cccocereevmermneeneneninecnesees s 46
C. The DEIR Fails to Even Consider Other Feasible Alternatives.................. 47
CONCIUSION. ....oiiiiiiiiieieeeee ittt rr et s e sen et eu b st et e sasesn e saassansasanasasans 47
I The Project is Unnecessary.

A. The School has Adequate Parking.

The Project is based upon the School’s unsupported assertion that it has
inadequate parking to accommodate its 869 students and its staff. In reality, the school
already provides at least 568 parking spaces in surface lots east of Coldwater Canyon
Avenue and an additional 40 spaces at St. Michael and All Angels Episcopal Church.
These lots regularly contain empty spaces. The School claims that parking must be
inadequate because students park in the neighborhood. This claim has not been
demonstrated. Footage of the area demonstrates few cars on neighborhood streets, even
when parking on Coldwater Canyon has been blocked by construction. In fact, neighbors
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have written letters and made statements in public hearings that there is no parking
problem. School-related parking rarely occurs in neighborhoods west of Coldwater
except during two major events each year, Homecoming and Graduation. Residents are
not bothered by the appearance of cars on these days and are happy to share in these
happy occasions. On the east side of Coldwater Canyon, parking restrictions limit
students’ ability to park. Even on streets without restrictions, ample parking is available
on school days. The traffic report commissioned by Harvard-Westlake failed to
conclusively document the neighborhood parking of even one car affiliated with Harvard-
Westlake. Even if one generously (and likely erroneously) concluded that the cars
“suspected” by the traffic report were Harvard-Westlake student cars, there were only 28
such cars spread throughout the neighborhood. Existing campus parking has adequate
space to accommodate these 28 vehicles. Even if this were not the case, 28 additional
cars could not justify a 750-car parking garage. Traffic engineer Tom Brohard agrees.
(See Tom Brohard & Associates Report, pp. 1-2, Attachment 1.)

Members of SCC have visited campus on regular school days and found numerous
empty spots on the campus and along neighboring streets, including those referenced in
the DEIR and traffic report. Even on event nights, such as football games, neighbors
documented many empty parking spaces on campus. Photographs of these parking lot
and street conditions are included in the report by Tom Brohard & Associates,
Attachment 1, Enclosures 5-7.

B. The School is Estopped from Claiming a Need for Additional Parking.

Since 1992, the School has repeatedly claimed to the City that it has substantially
more parking than is necessary or required by City Code. In fact, the School
commissioned a traffic and parking study by Crain & Associates that found that the 493
spaces existing at the time were “sufficient.” (Attachment 2, Crain 1992 report, at ii.)
The Crain report concluded that only “346 spaces would be required” by the City, 147
fewer parking spaces than existed on-campus at that time. (Crain Report at 9.) Based on
the excess parking, the Crain report found that the “current parking spaces provided on-
campus are expected to be sufficient to meet even the ‘worst case’ site utilization.”
(Crain at 10.) The 1992 survey further showed that the “site currently provides adequate
parking and has surplus parking at all time periods.” (Crain, at 15). Using this study, the
School’s lawyers argued to the city planning department that the School only needs 280
parking spots on campus during normal operations and only 346 spaces when athletic
events were taking place at all venues. Thus, the then existing parking spaces on campus
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“far exceeds applicable parking requirements.” (Attachment 3, John Funk Letter, Feb.
16, 1994 at 3.)

Since 1994, the School has continued to expand and build on its campus. In each
conditional use and building permit application over the last twenty years , the school
claimed it did not need more parking. Now that the School seeks to expand its facilities
across Coldwater Canyon Avenue, it claims it is woefully short on parking. The School
will only become short of parking if it demolishes the parking lots that currently exist on
campus, perhaps to replace them with new facilities. If this is the case, the School would
be improperly segmenting environmental review of the new facilities from the
environmental review of the parking for those facilities. As the Project would provide
the School with at least 1,126 parking spaces for events (Traffic Report, Appendix
G.4.2), far more than have ever been needed for special events, it is conceivable that the
School anticipates additional development but has not disclosed those plans as part of this
review process. Such a situation would violate CEQA. The lead agency must consider
the whole of an action, not simply its constituent parts, when determining whether it will
have a significant environmental effect. (Citizens Association for Sensible Development
of Bishop Area v. County of Inyo (1985) 172 Cal.App.3d 151, CEQA Guidelines §
15003(h).)

Moreover, although the School has demonstrated that additional parking is not
needed, any increase in parking demand likely stems from the School’s decreased
incentives to carpool and an increase in enrollment since 1992, Local resident Bruce
Lurie, a principal in the law firm Lurie, Zepeda, Schmalz & Hogan, has prepared an
analysis of the School’s CUP requirements and how those requirements have been
violated. (Lurie, “Analysis and Report of Violations by Harvard-Westlake School of
Enrollment, Faculty and Staff Limitations Imposed by the City of Los Angeles
Enrollment Violations Legally Prohibit Entitlement for Parking Garage Proposal,
December 2013, submitted separately to the City and incorporated by reference.) Given
that numerous conditional use permits (“CUPs”) issued to the School limit enrollment,
the School’s current enrollment and current parking demand violate its CUPs. If the
School’s parking demand has occurred due to violations of the CUP, the parking demand
must be discounted. Instead of building a massive parking garage, the School must
reduce its enrollment to comply with the prior CUPs. The School’s history of non-
compliance with existing commitments is a relevant guide to assessing future compliance
with CEQA. (Laurel Heights Improvement Ass'n v. Regents of the University of

California (1988) 47 Cal. 3d 376, 420 [“Because an EIR cannot be meaningfully
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considered in a vacuum devoid of reality, a project proponent’s prior environmental
record is properly a subject of close consideration in determining the sufficiency of the
proponent’s promises in an EIR”].)

C. The DEIR Assumes a Need for a Second Football-Sized Field.

The DEIR assumes an unsupported need for Harvard-Westlake to construct a
second football field and relies upon that alleged need to improperly reject alternatives
that do not provide a football field. By this absurd logic there would need to be onsite
facilities for all of the sports teams. All sports facilities need not be and cannot be on a
single campus, especially one that operates as a privilege in a residential community to
which it must conform. The baseball team, for example, would still be bused to practices
after this project. Nor have any of the teams suffered from such busing — which is typical
for most schools. The baseball team recently won the 2013 state championship. Even
UCLA plays its games at the Rose Bowl miles away from its campus. The School
already rents out its current field, suggesting that the current field is not fully exploited by
its own students. Few, if any, local schools have two football fields. Although Oaks
Christian School appears to have two football fields, it is located in a commercial area,
not a quiet residential neighborhood.

In any case, a project applicant may not hide behind unjustified desires to
circumvent meaningful environmental review. Since the DEIR fails to justify the need
for a second football field, the rejection of alternatives that do not include additional
sports fields lacks substantial evidence.

Notably, the lead agency must exercise its independent judgment on project
objectives, and must not uncritically accept the applicant’s objectives. (Public Resources
Code § 21082.1 (c)(1); Uphold Our Heritage v. Town of Woodside (2007) 147
Cal.App.4th 587; Preservation Action Council v. City of San Jose (2006) 141
Cal.App.4th 1336, 1352; Save Round Valley Alliance v. County of Inyo (2007) 157
Cal.App.4th 1437, 1460.) In addition, use of unduly narrow project objectives violates
CEQA (In Re Bay Delta Coordinated Environmental Impact Report Proceedings (2008)
43 Cal. 4th 1143, 1166 [“a lead agency may not give a project’s purpose an artificially
narrow definition™].)

As is demonstrated below, the Project will have significant and unavoidable

environmental impacts. Thus, to approve this Project, the City will have to prepare a
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statement of overriding considerations that gives reasons, supported by substantial
evidence, why the Project’s benefits will outweigh its adverse impacts. However, facts
do not support the School’s purported need for either a parking structure or a new sports
field. And even if these structures do benefit Harvard-Westlake, there 1s no factual
support for a claim that improvements to this elite private school will benefit the public.
On the contrary, the Project would benefit private recipients at the expense of the public.
The alleged benefits of the proposed traffic improvements could be implemented without
incurring the significant adverse impacts of constructing the parking structure. Since the
City will not be able to support a statement of overriding considerations, the Project
should not be approved unless it is significantly revised and the parking structure and
bridge are eliminated.

IL The DEIR Fails To Adequately Analyze and Mitigate The Adverse
Environmental Impacts of the Proposed Project as Required by CEQA.

The DEIR is inadequate because it fails to fully analyze the Project’s
environmental impacts, propose sufficient mitigation for those impacts, or analyze
alternatives that would avoid those impacts. The requirement for an EIR under CEQA
serves the dual purpose of enabling a reviewing agency to make an informed decision and
making the decisionmakers’ reasoning accessible to the public, thereby protecting
informed self-government. (Kings County Farm Bureau v. City of Hanford (1990) 221
Cal.App.3d 692, 670.) Preparation of an EIR for the Project may facilitate better
decision-making and properly involve the public only if the EIR provides a meaningful
analysis of impacts, alternatives, and mitigation measures. The DEIR should be an
environmental full-disclosure document. As the California Supreme Court has said:

CEQA compels an interactive process of assessment of environmental
impacts and responsive project modification which must be genuine. It
must be open to the public, premised upon a full and meaningful disclosure
of the scope, purposes, and effect of a consistently described project, with
flexibility to respond to unforeseen insights that emerge from the process.

(Concerned Citizens of Costa Mesa v. 32nd District Agricultural Association

(1986) 42 Cal.3d 929, 936, emphasis added.)
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A. A Thorough Analysis of Impacts Is Required.

CEQA Guidelines section 15126. 2 subdivision {b) requires an EIR to describe a
Project’s potentially significant impacts, including those which can be mitigated but not
reduced to a level of insignificance. Where there are impacts that cannot be alleviated
without imposing an alternative design, the EIR must describe their implications and the
reasons why the project is being proposed, notwithstanding its impacts. CEQA also
provides that an EIR must not merely identify the impacts; it must describe their severity.
As stated in Santiago County Water Dist. v. County of Orange, (1981) 118 Cal. App. 3d
818, 831:

What is needed is information about kow adverse the adverse impact will

be. An EIR should be prepared with a sufficient degree of analysis to

provide decision makers with information which enables them to make a

decision which intelligently takes account of environmental consequences.

(Guidelines, Section 15150.)

(Id. at 831, emphasis added.) This DEIR fails to meet that mandate.

B. The DEIR Must Consider and Adopt Reasonable Mitigation Measures
to Avoid Significant Impacts.

CEQA requires every EIR to contain a complete discussion of potential mitigation
measures available to avoid or reduce adverse environmental effects (Pub. Resources
Code section 21000(b)(3); Guidelines Section 15126{(c)) because one of the basic
purposes of an EIR is to indicate the manner in which significant effects can be mitigated
or avoided. (Pub. Resources Code section 21002.1(a).) Mitigation measures must be
concrete and enforceable through a mitigation monitoring plan. (Pub. Resources Code
Section 21081.6(b); Lincoln Place Tenants Ass’'n v. City of Los Angeles (2007) 155 Cal.
App. 4" 425, 445.) Before it may approve a project that will have significant impacts on
the environment, a public agency must determine that all proposed mitigation measures
and/or project alternatives capable of substantially reducing environmental impacts have
either been incorporated into the project or that the proposed mitigation measures or
alternatives are infeasible. (Pub. Resources Code section 21081(a); Sierra Club v. Gilroy
City Council (1990) 222 Cal.App.3d 30.) To be considered infeasible, it must be
demonstrated that an alternative or mitigation measure is more than just more costly.
“What is required is evidence that the additional costs or lost profitability are sufficiently

severe as to render it impractical to proceed with the project.” (Citizens of Goleta Valley,
supra, 197 Cal.App.3d 1167, 1181.)
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As discussed below, the Project fails to mitigate its extensive adverse impacts on
aesthetics, biological resources, land use, noise, traffic, air quality and the safety of the
hillside neighborhood during seismic activity and storms.

C. The DEIR’s Analysis of Numerouns Impacts and Mitigation Measures is

Deficient.

SCC members and their consultants have identified many serious problems with
the Project and its DEIR. In addition to these comments, SCC’s consultants are
submitting letters and analyses of the DEIR that lay out, in greater detail, the DEIRs
deficiencies with regard to its analysis of air quality, traffic, cumulative impacts, land
use, biological resources, hydrology, geology and soils, and other areas. SCC requests
that each of these comments receive a reasoned, good faith response, as required by
CEQA, so that important issues will not be “swept under the rug.” (People v. County of
Kern (1974) 39 Cal.App.3d 830, 841.) Without detracting from the need for the City to
fully respond to those comments, we wish to emphasize certain particular points set forth
below.

The Project’s sensitive location is critical to the analysis of its environmental
impacts. The significance of a Project’s impacts varies with its setting. (CEQA
Guidelines section 15125( c).) The Project is proposed entirely within a hillside
community, that is zoned for “very low” and “minimum” density residential use, and is

proposed for designated desirable open space adjacent to MRCA protected open space.

1. The Project Will Have Significant Visual and Aesthetic Impacts
by Replacing Natural Open Space and Woodlands with a
Massive Parking Garage, Lighted Athletic Fields, and a
Skybridge.

CEQA establishes that any substantial, negative aesthetic effect of a Project is a
significant environmental impact for CEQA purposes. (Quail Botanical Gardens
Foundation, Inc. v. City of Encinitas (1994) 29 Cal.App.4th 1597, 1604.) Thus, any
substantial, negative effect of a project on a view could constitute a significant
environmental impact under CEQA and require the incorporation of all feasible
mitigation. (/bid.)
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One of the most significant adverse impacts of the proposed Project is the
placement of a massive three-story, 750-car parking garage with a lighted, football-sized
athletic field atop on designated desirable open space in the Santa Monica Mountains. As
noted before, the project site is adjacent to Santa Monica Mountains Conservancy land in
an area that is exclusively residential and open space. The site is environmentally
sensitive, composed of protected oak and walnut woodlands. (DEIR, p. 3.3-1, 3.3-2)

The Project would require the removal of 129 protected oak and walnut trees, to
be replaced by a 44-foot-tall excavated parking garage protected by retaining walls up to
87-feet high. In addition to the football-sized sports field, the parking garage would be
topped by a 32-foot-tall mesh fence to catch balls, a 2,600 square foot athletic office and
equipment room, and 39-foot-tall sports lights. These lights would stand 84 feet above
Coldwater Canyon Avenue. The parking and sports complex would connect to the
Harvard-Westlake campus by way of a covered skybridge located 41 feet above street
level at its center. The complex will be lit at night, providing a new source of nighttime
glare. Together, the development would urbanize an otherwise rural-feeling area of the
Santa Monica Mountains. The DEIR’s conclusion that the Project would not have
significant impacts to aesthetics is unsupportable and requires revision in the Final EIR.

On the contrary, the Project will dramatically alter the existing topography and
forever alter canyon views for residents, worshippers at the nearby religious facilities,
and motorists. (DEIR, p.3.1-2) By substantially altering hillside character, the Project
would “substantially degrade the existing visual character or quality” of the Development
Areas. Thus, the Project’s impact on the visual character and quality of the Project site
should have been considered “significant” According to the standards of significance set
forth in the DEIR. (DEIR, p. 3.1-19.) In fact, the DEIR observes that the massive
parking structure, field and bridge “could obstruct focal or panoramic views.” (DEIR
3.1-14.)

The replacement of natural habitat and vistas with a man-made massive parking
garage, field with netting, light poles and a bridge over the scenic highway is not a matter
of aesthetic taste that may be subjective. The obstruction of scenic views and natural
vistas is a per se aesthetic violation and cannot be dismissed as merely “subjective” in
nature. As the DEIR points out, the City is required to protect “scenic views or vistas
[with] public view access to natural features, including views of . . . striking or unusual
natural terrain, or unique urban or historic features.” (DEIR 3.1-14) Coldwater Canyon
is a designated scenic highway (DEIR 3.1-14) because of its unique views of the Santa
Monica Mountains, open space and a protected oak and walnut woodland. Impacts to
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. L . . D-15F
these views are significant and should have been characterized as such in the DEIR. cont'd

Not only is such a destruction of scenic vistas and residential views a per se
significant impact, but the DEIR ignores scoping comments addressing the Project’s
significant negative and unmitigable impacts on the visual character of the project site
and hillside community in which it is nestled. Most notably, the Santa Monica
Mountains Conservancy, an independent state agency, concluded that the “visual
impacts™ of this project, including the skybridge, parking garage and athletic field, were
substantial and unavoidable impacts of this proposal. (SMMC September 23, 2013
Letter, Attachment 4). A letter from the Federation of Hillside and Canyon Associations
Inc. (Federation) further demonstrates the overwhelming consensus that the Project
would have significant and unmitigable visual impacts. The Federation represents 41
homeowner and resident associations spanning the Santa Monica Mountains, from D-15G
Pacific Palisades to Mt. Washington, and represents over 200,000 constituents. After
reviewing the plans for this Project, the Federation concluded that the parking garage,
field and skybridge are “grossly out of character with the natural hillside environment.”
(Federation Letter of Aug. 16, 2013, Attachment 5). The Federation concluded that this
project on a scenic highway and designated open space would “urbaniz[e] one of the
Santa Monica Mountains® great and historically significant canyon roads [and]| have a
devastating impact on this historic section of the Santa Monica Mountains[.]” (Id.) The
Studio City Residents Association unanimously voted to oppose this project on the basis
of its incongruity with the area of Studio City both in terms of aesthetics and land use,

The DEIR concedes that this project will urbanize an area that is currently not
urbanized or developed, but suggests that these might be welcome changes to the
character of this hillside community. To deflect the unmitigable conclusion that this
would be a significant impact, the DEIR focuses on the previous development of part of
the site, While two small residences once sat on the many acre site, they have been
removed. The majority of the site is composed of oak and walnut woodland. The DEIR
concedes that on this supposedly disturbed land, there are hundreds of protected oak and
walnut trees. Photographs of the site submitted separately by local residents reveal that | D-15H
the vast majority of the space is wooded and minimally disturbed. (See DEIR Comment
of Kathryn Donohew) Moreover, the visual impact of a minimal residential disturbance -
that is in character with the surrounding community — does not in any way address the
profound harm to the visual character of the hillside and neighborhood of a massive
three-story parking garage with a football-sized field, bridge, and lighting towers. While
the Project may not be out of place at LAX or in a shopping mall, it is a drastic change to
a residential neighborhood and to land designated as desirable open space.
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The DEIR accurately concludes that the “Parking structure and pedestrian bridge
would be prominent in views of motorists on Coldwater Canyon Avenue (a designated
Scenic Highway)”(DEIR, p. 3.1-26), yet inexplicably reverses its position a few
sentences later — “The Project would not block any scenic views for motorists.” (DEIR, p.
3.1-26). The DEIR also concludes that the numerous residences on the east side of
Coldwater Canyon and at least six homes on the west side would experience negative
impacts to their views. (DEIR, p. 3.1-26).

Letiers from numerous neighborhood residents submitted in response to the Notice
of Preparation of the EIR (DEIR Appendix A.1) demonstrate the community consensus
that this Project would be wholly inconsistent with the prevailing aesthetic standards of
the area. Ms. Sonia Choi Johns wrote that “Aesthetically the value of Studio City comes
from the charm of its natural surroundings{.]” She notes that “no matter how much care
you invest in the design of a parking lot it will never look better than a natural hillside[.]”
Mr, Nate Mendell commented that the project would be an “unattractive eyesore. Our
neighborhood currently has a view of the undeveloped West hillside of the Canyon. The
structure would see an end to that.” Ms. Shirley Engel noted that the Project would be
completely out of character with the area “composed of single family homes™ with no tall
buildings, street lights or sidewalks that leads to a “special ambience.” Mr. Karl Gerber
wrote that the “land is a beautiful canyon” and not the urbanized environment of
downtown or Century City where one usually finds such massive bridges over public
roadways. Mr. Tom Holland commented that instead of looking out on the beautiful
hillside and the animals of “Nicholson Ridge,” he will see the playing field and the lights.
Mr. Alex Izbicki wrote that “[a] large parking garage would negatively impact the natural
surroundings [and] is completely out of character with its surroundings.” With regard to
acsthetics, he asks the trenchant question: “How can you match nature’s beauty with man
made construction?”

Worshippers at St. Michael and All Angels Episcopal Church, located across the
street from the Project site, share these aesthetic sentiments. Mr. Peter Juzwiak described
the project as “aesthetically a blight on a beautiful California Canyon.” Ms. Rae Markus
comments that she has “always particularly enjoyed the beauty of the local canyons” both
while attending church and commuting over Coldwater Canyon. The scenic beauty of
Coldwater Canyon makes her commutes “more tolerable and even enjoyable.” She is
“appalled at the prospect of having a huge structure . . . desecrating { Coldwater
Canyon’s] natural beauty.”
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Instead of looking at a beautiful hillside and the wildlife that currently resides
there, residents, worshippers, preschoolers and motorists will all look at a parking garage
field, netting, light towers and a bridge. It is indefensible to argue, as the DEIR does, tha
it is simply a matter of personal taste whether one finds more pleasing the view of a
parking garage with lighting towers and netting on top and a skybridge or a natural
hillside. Moreover, this approach to evaluating the harm to the visual character of
communities completely eviscerates the consideration of aesthetics under CEQA.

The DEIR tellingly and erroneously states that the “west side of Coldwater
Canyon is already developed with the Harvard Westlake Campus” (DEIR, p. 3.1-26).
This is incorrect. The Harvard-Westlake Campus is located on the east side of Coldwatey
Canyon. No school facilities exist on the west side of Coldwater Canyon. The map
submitted by the School as part of the Initial Study demonstrates this, distinguishing its
campus on the east side of Coldwater Canyon from other residential properties owned by
the school on the east side of Coldwater Canyon. There are no non-residential structures
located west of Coldwater South of Dickens St. This project would urbanize a non-

urbanized site.

The DEIR notes that the “addition of a pedestrian bridge over a designated
Secondary Scenic Highway is potentially significant without mitigation” (DEIR, p. 3.12-
25), then tries to claim that the private skybridge from the parking lot to the school
“could be viewed as a gateway to/from Studio City.” (DEIR, p. 26) This absurd
statement comes directly from the School’s brochures touting the Project and
demonstrates a lack of independent City judgment on the Project.

The DEIR also concludes, without support, that the parking structure, field, lights
and bridge will not be visible from anywhere within the Mulholland Scenic Parkway
Specific Plan. The development sits only 185 feet from the outer corridor of the Plan,
The conclusion that the Project will not affect views from within the Scenic Parkway is
based on an evaluation of views from the ridge of Mulholland Drive and fails to consider
any portion of residences that face north and that are situated within the Scenic Parkway.
The City must further investigate whether views from these houses and backyards will be
impacted, particularly at night when the field lights would produce glare and glow. The
DEIR must also consider the impact on views from trails in the Santa Monica Mountains.
(Ocean View Estates Homeowners Assn v. Montecito Water District (2004) 116
Cal. App.4th 396, 400.)

In addition to the loss of scenic vistas and views of natural woodland, the visual
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impact of night lighting on the field, bridge and parking garage will cause significant
impacts. The DEIR notes that the Project site is currently dark at night (DEIR, p 3.1-17.)
The replacement of this dark open space with lights will disrupt views, alter the visual
character of the neighborhood and prevent enjoyment of stars and views of the night sky.
The “[1]ighting of the athletic field would be prominent in views of the site as seen from
residential uses to the east.” (DEIR, p. 3.1-27) The lights would also alter views from
the north, south and west. (DEIR, p. 3.1-30). There would also be some nightglow
“visible from the adjacent Coldwater Canyon Open Space and Scenic Corridor.” (DEIR,
p. 3.1-30). Motorists’ nighttime views of the scenic highway would also be disrupted by
the lights on the bridge, parking structure and field. (DEIR, p. 3.1-30). The DEIR
concludes that the “impacts to light and glare are considered potentially significant
without mitigation.”

The DEIR, however, then inconsistently concludes that mitigation measures would
somehow ameliorate the harm of replacing views of stars and the beautiful hillside with
views of a parking lot, field lights, and a bridge. This conclusion lacks support. The
DEIR acknowledges that, even afier mitigation measures, the lit-up field would affect
views and light up backyards and be “annoying to some residents.” (DEIR, p. 3.1-33.)
The destruction of nighttime views, the fundamental alteration of a site and the creation
of a nuisance cannot be dismissed as merely annoying and therefore not a significant
impact. Instead, the admission that the light, glare and glow from the lights could not be
mitigated demonstrates a significant impact that must be mitigated under CEQA.

Moreover, the proposed mitigation measures to reduce nighttime glare rely on
technology that has been shown not to work on the School’s current football field. The
school’s history of CUP violations also suggests that the hillside communities cannot rely
on the proposed limits on hours of operation. Despite being on notice of violations of the
current CUP for Harvard-Westlake’s Ted Slavin field, the City has taken no steps to
investigate these violations. These violations should have been disclosed in the DEIR as
part of a “thorough investigation” of the Project and its potential impacts. (CEQA
Guidelines section 15145.)

The DEIR has also incorrectly concluded that the Project’s lights will not disturb
residents or motorists. Lights from Ted Slavin Field currently light up backyards and
shine into residences on Van Noord Avenue, Galewood Street, and Blairwood Avenue,
Numerous residences on the East side of Coldwater Canyon to the north, such as those on
Alcove and Halkirk are also affected. These lights also cause skyglow, which interferes
with stargazing, one of the virtues of living in this hillside community adjacent to open
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space. Although the lights at Slavin Field were installed pursuant to a 2006 CUP, few
residents were warned about the impacts. Comment letters submitted to the City in
response to the NOP (DEIR Appendix A.1) chronicle the detrimental impacts of the
existing field lights. Sarah Boyd, a Van Noord resident, describes “enormous light spill
into the neighborhood” from the current field. Mr. Jeffrey Jacobs noted that the lights
from the field are seen in the neighborhood well after the 8 p.m. cut-off time on days
when this is not permitted. Ms. Shirley Engel notes that the lights from the current field
“disturb the residents.” SCC has submitted to the City a DVD of videos, photographs,
and declarations from residents demonstrating the existing lighting spillage from Ted
Slavin Field. Personal observations can constitute substantial evidence of environmental
impacts. (Mejia v. City of Los Angeles (2005) 130 Cal.App.4™ 322, 339.)

The claim that similar lighting technology as is used on Ted Slavin field will
mitigate the harm from the lights is therefore not credible. Rather, it demonstrates the
exact opposite conclusion. Accordingly, the DEIR should have concluded that the
lighting proposed for the athletic field atop the Project will also negatively and
significantly impact the surrounding residences.

Additionally, the DEIR’s lighting study, which improperly concluded that the
Project’s impacts will be fully mitigated, fails to provide substantial evidence to support
the conclusion that the Project’s impacts will not be significant after mitigation.
Substantial “evidence includes fact, a reasonable assumption predicated upon fact, or
expert opinion supported by fact.” (Public Resources Code section 21080(e)(1).)
“Substantial evidence is not argument, speculation, unsubstantiated opinion or narrative,”
or “evidence that is clearly inaccurate or erroneous.” (Public Resources Code section
21080(e)(2).) First, the study concludes that the mitigation measures used for Ted Slavin
Field are adequate, when these measures fail to prevent lightspill. Second, the study was
conducted on a summer evening and night during atypical lighting conditions, in which
the sun set late and a full moon likely obscured the brightness of the existing field lights
and stars. In order to provide substantial evidence for the DEIR’s conclusions that the
Project’s lights would not have significant impacts on a typical night, the lighting study
must be conducted at night (not dusk), on cloudy nights, and on nights with a new moon.

Other mitigation measures proposed to alleviate the Project’s aesthetic impacts
may worsen the visual impact of the project. Mitigation Measure MM-AES-9, for
example, proposes an eight-foot-tall cable retention system with a green chain link fence
on top to screen glare from the field. Instead of looking at a beautiful woodland,
residents, motorists and worshippers will be forced to gaze upon a chain-link fence. This
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measure fails to mitigate the catastrophic and permanent alteration of the hillside and
designated scenic landscape.

The Project’s significant impacts must be mitigated or an alternative chosen
which avoids these impacts. The Supreme Court has noted that alternatives are a
form of mitigation and serve the same function: “we note that alternatives and
mitigation measures have the same function--- diminishing or avoiding adverse
environmental effects. The chief goal of CEQA is mitigation or avoidance of
environmental harm.” (Laurel Heights I, supra, 6 Cal.4™ at 403.) The City may
not simply accept the Project’s significant visual impacts when mitigation of the

impacts and altemnatives to the Project, including several that would avoid
construction of the garage, are feasible,

2, The Project Will Adversely Impact Biological Resources.

The Project site is a protected California Walnut Woodland and Southern Coast
Live Oak Riparian Forest that has been designated by the City as desirable open space.
The site 1s also adjacent to land controlled by the MRCA for conservation and recreation
purposes. The DEIR observes that urban forests are important to reduce warming and
storm runoff, (DEIR, p. 3.3-14). The DEIR also acknowledges that the Project site
provides habitat for species of animals and plants that are of special concern and
threatened in California. The site is also located within the Santa Monica Mountains
wildlife corridor, For this reason, the DEIR acknowledges that the Project will
detrimentally impact the MRCA land it borders (DEIR, p. 3.3-18); will damage the oak
forest and walnut woodland (DEIR 3.3-20); and will harm reptiles and nesting birds.

Yet, after conceding that the Project will do extensive harm to biological resources
on and near the Project site, the DEIR concludes that mitigation measures would reduce
the Project’s environmental damages to a less than significant level. This conclusion is
flawed. First, the DEIR understates the scope of the Project’s biological resources
impacts, largely based on false claims of urbanization and disturbance, and
undercounting of the wildlife present on site. Second, the mitigation measures proposed
cannot adequately address these harms.

In addition to the concerns raised in this letter below, Save Coldwater Canyon
incorporates the comments submitted by experts Travis Longcore and Catherine Rich,
Attachment 6. Save Coldwater Canyon requests that the City carefully consider the
expert analysis and recommendations of Longcore and Rich, and that it respond to each

D-21

D-22

D-23

D-24


Wendy
Line

Wendy
Line

Wendy
Line

Wendy
Line

Wendy
Typewritten Text
D-21

Wendy
Typewritten Text
D-22

Wendy
Typewritten Text
D-23

Wendy
Typewritten Text
D-24

Wendy
Typewritten Text

Wendy
Typewritten Text


December 13, 2013
Diana Kitching
Page 19

of their contentions in the Final EIR.

In summary, the analysis by Longcore and Rich makes the following findings: (1)
the proposed project would result in the destruction of a significant area of California
Walnut Woodland for which no mitigation is proposed; (2) the number of species on site
was grossly undercounted; (3) the tree planting program proposed with 516 replacement
trees cannot be fit in the area planned where only approximately 55 trees would fit and
would decrease the value of existing habitat for wildlife; (4) the findings necessary to
permit removal of 129 protected trees, i.e., that those trees impede the “reasonable
development” of the property, cannot be made because the property could be developed
within the existing zoning; (5) the proposed project would require numerous exceptions
in terms of height, access, and setbacks that make it inconsistent with the character of the
community and existing City Municipal Code; and (6) the project would introduce
another significant source of light and noise pollution into a low density residential
community. Thus, the DEIR is technically and legally deficient in identifying these
impacts and does not propose mitigation measures that could reduce these impacts to a
less than significant level.

a. The DEIR Falsely Claims That the Area is Urbanized.

The DEIR repeatedly and erroneously refers to the property as surrounded on three
sides by “urbanized” land. In fact, the area is designated as desirable open space and is
bounded exclusively by residences and open hillside to the north and south, by the
Mountains Recreation and Conservation Authority open space to the west, and by a
designated scenic highway to the east. Residences in the area are located on large lots
with ample flora, fauna and woodland. Residents cite the natural landscape, conservancy
land and frequent visits from wildlife as the reason they moved to the area. The area is
not urbanized. The DEIR’s false characterization is illustrated by comparing the current
scenic hillside community with what it would become if the Project is built, with a
proposed parking garage, athletic field with lighting towers and a sky bridge over the
scenic canyon road. This, as the Hillside Federation has stated, would be “nothing less
than the urbanization of one of the Santa Monica Mountains’ great and historically
significant canyon roads.” (Attachment 5, Hillside Federation Letter.)

In support of its mischaracterization of the Project site as urbanized, the DEIR
contains photographs that depict the site as disturbed, when much of the site is lush and
forested.
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The DEIR claims that the Project site’s habitat and designated desirable open
space is “disturbed.” (DEIR, p. 3.3-3.) However, the DEIR overstates the degree of
disturbance and fails to recognize that even if open space is not “pristine”, it is still
protected and capable of supporting wildlife and habitat. Projects on even disturbed sites
must evaluate their environmental impacts on habitat and surrounding areas. The Project
site is composed of four parcels of land, two of which are entirely undisturbed. The two
“disturbed” parcels once had two small residences until Harvard- Westlake removed them
in 2011, likely in anticipation of this Project. Despite their “disturbed” nature, the
biological report concedes that these parcels contain hundreds of native, protected oak
and walnut trees. The soil, food supply, and wildlife are consistent with the parcels’
status as protected California Walnut Woodland and Southern Coast Live Oak Riparian
Forest. In contrast to the biological resources analysis, the DEIR’s geology section
describes the site as “heavily vegetated” outside the two small graded areas where the
residences once stood and covered with “grasses, chaparral, and trees.” (DEIR, p. 3.5-3.)
It is irrelevant that nonnative plants or remnant landscaping remains. Moreover, the
DEIR’s biological resources report expects animals to use the entire project site. It
provides no evidence whatsoever that animals avoid the “disturbed” area of former
residences. (Biotech report, p. 8.) On the contrary, the DEIR observes the importance of
this habitat for “land vertebrate species diversity” and concedes that it is part of the
wildlife corridor in the Santa Monica Mountains. (DEIR, pp. 3.3-8, 3.3-9.) Thus, any
conclusions based on the area’s alleged urbanization are unsupportable.

Moreover, the “disturbed” nature of the Project site is due to the recent actions of
the applicant itself. The two preexisting homes were demolished in 2011, and since that
time, the School has offered use of the site to DWP for vehicle and equipment parking.
These actions knowingly increased the site’s disturbance and cannot be used to alter the
CEQA baseline for analysis of the site’s value to wildlife.

Additionally, the DEIR’s biological resources analysis must be repeated because it
was conducted during DWP construction adjacent to the Project site. Such construction
likely disturbed and displaced wildlife that would have otherwise been present for the
surveys. This likely led to an underreporting of species that use the Project site. The
DEIR also failed to employ standard practices for counting wildlife on the site. (See
Longcore & Rich, Attachment 6.)
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b. The Analysis of Biological Resources Fails to Fully
Consider the Project’s Impact on Displaced Wildlife.

In addition to hundreds of other animals and native plants that inhabit the Project
site, the DEIR and supporting biological report document numerous sensitive species
present or very likely present, The DEIR acknowledges that the Project will likely
destroy not only the hundreds of protected trees on the property, but it will also destroy
native flora, including the sensitive species Plummer Mariposa Lily (DEIR, Table 3.3-2).
The site may also host a number of reptiles that are designated as species of special
concern under both the federal and state Endangered Species Acts, including the Coastal
Western Whiptail and Silvery Legless Lizard. Numerous special status birds live onsite,
inchuding the Rufous Hummingbird, Nuttal Woodpecker and Oak Titmouse. The
Cooper’s Hawk and White-Throated Swift also likely visit the site.

The DEIR recognizes that wildlife will be disturbed both by the construction or
“eliminated,” i.e. killed, but concludes that this will not be significant., (DEIR, p 3.3-19)
To the contrary, this loss is significant. Evidence suggests that these displaced animals
and reduced communities will have lower survival rates. (DEIR, p. 3.3.-19). The loss of
this important oak and walnut woodland will limit an already scarce nesting resource for
local birds. As native plants and animals are removed, they will be replaced and
displaced by invasive species that accompany development, on both the Project site and
on the adjacent MRCA conservation land. (DEIR, pp. 3.3-19, 20.)

The Santa Monica Mountains Conservancy, an independent State Agency that has
helped preserve over 69,000 acres of parkland and has improved more than 114 public
recreational facilities in Southern California, reviewed the Project and concluded that the
“loss (including temporary and indirect impacts) of an acre of oak-walnut woodland
connected to core habitat in the eastern Santa Monica Mountains is an unavoidable
significant adverse biological impact.” (SMMC letter, September 23, 2013 Attachment
4.) The SMMC concluded that the Project is massive and destructive, and without
precedent over the last 28 years. “The direct, and long-term in direct [sic], adverse
biological impacts of the structure would extend many feet beyond the back retaining
walls that define its structural footprint. [T]he subsurface hydrological regime that
sustains the surrounding woodland would suffer difficult-to-assess, adverse biological
impacts that could take years to be noticeable.” The DEIR completely failed to address
the SMMC’s warning that the “remoteness value of surrounding habitat on both MRCA
land and school [-owned] land for human-intolerant mammal and bird species would
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permanently decline” as a result of this project “The ripple effect of habitat degradation
impacts would pulse outwards from the proposed structure. . . . The result would be a
multi-acre disturbance zone at the northern end of a large habitat block that is accessible
to every animal species that inhabits the Santa Monica Mountains east of the 405
freeway.” (Ibid.) The City’s failure to consider the expert conclusion of this independent
and well-respected state agency must be remedied prior to the release of the final EIR,

The DEIR assumes that there will not be a significant impact to the birds,
including the Cooper’s Hawk, because a portion of the Project site will remain
undeveloped. Yet, the DEIR admits that habitat on the development site will be
destroyed, although it fails to disclose that birds will flee during the 25-month
construction period and may be less likely to return due to the ongoing vibrations, noise,
lights and a diminished, degraded habitat that will remain after construction. The DEIR
makes the incredible conclusion that impacts to other bird species will be mitigated
because construction will scare them away before they can be killed. (DEIR p. 3.3-19.)
The DEIR further suggests the loss of onsite nesting habitat will not be a significant
impact because birds can look elsewhere for nesting grounds. As the DEIR concedes,
however, this displacement likely increases the mortality of the birds by increasing
population stress in an area with already limited habitat.

The DEIR also fails to consider the Project’s effects on bats, despite identifying
numerous bats in this location. The California Department of Fish and Wildlife’s
comments expressed concern about bat species, all of which are at risk with diminished
habitats and urbanization. The loss of bat habitat on the Project site or additional stress to
bat populations could be especially devastating in the face of white nose syndrome,
which has wiped out even healthy bat populations nationwide.

The DEIR further fails to recognize the quality of life impacts of reduced
biodiversity in the Santa Monica Mountains. Residents and visitors to the community
enjoy the splendor of native birds, butterflies, bats, owls, deer, rabbits and other animals
in their backyards and during neighborhood walks. The displacement of these animals is
a significant environmental harm to the human-beings who share this open space with
them. CEQA requires an EIR to disclose harms to human beings.

c. The DEIR Fails to Analyze and Mitigate the Impacts of
Removing Oak and Walnut Habitat.

The DEIR determines that 78 percent of the walnut trees located on the Project site
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are diseased. (DEIR p. 3.3-2.) This conclusion, and the assertion it would be fatal to the
trees, should be supported by evidence such as lab tests. Although the DEIR directs a
reader to Appendices D.1.a and D.2.a, neither of these reports finds the trees to be
diseased. While the EIR refers to an arborists” opinion, an expert’s opinion rendered
without an explanation of why the underlying facts lead to the ultimate conclusion has
little evidentiary value, because an expert’s opinion is worth no more than the reasons
and facts upon which it is based. (See, Bushling v. Fremont Medical Center (2004) 117
Cal. App. 4th 493, 510; Kelley v. Trunk (1998) 66 Cal. App. 4th 519, 524.) Additionally,
current scientific evidence suggests to the contrary that the disease is not fatal to Southern

California Walnut trees. (See Longcore & Rich, Attachment 6.)

Further, even diseased walnut trees provide important habitat and food supplies for
a variety of species. The Biotech report admits that the limited remaining walnut and oak
trees are vital food sources for various bird and rodent species in the Santa Monica
Mountains. (Biotech, p. 4-5, 11.) And even diseased trees produce healthy seedlings and
provide important nesting habitat. In fact, the site hosts numerous healthy walnut
seedlings, as well but they were not included in the tree counts due to their small size.
(Biotech Report, p. 11.)

Moreover, even if the unsupported disease finding is correct (and we believe it is
not), 22 percent of the walnut trees and all of the oak trees slated for removal are in good
health. (Biotech, p.5.) Given the limited walnut and oak woodland remaining in the area,
it is crucial that this habitat and all healthy trees be preserved. The DEIR completely
fails to address the diminished food source impacts of tree removal. Additionally, the
Project’s plan for planting replacement trees is inadequate, in part because it fails to
address harm to animals that rely on walnuts and oaks trees for food. Finally, the
ordinance that prohibits cutting down of protected trees does not contain an exception for
disease, especially when this disease has not been confirmed by a qualified arborist.
Surely, the possibility that some walnut trees may be diseased cannot lead the protected
and healthy walnut and oak trees to the literal and figurative chopping block.

The DEIR acknowledges that there will be a significant impact to oaks and
walnuts. (DEIR, p. 3.3-18), yet suggests that this can be mitigated. However, the
mitigation measures are insufficient. The Project will remove 12 live coast oak trees and
117 walnut trees, a loss that will allegedly be mitigated with replacement trees. (/bid.)
While the applicant has offered to plant new trees as required by the Los Angeles
Municipal Code, the proposed placement and nature of these trees will not adequately
niitigate the removal of the mature oak and walnut woodland. The replacement trees are
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required to be 15 gallon specimens, only 7-feet tall and 1 inch in diameter, although they
are intended to replace old growth trees, which range from 25 to 40 feet tall. The
supporting report even makes the audacious claim that even smaller replacement trees,
“one to five gallon” specimens, are appropriate (due to the alleged diseases). (DEIR,
Appendix D, p. 26). Additionally, planting trees in these areas cannot replace the full
ecosystem services of a wild oak and walnut understory, especially when many of the
replacement trees would be placed in fire buffer areas of nearby homes. (Attachment 4,
SMMC Nov. 4 letter, at pp. 3-4). Perhaps most importantly, the Project mitigation does
not require that the removed oak and walnut trees be replaced with the same species.
(Id.) Most of the replacement trees also cannot and will not be planted on this land.
(Longcore & Rich, Attachment 6). Thus, the Project may result in the total elimination of
a vital oak and walnut habitat. This is a significant impact on biological resources for
which all feasible mitigation has not been incorporated.

One of the main reasons the Project site is designated as desirable open space is
the rarity of the walnut and oak habitat. The loss of this habitat is unavoidable and
entirely unmitigable if the Project goes forward as proposed. Project-related
displacement will have ripple effects across the protected MRCA land, as indicated by
the comments submitted by the SMMC. (Attachment 4).

Finally, absent a showing of the necessity for their removal, the City’s Oak and
Walnut Tree Ordinance does not allow removal of any of the oak and walnut trees
proposed for removal by the Project, even if their loss were effectively mitigated. A
permit for the trees’ removal may only be granted if their removal “will not result in an
undesirable, irreversible soil erosion or increased flow of surface waters™ and “their
continued existence . . . prevents the reasonable development of the subject property™ or
the trees show a “substantial decline from a condition of normal health and vigor.” (Los
Angeles Municipal Code section 46.02 (b).) The DEIR fails to address the effect the
trees’ removal will have on soil erosion or surface waters, and, as discussed above,
substantial evidence of a “substantial decline from a condition of normal health and
vigor” has not been presented. Consequently, the removal of these trees would violate
the City’s municipal code, a significant land use impact that requires avoidance or the
inclusion of all feasible concrete and enforceable mitigation. The significant impacts on
biological resources and land use would be most easily avoided if the City implements a
Project alternative that reduces or eliminates the parking garage on the west side of

Coldwater Canyon Avenue.
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d. The DEIR Fails to Consider the Cumulative Effect of
Project-Related Habitat and Species Displacement.

The DEIR fails to consider the cumulative impact of displacing hundreds of bird
species, deer, reptiles, buiterflies, rabbits, bats and others in the Santa Monica Mountains,
especially as development pressures in and around the mountains increase.

e. The DEIR Fails to Analyze the Effect of the Project on
Conserved Lands Adjacent to the Project and on the
Wildlife Corridor.

Although the Project site is located adjacent to lands conserved by the MRCA for
conservation and recreation, the DEIR only analyzes and attempts to mitigate impacts to
a 10-foot disturbance zone during construction. (DEIR, p. 3.3-16). This area is much too
small to account for the Project’s scope of disruption to adjacent lands and habitat, let
alone the potential edge effects of moving development closer to the MRCA lands. By
failing to analyze the Project’s operational impacts, the DEIR underestimates the
Project’s impacts on these conserved lands and habitats. The DEIR further incorrectly
claims the regional wildlife movement corridor will not be impacted, even though it
admits that the Project is located within a portion of the Santa Monica Mountains that is
connected to a known wildlife corridor. (DEIR p. 3.3-8, 9, 19.) The EIR must consider
the impact of operational disturbance to the wildlife, wildlife corridor and MRCA open
space.

f. Mitigation for Biological Resource Impacts is Inadequate.

Without an adequate analysis of the Project’s likely impacts on biological
resources onsite and in the Santa Monica Mountains, the DEIR cannot adequately
mitigate the Project’s adverse impacts.

For example, the DEIR concludes that any potential damage to the threatened
Mariposa lily can be ameliorated simply by relocating affected plants. Even if relocation
would be effective, the mitigation does not address the permanent loss of Mariposa lily
habitat. Most importantly, the DEIR assumes that these sensitive lilies would survive
transplantation. This assumption is contradicted by the policies of the California
Department of Fish and Wildlife, which discourage transplantation and relocation
strategies due to their high failure rates. When possible, the Department encourages
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applicants to instead avoid sensitive habitats.

The DEIR’s erroneous conclusions about the light spillage from the Project,
discussed above, also affect its analysis of the Project’s adverse impacts on wildlife.
Decades of scientific research has established that artificial nighttime lighting interferes
with wildlife and habitat value. (See, e.g., The Ecological Consequences of Artificial
Night Lighting, Travis Longcore and Catherine Rich, 2006.) The introduction of
nighttime lighting can interfere with predator-prey relationships as well as with circadian [ D-41
and annual rhythms that govern wildlife behavior, As discussed above, the Project
contemplates incorporating the same mitigation measures for lighting impacts that the
School already uses at Ted Slavin field. Yet, even with these measures, the Ted Slavin
field lights disrupt neighbors and contribute to skyglow. Since the Project’s mitigation
measures will not eliminate the sports field’s nighttime lighting impacts, the DEIR was
required to analyze the Project’s lighting impacts on biological resources on and off-site.
The DEIR also fails to adequately consider the disruption to wildlife that would result
from lighting from the parking garage lights and vehicles within the structure, In
violation of CEQA, the DEIR fails to consider all of these impacts. .

3. The Project Will Have Significant Adverse Land Use Impacts.

Current zoning of the project site and surrounding area is “Minimum” or “Very
Low” residential (DEIR 3.6-4) or designated Open Space (DEIR, p. 3.6-5.) Although the
DEIR observes numerous ways in which the Project would have a significant impact on
the community and contribute to land use plan inconsistencies, the DEIR concludes that
the “impacts are considered less than significant and no mitigation is necessary.” (DEIR, | D-42
p. 3.6-13.) This conclusion is wholly unsupported, and suggests that the City failed to
exercise its independent judgment on the DEIR. The Project’s inconsistencies with
applicable land use plans, policies and regulations, including the general plan, specific
plan, zoning and numerous other ordinances are demonstrated by the sheer number of
exceptions the School has sought during the conditional use permit process. (DEIR, p. 2-
16 to 2-18.) The Project also conflicts with City conservation plans, adopted
environmental goals, and laws passed to preserve oak and walnut woodlands, to protect
desirable open space, and to protect the hillside communities.

a. The Project is Inconsistent with the City’s General Plan

and the Governing Community Plan. D.43

The Project site is located within the Sherman Oaks-Studio City-Toluca Lake-
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Cahuenga Pass Community Plan. The City of LLos Angeles’s community plans comprise
the Land Use Element of the City’s General Plan. “The general plan is atop the hierarchy
of local government law regulating land use.” (Neighborhood Action Group v. County of|
Calaveras (1984) 156 Cal.App.3d 1176, 1183.) It has been recognized as “the
constitution for future development.” (DeVita v. Napa (1995) 9 Cal.4th 763, 773,
internal citations omitted.) For this reason, the Project must be consistent with the
governing community plan. However, the southern two-thirds of the Project site is
located within land designated as “Desirable Open Space” in the Community Plan.
(DEIR, p. 3.6-5.) The General Plan defines “Desirable Open Space” as:

[I.]Jand which possess[es] open space characteristics which should
be protected and where additional development controls [are]
needed to conserve such characteristics. These lands may be
either publicly or privately owned. Conservation of such
characteristics is needed to ensure the usefulness, safety and
desirability of adjacent lands and to maintain the overall health,
safety, welfare and attractiveness of the community.

(DEIR, p. 3.6-5). Construction of a massive parking structure, football field with stadium
lights and a skybridge is inconsistent with the conservation and protection goals of the
“Desirable Open Space” land use designation, and therefore, with the Community Plan
and General Plan. Moreover, the Project’s construction would put at risk community

“health, safety, welfare and attractiveness.” The development would also significantly
impact the conservation and recreational values of the adjacent MRCA open space.

The Development would also significantly and negatively impact the low-density
residential neighborhood that abuts the Project site to the north and south. The northern
third of the Project site is designated for Very L.ow Residential use. The southern two-
thirds of the site is designated for Minimum Residential use. (DEIR, p. 3.6-4.) The
minimum Residential designation “is the most restrictive residential land use category.”
(DEIR, p. 3.6-5.) School uses, parking lots, athletic fields and massive private bridges
are prohibited in this area. Their construction would conflict with the General Plan. The
DEIR’s ultimate conclusion that the Project’s land use changes are consistent with
current land use plans is clearly devoid of substantial evidence and must be revised in the
final EIR.
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b. The DEIR Fails to Adequately Analyze the Project’s
Consistency with Surrounding Land Uses.

The DEIR claims that the project would be consistent with “other educational uses
already located within the vicinity.” (DEIR, p. 3.6-8.) The analysis indefensibly
combines the land uses on the west and east sides of Coldwater Canyon Avenue. DEIR
Figure 3.6-2 misleadingly suggests that these two areas contain the same land uses and
land use designations by describing the Project site as including the existing School
campus east of Coldwater Canyon Avenue. The east and west sides of Coldwater
Canyon Avenue are distinct areas with different designations in the Community Plan,
different zoning, different current land uses, different habitats for local wildlife and
different topography. These distinctions have been discussed in the comments of
numerous others, such as the Hillside Federation and the Santa Monica Mountains
Conservancy, both of whom have recognized that the west side of Coldwater Canyon
contains no school uses and is designated as desirable open space. (SMMC Letters,
Attachment 4; Federation Letter, Attachment 5). The Hillside Federation urged the City
to consider only Project alternatives on the east side of Coldwater Canyon Avenue.
(Federation Letter, Attachment 5). The SMMC similarly concluded that the proposed
development was incompatible with the land uses on the west side of Coldwater Canyon.
The Project jeopardizes not only the City’s conservation plan, but the SMMC’s own
conservation lands. The DEIR’s analysis must accurately reflect the land uses east and
west of Coldwater Canyon Avenue. The DEIR cannot bootstrap a school use permitted
in a different Community Plan area to demonstrate Project consistency.

c. The DEIR’s Consistency Analysis Relies on Irrelevant and
Unsupported Conclusions about Traffic.

Because the DEIR lacks support for the claim that the Project is consistent with
City land use policies, it instead claims that because the parking garage may improve
traffic, it demonstrates a consistent use. (DEIR, p. 3.6-8.) As discussed below, the DEIR
contains no substantiation of this claim. But even if this claim were true, it is irrelevant
to the analysis of land use consistency. Whether or not the Project improves traffic is
unrelated to the Project’s many inconsistencies with the existing City land use plan.
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d. The DEIR Fails to Adequately Analyze the Project’s
Consistency with Applicable Land Use Plans.

Based on the unsupported contention that the Project site is too disturbed for the
“Desired Open Space™ designation in the Community and General Plans, the DEIR fails
to analyze the Project’s consistency with this land use designation. As a result, the DEIR
fails to disclose the Project’s inconsistency, a significant land use impact that required
mitigation under CEQA.

The DEIR claims that because some of the Project site was previously “disturbed”
by two small houses (that are no longer present) it does not deserve protection under
various community and city plans or the ‘“Desirable Open Space” designation. As the
open space designation is not contingent on land being pristine, the DEIR is incorrect that
prior development means that the site cannot be “considered ‘open space . . . which
should be protected.” (DEIR, p. 3.6-9, 10). On the contrary, this designation eXists
specifically to preserve and rehabilitate areas for the benefit of residents and the public.
Additionally, the DEIR’s claim that “over half the Development Site has been previously
developed and disturbed by structures, paved driveways and dirt roads™ (DEIR, p. 3.6-9,
10) is highly misleading. As noted above, the land is primarily undisturbed. The two
small residences that once sat on the site — which were consistent with the zoning and
land use designations for the property — are now gone, All that remain are the concrete
pads and driveways from the residences and some residual landscaping. However, the
DEIR admits that rest of the property consists of wildlife habitat, hundreds of protected
trees and native plants. The DEIR’s geology report describes the area as “highly
vegetated” (DEIR Appendix E.1, p. 4.) and the biological resources report notes that
wildlife make use of the entire site, including the allegedly “disturbed” sections (DEIR
Appendix D.1).

The DEIR suggests that because this land is unlikely to be made into a park it
should not be considered “desirable open space™, a conclusion that lacks evidentiary
support. From a biological resources perspective, for example, open space is left as open
space — not as a park for public use. Open space preserves land that offers important
natural habitats for local wildlife, thereby maintaining the biodiversity and ecosystem of
this predominantly urbanized city. Moreover, even if one were to prefer that “designated
open space” become parkland, nothing prevents the conversion of the Project site into
parkland. Rather, the SMMC has expressed willingness to work with Harvard-Westlake
to preserve Santa Monica Mountains habitat as parkland.
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e. The DEIR’s Consistency Analysis Relies on the Mistaken
Claim that School Uses are Preferred for the Area West of
Coldwater Canyon Avenue.

The DEIR erroneously suggests that the Project site is adjacent to the existing
campus (DEIR, 3.6-11), and not on the opposite site of Coldwater Canyon Avenue, the
dividing line between land uses in the Community and General Plans. School uses are
not currently permitted west of Coldwater Canyon Avenue, south of Ventura Boulevard.
This area is zoned for residential and open space uses. The suggestion that school uses
are, nevertheless, preferred is unsupported. (DEIR, 3.6-11.)

f. The Project Would Adversely Impact Established
Neighborhoods.

The DEIR’s claim that the Project would not significantly impact land use because
“Project would not change or interfere with the surrounding residential community, thus
the existing land use relationships in the area as well as the overall character of the
neighborhood would be preserved” is also devoid of substantial evidence. (DEIR, p. 3.6-
11.) The administrative process contains numerous examples of the Project’s significant
adverse impacts on land use. The use of lands on the west side of Coldwater Canyon for
the School violates City zoning restrictions, designated open space protections, and
designated land uses for the site. Aside from plan inconsistency, the Project would
negatively impact the neighborhood and quality of life. Beautiful native and protected
oak and walnut trees would be replaced with a concrete parking structure and cars.
Sounds of birds and other wildlife would be replaced with car engines, horn beeps,
whistles, yelling of coaches and teammates, and radios. Star-fiiled night skies would be
obscured by lighting from the sports field, parking garage and skybridge.

Neighbor complaints demonstrate that the mitigation strategies in place for the
existing field fail to shield the neighborhood from significant light spillage and
nightglow. Noise from Ted Slavin Field also disrupts the residents’ enjoyment of their
backyards and homes. (See, DVD and letters separately submitted by SCC to City.)
Placing a lighted sports field, this time, west of Coldwater Canyon Avenue, in designated
open space, where there is no existing school use epitomizes “change” and
“interfere[nce] with the surrounding residential community.” Rather than preserving the
overall character of the neighborhood, the Project may destroy it. The vast majority of
the residents, Hillside Federation and the Santa Monica Mountains Conservancy agree
that this Project would utterly and profoundly change the current character of the land.
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Rather than maintaining a “balance™ with the open space and surrounding residential
community it will forever diminish it.

Additionally, there is evidence in the record that the school has plans for further
expansion and development that it is not disclosing to the City or the public through the
EIR process as it must. Since the Scoping Notice issued the school has purchased four
new parcels on Hacienda and Potosi, west of Coldwater and adjacent to the Project site.
(Compare DEIR Figure 2-3 and Notice of Preparation at 8). We note that the DEIR
Figure 2-3 actually fails to disclose four additional parcels earlier-indicated as owned by
or on behalf of the school on Avenida del Sol. (Compare DEIR Figure 2-3 and Notice of
Preparation at 8.) The School’s numerous land acquisitions in the area, as well as its
interest in building a 750-car parking garage for which it has no demonstrated need
suggests that the School has major development plans in mind for both the east and west
of Coldwater Canyon. These development plans must be revealed and considered as part
of the environmental impact analysis.

g. The Project Violates City Code, Including the City’s
Hillside Ordinance.

As admitted in the Project Description of the DEIR, the Project exceeds or violates
several provisions of the City’s Municipal and Zoning Codes, including provisions of the
Hillside Ordinance. For example, every part of the proposed Project exceeds the City’s
height limits for the area. (DEIR p. 2-18.) The Project’s parking structure and ancillary
structures will triple the applicable 30-foot height limit. (LAMC section 12.21 C.10-4.)
The parking structure itself will be 45 feet tall, bridge will be 41 feet tall, one of the
elevator towers will reach 65 feet. The catchment fence will reach 77 feet above
Coldwater Canyon Avenue, the lights will top 84 feet, and the tallest retaining wall will
hit 87 feet.

The Project would also prevent inclusion of required setbacks. It would have zero
setback from adjacent propertics southerly and southwesterly, instead of the 17 feet
required by LAMC section 12.21 C.10-1. It would also have a zero-foot front yard
setback for the bridge on the east side of Coldwater Canyon Avenue, instead of the 25
feet required.

Additionally, the Project would require excavation, grading and export of 135,000
cubic yards of soil. It will dig out a mountainside. However, the City’s Hillside
Ordinance limits grading to 1,600 cubic yards and export to 1,000 yards, 84-135 times
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less than would be required for the Project. (LAMC sections 12.21 C.10(£)(3),
C.12(f}(2)(i), DEIR p. 2-18.) In an attempt to evade this clear violation of the Hillside
Ordinance, which was enacted to preserve the City’s mountains and topography, the
DEIR claims that 132,000 cubic yards of grading and export is somehow exempt from
the Ordinance. While the Ordinance does exempt cut and fill undemeath the footprint of
a structure, the Ordinance expressly does not exempt construction that “involve[s] the
construction of any freestanding retaining walls.” (LAMC 12.21 C.10(f)(3).) Reading
the Ordinance otherwise, 1o permit the excavation and exportation of 135 times the
amount of mountainside permitted, contravenes the Ordinance’s preservation purpose.
The Project must be revised to eliminate these inconsistencies with City Code, or the
DEIR must declare these land use impacts significant and incorporate all feasible
mitigation.

The DEIR also claims that the Project is exempt from the City’s retaining wall
ordinance (LAMC 12.21-C.8) because the Project is not residential. (DEIR p. 3.6-13.)
Since the site has been developed with dwelling units in the past, the ordinance should
apply, and the Project should be limited to retaining walls no taller than twelve feet in
height. The Project’s walls do not comply, including one that is 87-feet tall. The entire
west side of Coldwater Canyon is either residential or open space - to imply that the
School need not comply with the Baseline Hillside Ordinance that applies to every other
owner of land in this area violates the policy goals that supported the adoption of the
ordinance in the first place. Such nonsensical exemptions would leave all hillside
communities at grave risk by permitting an easy end-run around this important public
safety law. If a school is exempted from this important law, that fact alone demonstrates
that the school use would be an incompatible land use; accordingly, schools should be
subject to the same limitations as residences in the area.

4. The Project Will Have Significant Adverse Traffic Impacts.

This letter contains only a portion of Save Coldwater Canyon’s concerns about the
Project’s impacts on traffic on Coldwater Canyon Avenue and in the surrounding
neighborhoods. Save Coldwater Canyon incorporates the comments of traffic engineer,
Tom Brohard of Tom Brohard and Associates. (See Attachment 1.) Mr. Brohard
identified deficiencies in the DEIR’s baseline and projected traffic volumes, analysis of
truck impacts, construction traffic controls, analysis of proposed roadway improvements,
among other issues. In addition to the issues raised in this letter, Save Coldwater Canyon
requests that the City address Mr. Brohard’s expert analysis and recommendations in the
Responses to Comments prepared for the final EIR.

D-53
cont.

D-54

D-55


Wendy
Line

Wendy
Line

Wendy
Line

Wendy
Typewritten Text
D-53
cont.

Wendy
Typewritten Text
D-54

Wendy
Typewritten Text
D-55

Wendy
Typewritten Text

Wendy
Typewritten Text


December 13, 2013
Diana Kitching
Page 33

a. The DEIR’s Traffic Analysis Fails to Disclose or Analyze
Project-related Increases in Traffic.

Because the DEIR fails to provide any meaningful analysis of the School’s alleged
parking problem, it cannot fully analyze the impact on traffic of the Project. Given that
the School has failed to conclusively document a single student or other Harvard-
Westlake car parked on residential streets, and given the School’s actual parking demand,
the School seems to propose a massive and expensive parking garage that would sit more
than half empty. Another explanation for the Project is that the School eventually plans
to increase the number of cars driving to campus on a daily basis and for special events.
Instead of engaging in a reasoned analysis, the DEIR blindly accepts an undemonstrated
need for more parking, but concludes that, because the School does not really need
additional parking, the Project will not increase traffic.

If anything, the availability of easy, reserved parking across from campus would
encourage students, faculty and staff who now carpool or take the bus to instead drive
their own cars to campus each day.

The DEIR fails to consider events outside of homecoming and graduation that
would bring cars to campus. For example, the School rents out its current sports field and
other school venues and will likely rent out the proposed field and parking garage. This
would bring more traffic to the area, and is not analyzed in the DEIR. The community
has also heard that the school plans to increase attendance at athletic events and to build a
theater complex, each of which would bring more cars to the area.

b. The DEIR’s Traffic Analysis Fails to Consider Impacts on
Neighborhood Traffic Patterns.

The Project would substantially increase traffic along Dickens Street, Van Noord
Avenue (north of Greenleaf), Greenleaf and Valley Vista. Additional traffic on these
neighborhood streets would intrude into the neighborhood, negatively affecting air
quality and safety. The DEIR and the supporting traffic reports fail to consider traffic
patterns in this and other local neighborhoods, as required.

c. The DEIR’s Traffic Analysis Undercounts Trips and Fails
to Consider Necessary Road Closures or Flagging.

As detailed further in the comments of Tom Brohard & Associates, the DEIR
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understates the impact that construction truck traffic will have on Coldwater Canyon
Avenue. The Traffic Study uses a passenger car equivalent of 2.0, indicating that each
truck will have the impact of two cars. However, given the slope of Coldwater Canyon
Avenue near the Project site, and given the longer delay that large trucks cause when
starting and stopping, research supports using a larger passenger car equivalent of 3.1 to
4.1. Since the Traffic Study used only 2.0, the DEIR improperly downplays the impact
that truck traffic will have on the important traffic corridors near the School.

The DEIR also fails to discuss the traffic control methods that will be used to
enable trucks to leave the Project site during construction to enter Coldwater Canyon
Avenue. Tom Brohard & Associates recommends use of a temporary fourth leg to the
existing traffic signal instead of having a person create gaps in traffic flow through
flagging. Regardless of the traffic control methods that will be used, however, analysis
of their impacts and adequate mitigation are required in the EIR. That analysis must also
consider any temporary road closures that will be required.

d. The DEIR’s Conclusion that the Project will Improve
Traffic is Unsupported and Misleading.

The Project’s key alleged traffic improvements are additional or improved lane
striping on Coldwater Canyon Avenue from Ventura Boulevard to Van Noord Avenue
and the elimination of parking on this segment of the road, at certain times of day. Even
if these road changes could potentially improve traffic flow in the area, they are entirely
within the purview of the City, could be done anytime at minimal cost, and have
absolutely nothing to do with this project. The additional lane striping from Van Noord
Avenue to the proposed Project site does not require an easement from the School.
Neither does the addition of No Parking signs to part of Coldwater Canyon. Any traffic
relief achieved by these improvements therefore cannot be considered benefits of the
Project.

Tom Brohard & Associates identified several potential negative impacts of the
proffered traffic improvements, including the following: (1) potential impacts created by
the loss of currently available street parking, especially when parking is already restricted
for street sweeping; (2) whether the second travel lanes could actually be used on days
when residents place their trash bins out for collection; (3) the inadequacy of the existing
lane width to accommodate a second through lane; and (4) the potential for rear end
collisions between parked cars and through traffic during times when parking is allowed.
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Further, other proposed traffic improvements will provide little traffic relief. The
short lane that would direct cars into the parking lot may actually exacerbate the existing
bottleneck, as the merge of cars toward Harvard-Westlake would occur in a narrow curve
rather than in a wider straightaway, where it occurs now. Moreover, the turn lane and
extra lane for the length of the parking lot will not compensate for the number of cars
turning into the parking garage and causing a back up during the morning rush hour,
(Brohard & Associates, Attachment 1, p. 6). The independent analysis by Brohard &
Associates concludes that the “length of [these] turning lanes are too short to meet
accepted standards . . .” (Jd.) The impacts of these proposed mitigation measures must be
analyzed in the EIR.

e. The DEIR Fails to Address Important Safety Impacts.

The Project will provide no street-level access to campus from the parking garage.
The Project’s access would be limited to the skybridge, beginning at the second story of
the parking garage. As discussed by Tom Brohard, it is unlikely that students parking on
the second level or above of the parking structure would always choose to climb the stairs
and use the bridge, when it may be faster and easier to dash across Coldwater Canyon at
street level. Without pedestrian improvements for these students, or sidewalks for
students who may be dropped off next to the structure, the Project may have adverse
impacts on student, faculty and staff safety that must be disclosed, analyzed, and
mitigated by the EIR. (City of Maywood v. LAUSD (2012) 208 Cal.App.4th 362, 391-
396.)

As identified by Tom Brohard, the DEIR fails to substantiate alleged concerns
about the existing traffic safety near the school. No data or calculations are provided to
support the DEIR’s allegations of rampant speeding, or frequent collisions. Without this
data, the DEIR’s conclusions that the Project will improve safety lack evidentiary
support.

5. The Project Will Have Significant Impacts on Air Quality.

a. The Analysis of Air Quality During Construction Depends
on Erroneous Truck Counts.

The DEIR likely understates the number of truck trips that will be required to
complete the 135,000 cubic yards of export required to excavate the parking garage,
Although the traffic report appears to understand that trucks leaving the site may not
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always be filled to capacity, the report is based on an assumption that only 20-cubic yard
capacity trucks will be used, when 10-cubic yard capacity trucks are often used for this
type of work. (Appendix G, p. 33.) The use of smaller trucks is more likely for a Project
situated on winding, mountain roads. By underestimating the number of truck trips, the
DEIR likely understates the Project’s likely contributions to air pollution and greenhouse
gas emissions.

b. The DEIR’s Analysis of Construction Impacts Fails to
Consider Sensitive Receptors.

The DEIR’s analysis of impacts to sensitive receptors focuses primarily on
Harvard- Westlake students with minimal concern for younger children who attend nearby
Sunnyside Preschool. The analysis also fails to consider congregants at St. Michael and
All Angels Episcopal Church, assuming incorrectly that the church is only used on
Sunday mornings. In reality, Church programming occurs daily and many of the
congregants are elderly, and especially sensitive. The analysis also fails to analyze the
Project’s potential impacts on small children that play in nearby yards during planned
construction hours or elderly residents of the community who are home during the day.

c. The Proposed Mitigation Measures Will Not Adequately
Mitigate the Project’s Impacts on Air Quality.

The DEIR fails to include adequate or enforceable mitigation for the Project’s air
quality impacts. For example, the DEIR does not include any measures to mitigate the
potentially dangerous air quality conditions for sensitive receptors, including children or
the elderly. (See, Fig. 3.2-2.) Requesting that residents and the local preschool keep
their children from playing in their backyards or playgrounds for two years or otherwise
risk serious health consequences is not an acceptable mitigation measure. Nor does the
proposed mitigation plan provide adequate communication to local residents about when
it is and is not safe for children to be outside. On the contrary, it is likely that many
households potentially affected by this Project have not even been informed of the
Project and its air quality effects.

6. The Project Will Have Significant Impacts Related to Geology,
Soils & Hydrology.

Although the majority of Save Coldwater Canyon’s geotechnical concerns are
included in the expert analysis of Wilson Geosciences, Inc., submitted as Attachment 7 to
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this letter, we address a few points here. Since it is submitted as part of this comment D-70 cont.
letter, Save Coldwater Canyon requests that the City’s Response to Comments address '
each of the claims raised in that letter.

a. The DEIR’s Conclusions are Based Upon Inadequate
Reports and Investigations.

The hydrology survey that underlies the DEIR’s geotechnical analysis was
conducted during August of 2013, during the dry period of a very dry year. Such an
analysis should be conducted under storm conditions during the rainy season. Although
the Project site hillside has a history of landslides and significant storm runoff, the report
only considers rainfall of up to % inch during a 24-hour period, a 24-hour rainfall total
that has been exceeded often in the last 20 years. Some years total rainfall has exceed
four inches in a 24 hour period. The hydrology report also only considers run-off
generated from the site, when the site itself receives runoff from above. Since the report
was conducted in the dry season, and did not consider a large portion of the run-off that
would need to be processed by the site, it likely understates the Project’s impacts on
hillside stability, hydrology, and stormwater generation.

D-71

The DEIR’s geology report fails to consider, and therefore fails to disclose, the
potential dangers caused by the nearby Benedict Canyon Fault. (Weber et al, Earthquake
Hazards Associated with the Verdugo-Eagle Rock and Benedict Canyon Fault Zones.)
The DEIR admits to soil evidence of faults, but no additional investigations occurred to D-72
confirm or dismiss the presence of a fault. (DEIR, p. 18.) Notably, the geology report
relies on an outdated fault map. The 2010 State Fault Activity Map, which is not
included in the DEIR’s analysis, depicts the Hollywood fault closer to the Project site
than previously thought, as well as a nearby fault in North Hollywood. This fault must be
accurately mapped before proceeding with this development, which will include retaining
walls up to 87-feet-tall and the excavation of 135,000 cubic yards of soil.

The inadequacy of the Project’s geological analysis is demonstrated by the
geology report itself, which notes that the plans for the Project are not complete enough
to evaluate its efficacy or safety. As a result, the evaluation in the 2010 report is based on | D-73
a different configuration of retaining walls than is discussed in the rest of the DEIR.
Without a thorough and complete review of the current version of the Project, the DEIR’s
conclusions about the Project’s safety and geotechnical impacts lack substantial evidence.

The geology report fails to disclose or analyze the risk of a landslide, even though | D-74
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the City has previously denied building permits nearby on account of landslide danger.
There is a history of landslides obstructing Coldwater Canyon Avenue, and the pavement
on Potosi Avenue itself demonstrates significant land movement.

As identified by Wilson Geosciences, the geotechnical report also fails to provide
slope stability calculations and data that would allow verification of the report’s
conclusions. This must be remedied in the final EIR. Otherwise, based on the available
information, it appears that the proposed cut slopes may not be feasible, and the Project
will have far greater impacts than have been disclosed and analyzed in the DEIR. The
DEIR also failed to consider prior geotech reports of the east side of campus and of this
site.

b. The DEIR Does Not Analyze the Feasibility or Safety of
the Skybridge.

As elaborated further in the attached Wilson Geosciences Report (Attachment 7 at
p. 2), the DEIR contains no geologic or geotechnical data to permit assessment of the
feasibility of the proposed skybridge. Given the size of the bridge, and its placement
over the busy traffic artery of Coldwater Canyon Avenue, this omission deprives the
City’s decisionmakers of vital information about the safety of the Project. Based on the
limited information in the DEIR, it appears that the east and west sides of the bridge
would be anchored in different types of soils, each of which would react differently in the
event of a large earthquake. (Wilson, Attachment 7, p. 2) “The potentially significant
difference in foundation properties could cause each side of the bridge to react differently
during a moderate to large earthquake on any of the numerous earthquake faults
delineated in the site region. Bedrock of shallow alluvium in the west would shake at a
different frequency than deeper liquefaction prone alluvium on the east, potentially
causing the bridge to fail onto Coldwater Canyon Avenue.” (/d.) This could cause the
bridge to fall onto Coldwater Canyon Avenue, with adverse impacts on traffic, on people
or first responders needing to use Coldwater Canyon Avenue during an emergency, and
on students, faculty and staff who would be unable to reach their vehicles to evacuate
campus in the event of an emergency. This deficiency in the analysis of an important
part of the Project renders the DEIR deficient.

C. Soil Wall Nails May Not Be Feasible.

Finally, the Harvard-Westlake geology report on which the city relies, concludes
that soil nails will be sufficient to stabilize the hillside, when other evidence has shown
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that Project site soil conditions are not conducive to wall nails. Wilson Geosciences
notes that the geotechnical report does not explicitly endorse soil nail walls for the
Project. Soil nail walls are not recommended for situations where soils contain excessive
moisture, clay soils, expansive soils, or highly fractured rocks. All of these conditions
are present at the Project site, and the use of soil nail retaining systems is not typical
practice in Los Angeles and are prohibited in the Baseline Hillside Ordinance for
retaining walls over 12 feet in height. Perhaps more critically, the Project’s soils’
electrical resistivity and sulfate content may corrode the soil nails. Perhaps for this
reason, the final retaining wall design has been deferred to a future time. As a result, the
Project may need to be completely redesigned, and the environmental review will need to
be repeated to analyze any new impacts that arise.

d. Mitigation Measures for Geotechnical and Hydrological
Concerns are Inadequate.

The DEIR fails to provide mitigation for geotechnical concerns. The Project area
is prone to significant ground shaking. In fact, the DEIR’s geological report states that
the area experienced severe G-forces during the 1994 Northridge Earthquake, some of the
strongest forces on record in North America. (DEIR, p. 3.5-7.) Despite this, the DEIR
fails to consider the stability of the skybridge during a seismic event. If the bridge
collapsed, it would block a major emergency artery to the San Fernando Valley, putting
at risk hundreds of thousands of residents. The report also fails to consider the dangers of
the multiple-story parking garage, which could pancake under severe shaking.

The DEIR also fails to mitigate the Project’s contributions to urban runoff, even
though the structure would increase impermeable surfaces (from 60% pervious to 95%
impervious), thereby increasing toxic stormwater runoff. (DEIR, pp. 21-22.) The
Project’s bioswale catch basin is designed to handle only.75 inches of rainfall in a 24-
hour period, even though the area has received two to four inches during that time period
and up to five or six inches on occasion. (See Annual Rainfall 1997-1998
[http://dpw.lacounty.gov/wrd/report/acrobat/Hydrologic%20Report%201997-1998.pdf].)
Although the DEIR suggests that the Project may use perieable pavement, it is not
actually required. As CEQA requires the inclusion of concrete and enforceable
mitigation measures in a Project, the use of permeable pavement and other infiltration
measures must be required by the DEIR.
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7. The Project Will Have Significant and Unmitigated Noise
Impacts.

The DEIR concludes that only four residences will experience significant noise
impacts during construction, despite observing that more than fifty homes and the
Sunnyside Preschool will have significantly affected noise levels during construction.
Accordingly, the DEIR’s noise conclusions lack factual support. Given that the DEIR
projects at least two years of construction, it is important that the analysis be accurate and
that adequate mitigation be incorporated. (DEIR, p. 3.7-11, 12.) Perhaps more
importantly, the DEIR fails to adequately disclose, analyze, or mitigate the Project’s
operational noise impacts, such as car engines, alarms, radios, horns, and whistles,
cheers, and coaches and teammates yelling from the field, which will impact the
community and wildlife for decades.

a, The DEIR Fails to Analyze and Mitigate the Impact of
Construction Noise on Sensitive Receptors, Including
Churches and Neighborhood Children.

The DEIR claims that only four residences will suffer unavoidable and significant
noise disruption during construction. However, this analysis fails to consider the
Project’s construction impacts on numerous other houses, and the St. Michael and All
Angels Episcopal Church. In particular, the Church will be significantly impacted by the
construction noise, a point raised in the Church’s separate comments on this Project. The
DEIR erroneously concludes that the Church only operates on Sundays, when the Church
actually operates every day. In addition to services and scheduled programs, worshippers
visit the Church’s meditation garden and other quiet areas on a daily basis. All of these
uses will be disrupted by the construction noise, a significant noise impact that is not
disclosed in the DEIR. Finally, the DEIR also fails to consider construction-related noise
impacts on residents who live on Coldwater Canyon or in the surrounding area, even
though many houses are correctly identified as impacted by the noise report. (See
appendix F.1, listing numerous houses on Galewood, Blairwood, Van Noord, Potosi,
Avenida Del Sol, and Alta Mesa as impacted by Project construction.)

b. The DEIR Fails to Fully Disclose and Analyze the
Project’s Operational Noise Impacts.

There is no question that Project-related car horns, car engines, car radios, tire
squeals and more will be heard in the neighborhood. (DEIR, p. 3.7-14.) Additional
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sounds from the sports field will also travel into the neighborhood. The DEIR considers
the decibel level of the sounds, but entirely fails to consider that a change in the type of
sound will significantly affect surrounding residents. There is a profound and significant
impact caused by the change from nature sounds (hooting of owls and chirping of
crickets) to urban sounds (whistles from the field, shouting players and coaches, vehicle
sounds). The DEIR fails to recognize the incongruity of these sounds to the exclusively
residential community and the adjacent conserved open space. The DEIR also fails to
consider the cumulative impact of these sounds. While a single whistle may be short,
continued whistle-blowing would have a significant impact. The full impact of the
Project cannot be assessed without aggregating all Project-related sounds and comparing
those sounds to the current rural quiet. Although the DEIR concedes that whistles and
shouting would exceed prescribed decibel levels for nearby residences (DEIR, p. 3.7-16),
it dismisses this significant impact as mere “annoyance” to residents. (DEIR, p. 3.7-16.)
If the Project will cause an exceedence in health-based noise standards at residences near
the Project, the Project will have a significant impact. All feasible mitigation must be
included to reduce the noise impacts, unless an alternative is selected that avoids the
impact.

The experience of the Ted Slavin field demonstrates both that the Project will have
significant impacts, as well as that the proposed mitigation will not alleviate the impacts
as required by CEQA. Sound from the field is already a nuisance to the neighborhood
with drums, cheers, whistles, shouts, singing, announcers and more travelling into the
neighborhood and making backyards unusable. In some houses, sounds emanating from
the Ted Slavin field disrupt people in their own homes, even with windows and doors
closed. These noise nuisances occur even without amplification, for example, during
current daytime and weekend practices.

Ted Slavin field also demonstrates reasonably foreseeable future impacts that are
not discussed in the DEIR. The DEIR’s noise analysis is limited, since the Project’s
sports field will not include bleachers or a PA system. However, Ted Slavin Field was
originally approved without lights or a PA system. These additions, and their
neighborhood impacts, were added later. The potential impacts of amplified noise and
spectators at the new field must be analyzed in the EIR.

c. The DEIR Relies Upon an Inadequate Noise Study.

The noise report upon which the DEIR noise analysis is based fails to disclose
several sources of potentially significant impacts. These deficiencies were continued in
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the DEIR. The noise report did not measure noise on local streets, including Van Noord
Avenue, nor did it measure noise from Ted Slavin field on a game day to examine how
noise travels in the hills. Although the DEIR concedes that it is difficult to trace sound in
the mountains, it rejects empirical data from the community and fails to measure sounds
on game nights. On these nights, sound from Ted Slavin field can be heard on Van
Noord, Galewood & Blairwood. The report also only tested ambient sound during the
day and not at night, when athletic events and extracurricular activities are often held.
(DEIR, p. 3.7-4.) The noise study also failed to analyze and disclose the impacts of noise
from vehicles, including honking horns, blaring car stereos, revving engines or squealing
tires. (DEIR, p. 3.7-7.) The potential impacts of vibrations from cars in the parking
garage on nearby residents or wildlife were also omitted from the study. (DEIR, p. 3.7-
19.)

As discussed above, the report also erroneously concluded that the Church only
conducts activities on Sundays, instead of during construction times. (DEIR, p. 3.7-4.)
As a result, the study and DEIR fail entirely to disclose, analyze, or mitigate the Project’s
impacts on St. Michael and All Angels Episcopal Church, a sensitive receptor. (DEIR, p.
3.7-10.)

Another flaw in the DEIR is that it compares pre-Project and post-Project noise
levels in the community based on a 24-hour period. (DEIR, p. 3.7-18.) This allows the
Project’s likely significant impact to be hidden by diffusing them over many hours of
non-operation. The DEIR also lets the Project take credit for reducing noise that is
allegedly produced by students parking on the street. Even if students did park on
neighborhood streets, which has not been documented, this noise would be minimal.
More importantly, the DEIR does not conclusively demonstrate any student parking in
the neighborhoods that would be eliminated by the Project.

III. The DEIR Fails to Adequately Consider and Analyze Reasonable
Alternatives to the Project.

A, CEQA Requires Analysis of a Reasonable Range of Alternatives.
CEQA requires a lead agency to analyze alternatives to a project that will avoid or

substantially lessen a Project’s significant environmental impacts. Discussion of project
alternatives and mitigation measures has been described by the California Supreme Court
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as the core of an EIR. (Citizens for Goleta Valley v. Board of Supervisors (1990) 52
Cal.3d 553, 564.) An EIR is required to consider those alternatives that will “attain most of
the basic objectives” while avoiding or substantially reducing the environmental impacts of the
project. (Guidelines, § 15126.6(a), emphasis added.) Alternatives are not required to meet all
project objectives, and in reality it “is virtually a given that the alternatives to a project will not
attain all of the project’s objectives.” (Watsonville Pilots Ass'n v. City of Watsonville (2010)
183 Cal.App.4th 1059, 1087.) However, “the willingness or unwillingness of a project
proponent to accept an otherwise feasible alternative is not a relevant consideration.” (Save
Round Valley, supra, 157 Cal.App.4th at 1460, fn. 10, citing Uphold Our Heritage v. Town of
Woodside (2007) 147 Cal. App.4th 587, 602.) Reasonable altematives should only be
eliminated from consideration in the EIR if the alternative would not meet most of the basic
project objectives, is infeasible, or would not reduce significant environmental impacts.
(Guidelines § 15126.6(c); Save Round Valley, supra., 157 Cal. App. 4th at 1457.) Here, the
DEIR improperly rejects alternatives to the Project that do not include construction of a
parking structure on the west side of Coldwater Canyon Avenue. However, because the
DEIR fails to support Harvard-Westlake’s claimed need for additional spaces,
alternatives cannot be required to meet this Project objective. And even if a need for
hundreds of additional parking spaces were demonstrated, the DEIR fails to provide
substantial evidence for rejecting alternatives including on-campus parking, shuttled
parking, and measures to reduce parking demand that have yielded results at other
schools, such as the Buckley School and UCLA.

By failing to fully analyze alternatives that do not include a large parking
structure, the DEIR’s discussion of Project alternatives is too constricted to provide a
basis for meaningful public discussion or evaluation by decision makers. The DEIR fails
to even consider the alternative of building smalier practice fields and parking lots on the
current campus. But, as stated in the CEQA guidelines:

Because an EIR must identify ways to mitigate or avoid the significant
effects that a project may have on the environment (Public Resources Code
Section 21002.1), the discussion of alternatives shall focus on alternatives
to the project or its location which are capable of avoiding or substantially
lessening any significant effects of the project, even if these alternatives
would impede to some degree the attainment of the project objectives, or
would be more costly,

(CEQA Guidelines, Section 15126.6 (b), emphasis added.)
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In fact, “One of {an EIR's] major functions...is to ensure that all reasonable
alternatives to proposed projects are thoroughly assessed by responsible officials.”
(Wildlife Alive v. Chickering (1976) 18 Cal.3d 190, 197, emphasis added.) The EIR must
“produce information sufficient to permit a reasonable choice of alternatives so far as
environmental aspects are concermned.” (San Bernardino Valley Audubon Society, Inc, v.
County of San Bernardino (1984) 155 Cal.App.3d 738, 750-75].)

The DEIR analyzes the Project, a no project alternative and four other alternatives.
Alternative 2 is development that complies with existing zoning requirements and builds
no more than four homes on the development site. Alternative 3 is a smaller, 2-story
garage with 500 spaces, and no field or bridge. Alternative 4 is a five-story garage with
parking on the top level, no field, and the bridge. Alternative 5 is a ten-story parking
garage on the east side of Coldwater Canyon Avenue, near the existing campus.
However, the DEIR fails to analyze numerous alternatives that are feasible and have a
less significant environmental impact.

B. The DEIR Improperly Dismisses Viable Alternatives.
The DEIR rejects a number of viable alternatives without consideration:

1. Transportation Demand Management to Reduce the Need for
Parking.

First, the DEIR dismisses the possibility of reducing demand for on-campus
parking through various programs. Such programs could include, encouraging riding the
(school or other) bus, carpooling, vanpooling or other alternative means of transport
(such as riding a bike or walking). The DEIR does not provide an adequate explanation
for why these measures would not work other than that students may need to leave
campus at different times each day for after-school activities. Buses and bikes may be
used at any time, without regard to after-school schedules. Carpools can also easily be
arranged to accommodate after-school schedules, especially because so many Harvard-
Westlake students participate in such activities. Given the flimsy evidence of any
campus parking problem, it would seem that the School could easily eliminate at least
some parking demand by encouraging carpooling or riding the school bus. The reality is
that Harvard-Westlake currently encourages students to drive to campus by offering
juniors and seniors reserved parking spots.

When schools get serious about reducing the number of cars driving to school,
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they can do so. The nearby Buckley School did exactly this by putting forward a real
commitment to carpooling and public and school-sponsored transportation. The school
has greatly reduced the number of cars coming to campus. Elizabeth Cheadle, the Dean
of Students at UCLA School of Law and a Board Member of the Santa Monica
Mountains Conservancy, in the discussion of this Project at the SMMC September 23,
2013 Board meeting, commented on the ludicrous claim by Harvard-Westlake that it
needed more parking because of an increase in demand over the years. She noted that
UCLA had seen a dramatic decline in parking requests on campus over the last ten years
(despite steady enrollment) as students (and faculty and staff) adopted and embraced
public transportation, walking, biking and carpooling.

The only reason Harvard-Westlake needs more parking is either because it is
encouraging every student, staff and faculty member to drive rather than to embrace more
environmentally sound practices, or the school has other unrevealed plans. Such plans
could logically include increasing enrollment, increasing the number of events held at the
school, and demolishing the current parking lots on campus and replacing them with the
construction of new buildings that have not been disclosed to the City. If the City is
analyzing the impact of the School’s parking structure project separate from the impacts
of planned construction for which the parking structure is required, the analysis is
improperly piecemealed.

The conclusion that reducing parking demand is feasible is bolstered by the
School’s own past efforts to encourage carpooling. In 1992, the school only provided
parking to students who carpooled, resulting in greatly reduced demand for parking.
(Attachment 2, Crain 1992 Traffic report, at 8.) Even if carpools do not or cannot include
only students, carpooling that includes an adult should be promoted. This failure to
consider and promote mass transit and alternative modes of transportation violates the
“Must Green L.A. Plan” and contributes to the DEIR’s failure to analyze a reasonable
range of alternatives.

2. Satellite Parking.

Second, the DEIR fails to consider the use of satellite parking, claiming that this
would be expensive, unwanted, or otherwise infeasible. In Village Laguna of Laguna
Beach, Inc., v. Board of Supervisors (1982) 134 Cal.App.3d 1022, 1034, the court found
a county’s rejection of an altermative as economically infeasible was insufficient because
it did not explain why it found the alternative economically infeasible. The notion that
renting or building satellite parking would be more expensive than the multi-million
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dollar Project is inconceivable, given the massive excavation and engineering feats
required to install 87-foot-tall retaining walls and a skybridge over the canyon road.
Moreover, other schools in the area regularly use satellite parking, which is evidence of
its feasibility. The Buckley School and Notre Dame, for example, have negotiated a deal
to use satellite parking at the Fashion Square Mall in Sherman Oaks. The reality is not
that this would be infeasible or expensive — in fact it would be readily feasible and
cheaper — but the DEIR concludes that students would not prefer it. Harvard-Westlake
concedes this. The school’s lead attorney, Jeffrey Haber, at the Scoping meeting in April
2013, stated that Harvard-Westlake students should not be “inconvenienced” by having to
walk the two blocks from Ventura Boulevard to the campus. (Rothman, Scoping Letter.)
Perhaps because of this, the DEIR makes the counter-intuitive and erroneous conclusion
that sidewalks would actually endanger students’ health by encouraging them to walk not
in the street, but on a sidewalk.

It should also be noted that the School already plans limited use of alternative
parking strategies. The plan during the more than two years of construction of this
project is to provide valet parking for the 192 students, faculty and staff who are
displaced. (Statement by John Amato, Vice-President of Harvard-Westlake at Studio
City Neighborhood Council, Nov. 7, 2013). Such alternative parking strategies should be
more extensively used.

3. Underground Parking,.

Finally, the DEIR dismisses the possibility of underground parking. Yet, the
school’s own geology report found no groundwater on the development site, even at
depths 71 feet below ground level, Stores nearby on Ventura and Coldwater Canyon also
successfully built and used underground parking structures, providing de facto evidence
of feasibility. Since the parking could be built underground, it is also possible that the
pedestrian connection across Coldwater Canyon could be placed underground. Such a
crossing would eliminate the aesthetic and glare impacts of the proposed skybridge over a
designated scenic highway. Even if the costs increase (or the amount of soil excavated
increases) this alternative should still be considered by the DEIR. (Citizens of Goleta
Valley v. Board of Supervisors (1988) 197 Cal.App.3d 1167, 1181 [before rejecting
feasibility of alternative, evidence is required that the additional costs or lost profitability

are sufficiently severe as to render it impractical to proceed with the project].)
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C. The DEIR Fails to Consider Other Feasible Alternatives.

In failing to truly consider alternatives that do not involve the construction of a
new parking structure, the DEIR fails to consider alternative placements of a sports field
that could accommodate Harvard-Westlake students. For example, the School could
build a number of smaller practice fields on the existing campus on top of existing or
expanded parking lots. The School could remodel its gymnasium to include a rooftop
field. Alternatively, many Harvard-Westlake sports teams currently are bused to other
locations for daily practices. Since this would continue, even with the proposed field, for
teams like the baseball team, the School could consider expanded use of off-site facilities
to satisfy its desire for additional sports facilities. Since this is occurring now, it is
demonstratively feasible and must be considered.

The DEIR also fails to consider traffic improvements that do not involve the
construction of additional parking. In particular, the City could easily add striping and an
extra lane from Van Noord Avenue to the proposed Project site, as well as the proposed
No Parking restrictions, without a field or parking garage.

The failure of an alternative to attain every project objective does not render it
infeasible. The failure to provide an analysis of such alternatives violates the rule of
reason that an FIR must present a reasonable range of alternatives, especially in light of
the Project’s significant and unmitigable impacts.

CONCLUSION

Even after mitigation, the Project will result in significant and unmitigated
negative impacts on Coldwater Canyon and the residents who live in the area. The
Project will continue to conflict with Community Plan policies intended to minimize
grading in hillside areas and with policies mandating the preservation of scenic views and
desirable open space. We respectfully request that the City revise the Project to eliminate
these inconsistencies and to fully consider the alternatives to the Project put forth in this
letter and the letters submitted by others in response to this DEIR. We hereby
incorporate the comments of Federation of Hillside and Canyon Associations, the Santa
Monica Mountains Conservancy, St. Michael and All Angels Episcopal Church, and
Bruce Lurie.
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Thank you for consideration of these comments. We sincerely hope that they will
assist the City in producing a final environmental impact report that is meaningful to the
decision-makers and the public, and that will afford the protection for our environment
envisioned by CEQA.

Sincerely,

Michelle Black
Douglas P. Carstens
Attachments:

Tom Brohard & Associates, November 22, 2013 with Exhibits

Crain Traffic Report from 1992

John Funk, Paul Hastings Letter from 1994

Santa Monica Mountains Conservancy Letters, September 23, 2013; Nov. 4, 2013
Federation of Hillside and Canyon Associations Letters, August 16, 2013;
December 10, 2013

Travis Longcore and Catherine Rich Report, December 6, 2013

Wilson Geosciences Report, November 7, 2013

et l o M
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November 22, 2013

Mr. Douglas P. Carstens
Chatten-Brown & Carstens

2200 Pacific Coast Highway, Suite 318
Hermosa Beach, CA 90254

SUBJECT: Review of the Draft EIR for the Harvard-Westlake School Parking
improvement Plan in the City of Los Angeles — Traffic and Parking Issues

Dear Mr. Carstens:

As requested, |, Tom Brohard, P.E., have reviewed the traffic and parking
portions of the September 2013 Draft Environmental Impact Report (Draft EIR)
for the Harvard-Westlake Parking Improvement Plan in the City of Los Angeles.
The Plan proposes to construct a new three-story parking structure with 750
parking spaces including an athietic field on the top level on the west side of
Coldwater Canyon Avenue. The parking structure is proposed to be connected to
the school campus on the east side of Coldwater Canyon Avenue with a
pedestrian bridge from the second level of the parking structure. The Plan ailso
includes modification of the existing traffic signal and relocation to the main
driveway of the parking structure, an additional southbound lane across the
frontage of the parking structure, and an offer to stripe a second southbound lane
with weekday morning peak hour stopping prohibitions on the west side of
Coldwater Canyon Avenue from Dickens Street to Harvard-Westlake School.

In addition to the December 1992 “Harvard-Westiake Traffic Count and Parking
Study” prepared by Crain & Associates and the 2012-2013 Student Parking
Program prepared by Harvard-Westlake School, | have reviewed various portions
of the Harvard-Westlake Parking Improvement Plan Draft EIR including:

» Executive Summary

» Chapter 2.0 Project Description _

» Chapter 3.8 Transportation, Circulation, and Parking

» Appendix G - October 30, 2012 Traffic & Parking Impact Study (Traffic Study)
» Appendix G.1 - Traffic Study Appendices

in my review of these documents and as detailed throughout this letter, proper
justification is not provided in the Draft EIR to provide over 2.5 times the number
of parking spaces at Harvard-Westlake School from the 436 parking spaces
required by the City of Los Angeles Department of City Planning up to 1,126
parking spaces with the parking structure. Page S-2 of the Draft EIR states the
Proposed Project would “...eliminate the use of local streets by students and
visitors for parking for all but the biggest special events, such as graduation and
homecoming.” The Draft EIR and the Traffic Study do not disclose or quantify a
significant parking overflow problem in the nearby residential areas. To the

81905 Mountain View Lawe, La Quinta, California 92253-7671

Phone (760) 398-8885  Fax (760) 398-8897
Enrail throbard@earthlinte. net
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Mr. Douglas P. Carstens

Draft EIR for the Harvard-Westlake Parking Improvement Pian in the City of
Los Angeles — Traffic and Parking Issues

November 22, 2013

contrary, photographs. and videos taken in October 2013 by Save Coldwater
Canyon that | have reviewed disclose ample available on-campus parking
together with an absence of school-related parking on the residential streets
during the middle of a typical schoo! day as well as during a recent Friday night
football game at Harvard-Westlake School. Nor does the Traffic Study suggest
otherwise. In fact, to the contrary, that report did not document a single student
car parked in the neighborhood. Instead, Page 40 of the Traffic Study guessed
that there might be 28 student cars parked on the street. This conclusion is
without support and even if true, does not support the need for any additional
parking, and certainly not an additional 750-car parking garage.

A total of 493 parking spaces on-campus plus 60 public parking spaces on
Coldwater Canyon Avenue was deemed adequate in 1992 in a study prepared
by Crain & Associates for Harvard-Westlake School when there were 815
students and 144 faculty and staff. The existing parking supply including on-
campus parking spaces plus the public parking on the east side of Coldwater
Canyon Avenue adequately serves up to 400 student drivers, 185 faculty and
staff, 50 vendors, and 30 coaches (estimated on Page 3.8-21 of the Draft EIR).

The cost of the parking structure and the pedestrian bridge together with the
planned architectural features will likely be in the range of $12 to $15 million. This
represents a very large expenditure to provide parking “...for all but the biggest
special events, such as graduation and homecoming”, and is contrary to common
traffic engineering practice. Traffic engineers typically design intersections for a
peak hour that is exceeded several times during a year. Similarly, shopping
centers do not provide more than double the typical parking demand in order to
try to accommodate parking generated on the two busiest shopping days of the
year - the day after Thanksgiving and the day after Christmas. Putting the
parking structure on the opposite side of Coldwater Canyon Avenue from the
existing campus creates many other issues. If a parking stricture were really
needed, then it should be located within the existing campus of Harvard-
Westlake School on the east side of Coldwater Canyon Avenue. The School has
provided no evidence that it needs any additional parking, and certainly not that it
needs a parking structure of this size.

Both Page 3.8-21 of the Draft EIR and Page 35 of the Traffic Study state that “No
increase in student enrollment or faculty is proposed as part of this project.”
Subsequently increasing enroliment and staff beyond the current limitations
without disclosing those intentions at this time when excess parking is being
proposed amounts to segmentation, a serious violation of the California
Environmental Quality Act (CEQA).
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Education and Experience

Since receiving a Bachelor of Science in Engineering from Duke University in
Durham, North Carolina in 1969, | have gained over 40 years of professional
engineering experience. { am licensed as a Professional Civil Engineer both in
California and Hawaii and as a Professional Traffic Engineer in California. |
formed Tom Brohard and Associates in 2000 and now serve as the City Traffic
Engineer for the City of Indio and as Consulting Transportation Engineer for the
Cities of Big Bear Lake, San Fernando, and Tustin. | have extensive experience
in traffic engineering and transportation planning. During my career in both the
public and private sectors, } have reviewed numerous environmental documents
and traffic studies for various projects as indicated on the enclosed resume.

Traffic and Parking Issues

The foliowing deficiencies were identified in my review of the documents
associated with the Harvard-Westlake Parking Improvement Plan:

1) Baseline Traffic Volume Forecasts Do Not Match Project Schedule —~ Peak
hour turning movement counts at the five intersections studied were made on
January 27, 2011. The 2011 traffic count volumes were then factored by two
percent (2%) to develop forecast 2012 volumes for the “Existing” conditions
baseline and by another eight percent (8%) to develop forecast 2016 traffic

- volumes for the “Opening Day” analysis.

Page 3.8-25 of the Draft EIR states that the Los Angeles Department of
Water and Power indicates the trunk sewer will not be complete until late
2015 and that Harvard-Westlake School will not start the construction of the
Parking improvement Plan untit the sewer is completed. If the Project takes
two years to build as assumed on Page 2-16 of the Draft EIR, then the proper
future analysis year should be 2017. For proper development of the baseline
for 2017, a ten percent growth (2% per year for five years) must be added to
the 2012 baseline for the “Opening Day” conditions analysis baseline
volumes. The volumes must be increased accordingly to properly develop the
baseline for Year 2017 so the possible significant traffic impacts associated
with construction of the Project can be properly identified and analyzed,
enabling feasible mitigation measures to then be developed.

2) Passenger Car Equivalents for Trucks Are Too Low — Page 33 of the Traffic
Study indicates that a passenger car equivalent (PCE) of 2.0 was used to
convert the number of trucks to passenger cars and then perform the traffic
impact analyses. With the dirt hauling trucks having 5 axles, a PCE of 3.0
shouid have been used, particularly to properly consider the impacts of the
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3)

existing moderate uphill roadway grade on Coldwater Canyon Avenue from
Ventura Boulevard to Harvard-Westlake School.

Large trucks with 5 axles associated with the Project have a dramatic impact
on ftraffic flow, particularly at intersections where their acceleration rates are
much slower than passenger vehiclies. To account for trucks, capacity
calculations convert each truck to the equivalent of between two and four
passenger cars (PCE) depending on the number of axles. While the Highway
Capacity Manual (HCM) suggests a PCE of 2.0 for heavy vehicles, the HCM
classification of “heavy vehicles” includes trucks, buses, and recreational
vehicles. This does not properly account for the significant increases in the
number of 5-axle trucks generated during construction of the Project.
Enclosed are two articles that have appeared in ITE Journal which is
published monthly by the Institute of Transportation Engineers. in the
“‘Development of Passenger Car Equivalencies for Large Trucks at Signalized
Intersections”, a PCE of between 3.1 and 4.1 was found to be appropriate for
a 5-axle truck depending on its position in the queue back from the signalized
intersection. In “Passenger Car Equivalents for Heavy Vehicles at Freeways
and Multilane Highways: Some Critical Issues”, the article notes the
importance of properly considering a number of factors in selecting the proper
PCE.

From my experience in reviewing a number of traffic studies in various parts
of California, the PCE factor of 2.0 used to convert heavy trucks to equivalent
passenger cars in the Traffic Study is too low. In addition to the enclosed
articles, many agencies in California require the use of higher PCE factors; for
example, enclosed Appendix C to the San Bernardino County CMP, 2005
Update (“Guidelines for CMP Traffic impact Analysis Reports in San
Bernardino County”) which is used by all agencies in San Bernardino County
requires a PCE of 3.0 for all heavy duty trucks that have 4 axles or more.

As a minimum, a PCE of 3.0 should have been used in the Traffic Study for
the Project. By using a PCE of only 2.0, the passenger car equivalents of the
large trucks associated with the Project have been underestimated by at least
33 percent. Increasing the PCE to 3.0 in the Traffic Study is required to
properly analyze the equivalent passenger car traffic volume forecasts for the
Project so that all significant traffic impacts can be properly identified and
analyzed, enabling feasible mitigation measures to then be developed.

Truck Access to Coldwater Canyon Avenue Has Not Been Evaluated — The
Draft EIR and the Traffic Study do not discuss the traffic control to be used to
facilitate construction trucks leaving the site and entering Coldwater Canyon
Avenue to then go north to the 101 Freeway. A temporary fourth leg to the
existing traffic signal should be analyzed (rather than attempting to create
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Draft EIR for the Harvard-Westlake Parking Improvement Plan in the City of
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November 22, 2013

gaps in the traffic flow on Coldwater Canyon Avenue by using a “flagger”). No
analysis has been conducted of the resulting Level of Service at the existing
Harvard-Westlake School traffic signal that would occur by adding a fourth leg
to the traffic signal during construction. Proper study is required to properly
analyze the exiting truck traffic during construction of the Project so that all
significant traffic impacts can be properly identified and analyzed, enabling
feasible mitigation measures to then be developed.

Roadway Improvement Offer Creates Potentially Significant Impacts — Page 9
of the Traffic Study states that Harvard-Westlake is offering to implement
“...additional and voluntary roadway improvements...” with the Project. The
offer includes adding a second southbound lane during the AM peak hour on
a portion of Coldwater Canyon Avenue north of Harvard-Westlake School, a
project that the City could implement on its own and one that is of no direct
benefit to the Harvard-Westlake Parking Improvement Plan itself. Under this
offer, Coldwater Canyon Avenue would be restriped to provide an additional
southbound travel lane from Dickens Street to connect with the fwo
southbound travei fanes that would be provided across the Harvard-Westlake
School frontage. In order to utilize the second southbound lane, the offer
includes the installation of sighing prohibiting stopping from 7 AM to 10 AM on
weekdays along the west side of Coldwater Canyon Avenue.

Several important issues have not been addressed in this offer including:

a) The potential impact created by the loss of currently available on street
parking in front of the existing singte family homes on the west side of
Coldwater Canyon Avenue (currently parking is only prohibited on the
west side of Coldwater Canyon Avenue to facilitate street sweeping).

b) The practicality of gaining full utilization of the second southbound travel
iane when trash containers are placed in the street by the residents.

¢} The inadequate 22’ width of the existing southbound lane on Coldwater
Canyon Avenue to properly accommodate a second southbound through
lane without restriping other portions of the existing roadway.

d) The potential of rear end collisions involving legally parked vehicles at
times other than between 7 AM and 10 AM on weekdays created by
striping that leads southbound motorists into parked vehicles, particularly
during hours of darkness and inciement weather. '

Before this offer is accepted and implemented as part of the Harvard-
Westlake Parking Improvement Plan, the significant issues above must be
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D-104 cont.
carefully studied and evaluated, enabling feasible mitigation measures to then
be developed.

5) Traffic Safety and Speeding Concerns Have Not Been Documented — The
Draft EIR and the Traffic Study both identify concerns regarding traffic safety
and speeding traffic on Coldwater Canyon Avenue in this area. However,
these concerns are not documented with actual facts and figures. in regard to
traffic safety, no data or caiculations are provided to identify a concentration
of collisions at a location or to develop any remedial engineering measures.
Collision rates for the existing conditions as well as for conditions after the
implementation of roadway improvements are required to support the
undocumented, editorial claims that traffic safety will be improved by the
Project. The 250 foot long area immediately north of the Harvard-Westlake
School traffic signal on the east side of Coldwater Canyon Avenue is at jeast
12 feet wider than the other portions of the roadway and provides an area out
of the travel lane for parking and/or loading/unioading. Furthermore, no data
is provided to indicate that significant violations of the posted “Speed Limit 35”
signs are occurring or any quantification of the current level of ftraffic
enforcement. Without this information, the concerns regarding "speeding” are
also undocumented, editorial claims.

D-105

6) Lengths of Turning Lanes May Not Be Sufficient — The Traffic Study does not
provide the required calculations of queuing at the modified traffic signal at
the Harvard-Westlake School, particularly in the AM peak hour when existing
right turns into the campus will change to left turns across heavy southbound
commuter traffic into the parking structure with the Project. The northbound
left turn fane must also accommodate deceleration in addition to the queuing
that will occur. Assuming that the 35 MPH speed limit has been properly set
(at or near the 85" percentile speed), then the “design speed” used to D-106
determine the iengths of the turning lanes at Harvard-Westlake School should
be based on 45 MPH plus or minus the distances to decelerate on the
moderate roadway grades on Coldwater Canyon Avenue. The lengths of al
turning lanes must include calculations of the expected 95" percentile
gueuing (none were provided in the Traffic Study Appendices) as weli as the
distances to decelerate from 35 MPH to a complete stop in the turning lanes
at the end of the 95" percentile queue (which allows the maximum
deceleration of 10 MPH in the through lane). As proposed, the lengths of the
turning lanes are too short to meet accepted standards and practice as
defined in A Policy on Geometric Design of Highways and Streets 6" Edition
published by the American Association of State Highway and Transportation
Officials (AASHTO),

7) Credit for ATSAC/ATCS Is _Not Appropriate — The LADOT Level of Service D-107
Worksheet allows a full level of service credit (0.10) for installation of



Wendy
Line

Wendy
Line

Wendy
Line

Wendy
Line

Wendy
Typewritten Text
D-104 cont.

Wendy
Typewritten Text
D-105

Wendy
Typewritten Text
D-106

Wendy
Typewritten Text
D-107


Mr. Douglas P. Carstens

Draft EIR for the Harvard-Westlake Parking Improvement Plan in the City of
Los Angeles — Traffic and Parking Issues

November 22, 2013

8)

ATSAC/ATCS traffic signal system equipment that changes traffic signal
timing in response to real-time vehicle demands within a network of
coordinated traffic signals. The existing traffic signal at Harvard-Westlake
School, a “T” intersection, does not currently have this eguipment. The
Project will add a fourth leg to the existing “T” intersection to provide access
to and from the parking structure and a second southbound lane will be
installed on Coldwater Canyon Avenue. The existing traffic signal will be
modified to control the new four-legged intersection and ATSAC/ATCS
equipment is proposed to be installed with the other improvements.

The benefits associated with the ATSAC/ATCS traffic signal equipment
cannot be taken at the Harvard-Westlake School traffic signal. This traffic
signal is 2,200 feet from the nearest traffic signal on Coldwater Canyon
Avenue at Ventura Boulevard. This distance of nearly 2 mile is well beyond
the range of coordinated traffic signal benefits. Furthermore, the Harvard-
Westiake School traffic signal is effectively the last traffic signal on this portion
of Coldwater Canyon Avenue before the roadway traverses mountainous
terrain before reaching the isolated traffic signal at Mulholland Highway about
1 ¥z miles to the south. Clearly, the Harvard-Westlake School traffic signal
cannot be considered as being within a system of traffic signals along an
arterial corridor.

Table 3.8-6 on Page 3.8-19 of the Draft EIR summarizes the faulty

- calculations and incorrect assumptions from the Traffic Study Appendices.

The 0.10 ATSAC/ATSC credit was incorrectly taken in the calculations for the
future conditions with the Project, causing the calculated volume to capacity
ratio to improve from 1.067 (at Level of Service “F") to 0.967 (at Level of
Service “E"). When the 0.10 ATSAC/ATCS credit is removed from the
calculations, the Project causes a significant traffic impact at this location
operating at Level of Service “E” or “F” with an increase in the volume to
capacity ratio from 0.985 to 1.067. According to the LADOT criteria, the
increase in the volume to capacity ratio of 0.082 (greater than the maximum
allowable threshold increase of 0.010) is a significant traffic impact that
requires further mitigation.

Traffic Issues With Parking Structure Across Coldwater Canyon Avenue -
Constructing 750 parking spaces on the west side of Coldwater Canyon Road
across the roadway from the existing Harvard-Westlake School campus will
change existing right turns into the campus to left turns across heavy
southbound commuter traffic into the parking structure with the Project in the
AM peak hour. In addition to resulting in a significantly higher number of
conflicting traffic movements, other traffic issues that have not been
adequately studied or addressed will be created including:
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a)

Physically preventing at-grade pedestrian crossings of Coldwater Canyon
Avenue from the parking structure to the campus and vice-versa is not
possible. As long as the gates are open so vehicles can access the
parking structure from Coldwater Canyon Avenue, then pedestrians can

~ also use these driveways to reach the roadway and attempt to cross at-

grade. Signing prohibiting pedestrian crossings of Coldwater Canyon
Avenue will not be effective without full-time, significant enforcement
which is not likely or practical. With the pedestrian bridge at the second
level, parkers on the first level are likely to cross Coldwater Canyon
Avenue at-grade, especially if they are running late to the event and/or if
the elevator to the second level pedestrian bridge is slow and/or operating
at capacity. Similarly, prohibiting student parking on the first level during
regular school days does not preclude them from walking down vehicle
ramps or stairs to reach the first level and then cross Coldwater Canyon
Avenue at grade.

The “Right Turn Only” restriction from 7 AM to 7 PM on weekdays at the
south parking structure driveway wili be easily violated and there likely will
be nominal (if any) enforcement. The more problematic time when a “Right

Turn Only” restriction should be in effect wouid. occur at the south

driveway after a football game, graduation, or major event when the
parking structure is fully occupied and all attendees of the special event
want to leave at the same time.

9) Traffic Study Conclusions Are Not Supported by Data or Analyses — Chapter

13 of the Traffic Study contains several editorial statements that are not
supported by any data, caicuiations, or analyses. Each of the following items
must either be supported or removed from the Traffic Study:

a)

Page 63 states the improvements with the proposed parking structure
project will provide “significant reduction in travel delay (up to 5-10
minutes) as compared to existing conditions.” This comment is not
accurate and is not supported by the Traffic Study.

The Traffic Study does not contain any discussion of the delay associated
with the merge on Coidwater Canyon Avenue south of Ventura Boulevard.
As previously indicated in this letter, the Harvard-Westiake School’s “offer”
to stripe a second southbound lane on Coldwater Canyon Avenue from
Dickens Street to the School has not been fully studied or properly
analyzed to determine its effectiveness. Further, significant impacts are
likely to occur with the loss of existing on-street parking from 7 AM to 10
AM on weekdays in front of residences. Traffic safety associated with
legally parked vehicles in the striped curb lane, particularly at night or
during inclement weather, has not been addressed.
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c) The Project will relocate the merge from two southbound lanes to one
from south of Ventura Boulevard to the south end of the Harvard-Westlake
School. At the relocated merge point, southbound traffic could back up to
the Harvard-Westlake School ftraffic signal. Analysis of expected
conditions at the reiocated merge and development of other mitigation are
needed to avoid merely moving the issues to another location.

d) From the calculations in the Traffic Study Appendix, the project will
increase the volume to capacity ratio (and the delay) in the weekday AM
and PM peak hours without the ATSAC/ATCS credit. As previously
discussed, this resuits in a significant ftraffic impact in the PM peak hour
that requires further mitigation beyond what is being proposed.

e) Hustrations in Figures 2-12, 2-15, and 2-16 of the Draft EIR indicate the
modified traffic signal at the Harvard-Westlake Schoo! will include both
protected left turn arrows (when the left turn demand is high) together with
permissive left furns on a green ball when left turn demand is low. This
type of control facilitates left turn movements but it is not used to improve
traffic safety. The conclusion that the Harvard-Westlake School traffic
signal will be safer than the existing permissive left turn operation with left
turns made on a green ball is not supported by any data or analyses.

10)Special Event Parking and Traffic impacts Were Not Properly Studied — The
Traffic Study does not contain any observations of Harvard-Westlake School
generated parking during a special event such as a Friday night football
game. While one of the primary objectives of the Project is to eliminate
parking on the neighborhood streets, quantification of the magnitude of the
“problem” during a special event is not provided in the Traffic Study. Parking
demand and traffic volumes should have been observed and counted before,
during, and after a 7 PM football game, and then analyzed.

Contrary to the Draft EIR and the Traffic Study, the enclosed photographs
taken by Save Coldwater Canyon do not indicate a shortage of parking on
campus or any significant parking accumulation on the nearby residentiai
streets during either a typical school day or during a Friday night football
game in October 2013. In both cases, there were a number of unoccupied
parking spaces within the campus parking lots that could have easily been
used to fully contain all of the Harvard-Westiake School generated parking.

There could be a traffic impact after Project occupancy with traffic going to a
football game starting at 7 PM when it is added to the 6 PM to 7 PM
commuter traffic on Coldwater Canyon Avenue. The operation of the Harvard-
Westlake School traffic signal for arrivals at a special event starting at 7 PM
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Mr. Douglas P. Carstens

Draft EIR for the Harvard-Westlake Parking Improvement Plan in the City of
Los Angeles — Traffic and Parking lssues

November 22, 2013

should be analyzed and any significant traffic impacts disclosed, together with
development of additional mitigation measures as may be necessary.

In summary, my review of the Harvard-Westiake Parking Improvement Plan Draft
EIR disclosed no justification to spend millions of dollars to double the existing
number of parking spaces at Harvard-Westlake School that were adequate in
1992, which are adequate today, and which would sit empty except during a
couple of major special events each year. If a parking structure was really
needed (but it is not for the current enroliment), then it should be iocated within
the campus of Harvard-Westlake School. However should the School still desire
to pursue this Project, then each of the deficiencies in the Draft EIR and in the
Traffic Study pointed out in this letier must be addressed.

if you have questions regarding these comments, please call me at your
convenience.

Respectiully submitted,

Tom Brohard and Assocciates

Vo Bl

Tom Brohard, PE
Principal

Enclosures
Resume

Passenger Car Equivalent Articles

» Development of Passenger Car Equivalencies for Large Trucks at
Signalized Intersections; ITE Journal, November 1987

» Passenger Car Equivalents for Heavy Vehicles at Freeways and
Muitilane Highways: Some Critical Issues; ITE Joumnal, March 2006

> Guidelines for CMP Traffic Impact Analysis Reports in San Bernardino
County; San Bernardino County CMP, 2005 Update, Appendix C

Photographs

» Daytime Campus Parking (9 photos) — October 22, 2013

» Daytime Street Parking (9 photos) — October 22 and October 25, 2013
» Game Night Campus Parking (8 photos) — October 18, 2013
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Tom Brohard, PE

Licenses: 1975 / Professional Engineer / California — Civil, No. 24577
1977 / Professional Engineer / California — Traffic, No. 724
2006 / Professional Engineer / Hawaii — Civil, No. 12321

Education: 1969 / BSE / Civil Engineering / Duke University
Experience: 40+ Years

Memberships: 1977 / Institute of Transportation Engineers — Fellow, Life
1978 / Orange County Traffic Engineers Council - Chair 1982-1983
1981 / American Public Works Association — Life Member

Tom is a recognized expert in the field of traffic engineering and transportation planning.
His background also includes responsibility for leading and managing the delivery of
various contract services to numerous cities in Southern California.

Tom has extensive experience in providing transportation planning and traffic engineering
services to public agencies. Since May 2005, he has served as Consulting City Traffic
Engineer for the City of indio. He also currently provides “on call” Traffic and Transportation
Engineer services to the Cities of Big Bear Lake, Mission Viejo, and San Fernando. In
addition to conducting traffic engineering investigations for Los Angeles County from 1972
to 1978, he has previously served as City Traffic Engineer in the following communities:

0 BellfloWer....cocovvvveiriiieecee e 1997 - 1998

o Bell Gardens.......ccoveeeiiiioieeeieeceeeieieenr e 1982 - 1995

o Huntington Beach..........ooocevviceinviiiieninnnen. 1998 - 2004

0 Lawndale......ccveverireeiireieiiee 1973 - 1978

0 LOS AlaMItOS..uceuvreeiiiiieeivireiiiiieniieiee e eneans 1981 - 1982

0 OCeANSIAE ...t e 1981 - 1982

© Paramount.........cccocicioimimioniernnrveenins 1082 - 1988

o Rancho Palos Verdes.......ccccovvviiiieiiinrennns 1973 - 1978

o Rolling Hills....cccccovevvrmrrnrriirirniiincreneneeeeecereeens 1973 - 1978, 1985 - 1993
o Rolling Hills Estates.........cccceveveieviecveeerennns 1973 - 1978, 1984 - 1991
O 8aN MarcoS .ccoooovovivviii e anans 1981

O SaANTA AN ..o 1978 - 1981

o Westlake Village .........ccoievevcceien e, 1983 - 1994

During these assignments, Tom has supervised City staff and directed other consultants
including traffic engineers and transportation planners, traffic signal and street lighting
personnel, and signing, striping, and marking crews. He has secured over $5 million in
grant funding for various improvements. He has managed and directed many traffic and
transportation studies and projects. While serving these communities, he has personally
conducted investigations of hundreds of citizen requests for various traffic control devices,
Tom has also successfully presented numerous engineering reports at City Council,
Planning Commission, and Traffic Commission meetings in these and other municipalities.

Tom Brohard and Associates
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Tom Brohard, PE, Page 2

in his service to the City of Indio since May 2005, Tom has accomplished the following:

Oversaw preparation and adoption of the Circulation Element Update of the General
Plan including development of Year 2035 buildout traffic volumes, revised and
simplified arterial roadway cross sections, and reduction in acceptable Level of
Service criteria under certain constraints. Reviewed Riverside County’'s updated
traffic model for consistency with the adopted City of Indio Circulation Plan.

Oversaw preparation of fact sheets/design exceptions to reduce shoulder widths on
Jackson Street over I-10 as well as justifications for protected-permissive left tum
phasing at 1-10 on-ramps, the first such installation in Caltrans District 8 in Riverside
County; reviewed plans and provided assistance during construction of a $1.5 million
project to install traffic signals and widen three of four ramps at the I-10/Jackson
Street Interchange under a Caltrans encroachment permit.

Oversaw preparation of fact sheets/design exceptions to reduce shoulder widths on
Monroe Street over I-10 as well as striping plans to install left tum lanes on Monroe
Street at the I-10 Interchange under a Caltrans encroachment permit; reviewed
plans to install traffic signals and widen three of four ramps at the I-10/Monroe Street
Interchange.

Reviewed traffic impact analyses for Project Study Reports evaluating different
alternatives for buildout improvement of the 1-10 interchanges at Jefferson Street,
Monroe Street, Jackson Street and Golf Center Parkway.

Oversaw preparation of plans, specifications, and contract documents and provided
construction assistance for over 40 traffic signal installations and modifications.

Reviewed and approved over 600 work area traffic control plans as well as signing
and striping plans for all City and developer funded roadway improvement projects.

Oversaw preparation of a City wide traffic safety study of conditions at all schools.

Prepared over 500 work orders directing City forces to install, modify, and/or remove
traffic signs, pavement and curb markings, and roadway striping.

Oversaw preparation of engineering and ftraffic surveys to establish enforceable
speed limits on over 200 street segments.

Reviewed and approved traffic impact studies for more than 25 major developments.

Developed the Golf Cart Transportation Program and administrative procedures;
implemented routes forming the initial baseline system.

Since forming Tom Brohard and Associates in 2000, Tom has reviewed many traffic impact
reports and environmental documents for various development projects. He has provided
expert witness services and also prepared traffic studies for public agencies and private
sector clients.

Tom Brohard and Associates
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1987 Student Paper Award

Development of Passenger Car
Equivalencies for Large Trucks at
Signalized Intersections

by Cesar ]J. Molina, Jr.

he signalized intersection is the

most serious capacity constraint

along an urban street. If opera-
tional improvements are to be made, itis
here where they can potentially yield the
greatest benefits. Increasing the capac-
ity of the intersection can be realized
through signai timing optimization and
improving the progression between in-
tersections. The methodology currently
used to evajuate the capacity of an in-
tersection is based on adjusting some
ideal saturation flow rate so as to reflect
the prevailing traffic conditions. The ideal
saturation flow rate for signalized inter-
sections is based on an all passenger
car traffic stream and is defined in the
1385 Highway Capacity Manual (HCM})
as 1,800 passenger cars per hour of
green time per lane.’

The introduction of a truck into the
traffic stream reduces the kleai satura-
tion flow rate of the intersection because
of the truck’s greater length and lower

performance capabilities with respectto .

passenger cars. The HCM accounts for
trucks by multiplying the ideal saturation
fiow rate by a heavy vehicle adjustment
factor that is based on the percentage of
trucks in the traffic stream and the num-
ber of passenger cars displaced by the
truck, commonly known as the truck’s
passenger car equivaient (PCE). Of the
two components, the PCE has the great-
est impact on capacity reduction. There-
fore, it is critical that the PCE be accu-
rately determined.

The research reporied in this article
attempted to quantitatively measure the
difference in operating characteristics
between passenger cars and trucks trav-
eling straight through a level, signalized
intersection. The data collected were
used to develop PCE vaiues for trucks
based on truck type and position in
queue. However, turning movements,
roadway grades, and other factors af-
fecting the PCE were not examined be-
cause of the study's time and financial
constraints.

Review of the Literature

The term “passenger car equivalent”
was introduced in the 1965 HCM and
defined as “the number of passenger
cars displaced in the traffic flow by a
truck or a bus, under the prevailing road-
way and traffic conditions.”™ The 1965
HCM provided an adjustment factor to
the ideal saturation fiow rate to account
for the presence of trucks at signalized
intersections. This factor appears to be
calculated with a PCE of 2, an assump-
tion supported by the claim that a truck
under the best conditions is equal to two
passenger cars.?

Since the 1965 HCM, much research
has been done in this area. Webster and
Cobbe determined that a straight-
through heavy- or medium-goods vehi-
cle had a PCE value of 1.75. Miller de-
veloped PCE values for through vehicies
at intersections based on the additional

headway a truck would require over a
passenger car.* That was one of the first
attempts to define equivaiencies in
quantitative terms. By dividing the aver-
age headway of a truck by the average
headway of a passenger car, Miller de-
termined that the PCE of a truck was
1.85. Carstens, also using the headway
approach, developed a PCE value of
1.63 for a truck, where a truck was de-
fired as a vehicle with more than four
tires.” A 1980 study calculated the PCE
for various vehicle types based on the
ratio of the total delay measured in the
field to the average delay for an ali-pas-
senger car queue estimated from a sim-
ulation model. The results showed that
single-unit trucks had a PCE vaiue of 1.6
and tractor-trailers had a PCE of 2.8.°

in the 1985 HCM, a heavy vehicle ad-
justment factor (f,,,) was used to adjust
the ideal saturation flow to account for
the presence of trucks in the traffic
stream. Although not reported, the PCE
value used to arrive at the adjustment
factor can be calculated using the foifow-
ing equation;

T = 101 + PAPCE — 1)1 (1)
where

PCE = passenger car equivalent,

f.w = heavy vehicle adjustment fac-
for, and

P, = percent trucks,

Using the values in Table 9-6 of the 1985
HCM, the PCE was calculated to be 1.5.
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However, this value is not the PCE of a
truck but an average value used to ac-
count for all heavy vehicles (i.e., trucks,
buses, and recreational vehicles) oper-
ating at the signalized intersection.

The Canadian Capacity Guide for
Signalized Intersections presents PCE
values for various vehicle types devel-
oped from a least-squares optimization
procedure.” The results indicate a PCE
vaiue of 1,5 for a single-unit truck, 2.5 for
a combination truck, and 3.5 for a heav-
ily loaded combination truck.

Mode! Development

In determining the capacity of a sig-
nalized intersection, traffic engineers
start with the assumption that the ideal
traffic stream consists of passenger cars
departing at a constant saturation fiow
headway. However, the traffic stream is
usually a mixture of different vehicles
whose ditferent operating characteristics
cause their headways to vary greatiy. To
correct for this discrepancy, each vehicle
type is converted into the equivalent
number of straight-through passenger
cars displaced, resulting in a saturation
flow expressed in terms of PCE vaiues.

The basis for the madel derived in this
research was the headway method.
Headway data were coliscted for all sat-
urated vehicles (i.e., vehicles that came
to a complete or near stop in the queue
before proceeding) as they crossed the
stop line and then modeled using a
regression equation. The values pre-
dicted by the regression analysis were
then used to generate the PCE values
using the following equation:

PCE, = h/h, ]
where
PCE, = PCE for vehicle i,
h, = headway of vehicle of inter-
est, and
h, = saturation flow headway of
passenger car.

if h, is replaced by h, (truck's head-
way), Equation 2 relates the effect of the
operating characteristics and vehicle
length of a truck with respect to that of a
passenger car, However, it does not mea-
sure the delay caused by a truck on the
passenger cars immediately behind it.
Eventually, this additional delay will dis-
sipate as the truck reaches the normal
speed of the tratic stream, at which time

the headways of the passenger cars be-
hind the truck in the queue will be the
same as the headways of the passenger
cars in an all-passenger car queue. At
this point, the total additional effect of the
truck in the first position in queue can be
expressed as follows:

AH = X (Ah,) (3)

LY
where

AH = the total additional delay to the
queue by the truck,
n = position in queue of a passen-
ger car following the truck,
i = position of last passenger car
affected by the truck, and
Ah = the incremental defay of a pas-
senger car because of the
truck.

Modifying Equation 2 to reflect this ad-
ditional effect results in

PCE, = (h, + AH)h, (4)

Because AH cannot be measured di-
rectly, the total trave! time of a queue of
i passenger cars with a truck can be
measured and compared with the total
travel time for an equivalent-size queue
of passenger cars. The ith passenger car
is the queue position of the last passen-
ger car behind the truck that sustained
an incroase in delay because of the
truck's lower acceleration rate as com-
pared with the acceleration rate of the
passenger car. Afterwards, succeeding
passenger cars in the queue wilt not in-
cur additiona! delay. This relationship
can be expressed as

'
rrr,.b, =L +h+ 22 (.
;

+ 2 (ah) (5

ne2
where

77 = totat travel time measured from
start of green, sec,
t, = truck in position one in queuse;
b, = passenger car in position § in
queue; and

L, = total lost time for the queue.
Similarly, an equation for the all-passen-
ger car queue can be developed. Simply
solving for AH and substituting into
Equation 4 would yield

PCE, = (T, ., ~ T V] + 1 (6)

Therefore, PCE values are based on
the diterence in travel times between the
last passenger car affected by the truck
and a passenger car in the same posi-
tion in an all-passenger car queue. Be-
cause the effect of the truck has dissi-
pated at this vehicle position, PCE
values calculated from the travel times
of any succeeding vehicles should re-
main constant if / really is the last vehicle
affected.

Equation 6 can be modifled to deter-
mine the PCE for any truck type in any
position in queue. However, this equa-
tion implicitly assumes that only one
truck is in the queue, with the rest of the
vehicles being passenger cars. Other-
wise, PCE values would have to be de-
veloped for a large number of combina-
tions that would have little practical use.
Therefore, PCE values were generated
for only one truck in a queue with the
position of the truck varying from one to
ten. The general form of the equation
used to caiculate the PCE values is:

PCE, = [(TT 5, — T )] + 1 (7)
where

j = type of truck (j.e., .U., five-axle),
and

k = the position of the truck in the
queue.

Study Procedure

Data Collectlon

Data were collected at one intersec-
tion in each of three Texas cities using
an automatic data collection system de-
veloped at the Texas Transportation in-
stitute (TT1). At each sile, two lanes were
studied and data were collected for four
2-hour periods on two consecutive days;
2 hours in the morning peak, 4 hours in
the off-peak, and 2 hours in afternoon
peak. Except for 15 minutes of light rain
at one of the sites, all the data were col-
lected under good weather conditions.
Data were coliected for each cycle indi-
vidually (i.e., each cycle provided one
observation toward the final data set).

A iotal of four vehicle classes were
analyzed: passenger cars; two-axle, sin-
gle-unit trucks; three-axle, single-unit
trucks; and five-axie combination trucks.
The data were sorted according to ve-
hicle classification and within each ve-
hicle class into ten subclasses with the
queue position of the vehicle of interest
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varying from position one to ten. Over
13,000 vehicles were anaiyzed for this

study.

Data Analysis

The purpose of the statisticat analysis
was fo develop a regression equation
that predicts total travel time based on
the vehicle's queue position. Total travel
time is defined as the tire for a vehicle’s
rear axle to cross the stop bar from its
position in queue {i.e., the vehicle's
elapsed trave! time).

The first step in the process was to
anaiyze the passenger car data set. Past
research suggests that the headways of
passenger cars deparling from a signal-
ized intersection will start at a high vaiue
and evertually drop down to a constant
value.®® Because the total travel time is
actually cumulative headways, the total
travel time should initially increase non-
linearly, then at a constant rate after
some point. A stafistical analysis indi-
cated that the headways were constant
after the seventh position in queue with
an average vaiue of 1.79 seconds, which
was rounded to 1.8 seconds. A second-
order polynomial was fitled to the first
seven positions using a weighted
regression technique, which accounted
for the increased variabllity in headways
as queue position increased.

This same methodology was used on
the truck data sets. A regression equa-
tion was developed for each position
analyzed from the position where the
truck was located toward the end of the
queue, Because the data sets were
small, it was not possible to determine
statistically when the headways of the
passenger cars behind the truck reached
a constant headway. As the PCE was
caiculated when the headway reached a
constant value, it was critical to ascer-
tain exactly when this occurred. There-
fore, it was assumed that passenger
cars traveling behind a truck woutd even-
tually reach the same constant headway
as the passenger cars in an afi-passen-
ger car queue. As a result, when the
regressgion equation predicted that the
passenger cars would reach the satura-
tion flow headway of 1.8 seconds, the
PCE was calcuiated at that position.

In developing the regression equa-
tions, the question arose as to how littie
data could be used to develop a regres-
sion equation with any degree of confi-
dence. It was decided that the truck po-

sition that was being examined must
contain at least five observations and the
succeeding three passenger car posi-
tions must have a combined vaiue of at
least 15 observations, with the smallest
value per position being no less than four
observations. This was done so that the
equation developed could reasonably
predict the travel time for a passenger
car at least three positions behind the
truck in the queus.

Study Results

Passenger Car Equivalenis

Using the regression equations deve!-
oped for the passenger car and trugk
data sets, the PCE for each truck type
at various positions in the queue was
determined using Equation 7 The pro-
posed method of determining the PCE
is based ontotal delay inflicted by a truck
on the passeitger car stream; therefore,
the PCE equation must be applied at the
vehicle position where the truck’s effect
has dissipated (i.e., at position /). To de-
termine the PCE of a given truck type in
a given queue position, the tota! travel
time of a passenger car in position / was
compared with the travel time for a pas-
senger car in the eguivalent position in
an ail passenger car queue.

The first truck class that was analyzed
was the five-axle truck class. Figure 1

shows the regression fines for the all
passenger car queue and a five-axle
truck in position one in the queue. As
Hlustrated, the difference in travel time is
initially large, but grows smaller with
each succeeding vehicie. At approxi-
mately position nine, the incremental in-
crease in travel time between the two
queues is zero. This is position / for a
queue with a five-axle truck in position
1.

Also shown in Figure 1 is an additional
regression line for a five-axie truck in
position three in the queue. In this case,
the i position occurs at queus position
six. This same procedure was used for
the remainder of the truck regression
lines and then repeated for the two- and
three-axie truck classes.

As a final step, a regression analysis
was conducted on the PCE values de-
veloped for each truck class. The pur-
pose was twolold: (1) to determine if the
values generated were statistically dif-
ferent from each other; and {2} if so, to
develop an equation that could interpo-
late the PCE values for the positions
where thefe was insufficient data to de-
velop a vaiue.

A first-order linear regression was
performed on the two-axle, single-unit
truck class. The resuits suggest that the
PCE values for the various queue posi-
tions were statistically identical; there-
fore, the average of these values was
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Figure 1. Regression lines for all-passenger car queus and five-axie truck in positions

tand 3.
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used as the PCE values for each posi-
tion in queue. The same procedure was
applied to the three-axle, singie-unit
fruck class. As before, the test sug-
gested that the vaiues were statistically
identicai, which means that the average
of the PCE values can be used in place
of the actual vaiues. A first-order regres-
sion equation was also fitted to the PCE
values for the five-axle truck class. The
results indicated that the nonintercept
term was significant; however, the PCE
values appeared to follow an exponential
curve. Therefore, the independent vari-
abie was transformed by taking its log-
arithm and another first-order regression
equation was fitted to the PCE values,
Table 1 lists the PCE values developad
from this additional regression analysis.

Effects on Capacity

For the practicing engineering com-
munity, the matrix of PCE values listed
in Table 1 is of fittle use. The time and
effort required to obtain the data nec-
essary to use these values would be
enormous. A practical solution would be
1o condense the values into two catego-
ries: one for light trucks (delivery trucks}
and one for heavy trucks (18-wheelers).
Because of their similar size, usage, and
performance, the two single-unit truck
classes were combined to form the light
truck class.

To determine the PCE for the light
truck class, a weighted average for the
two single-unit truck classes was used.
The proportion of the total observations
in each truck class was mulliplied by its
PCE to obtain an average PCE vaiue of
1.7 The PCE value for the heavy truck
class was determined in a similar fash-
jon and resuited in an average PCE
value of 3.7

As noted previousty, the 1985 HCM
uses a heavy vehicle adjustment faclor
to modify the capacity of a signalized
intersection to account for the presence
of trucks. Expanding this methodology to
account for kight trucks and heavy trucks
separately, the following equation was
developed:

fv = W1 + P lEur — 1)

+ PJ.Y(ELT " 1)
+ PLE; ~ 1)
+ Po(Eg — 1)] @)

where
P = percent of vehicle type in the

Table 1. Predicted PCE Values for Various Truck Types

Tuck Truck Position in Queue

Type 7 2 3 4 5 () 7
Two-Axle, single unit 1.6 1.6 1.6 1.6 1.6 1.6 1.6
Three-Axte, single unit 2.0 2.0 2.0 2.0 2.0 2.0 *
Five-Axie combination 44 39 3.7 3.6 34 3.2 a1

*Signifies insufficient data to develop a PCE.
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0 5 %
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Figure 2. Comperison of capacity reduction resuiting from various PCE values.

traffic stream,
E = pessenger car equivaient of the

vehicle type,
HT = heavy truck,
LT = light truck,
R = recreational vehicle,
B = bus, and

f» = heavy vehicle adjustment factor.

Using Equation 8, light and heavy
trucks can be combined {(along with
other vehicle types) according to the pro-
portion of these vehicle types in the traf-
fic stream. Figure 2 shows a graph of
the capacity reduction because of differ-
ent truck percentages and PCE values.
The four lines show the capacity reduc-
tion resulting from a PCE value of 1.5
used in the 1985 HCM, a PCE value of
1.7 proposed in this study for a light truck
poputation, a PCE value of 3.7 proposed
in this study for a heavy truck population,
and an average PCE value of 2.7 rep-
resenting an even mixture of light and
heavy trucks.

For a typical urban intersection with
10% trucks and a truck population con-
sisting mainly of light trucks, the differ-

ence in capacity that would result if the
PCE value in the HCM were used as
opposed to the proposed light truck PCE
value would be a mere 2%. This small
overestimation of capacity appears in-
significant, but if the intersection had an
even mixture of heavy and light trucks,
the HCM would overstate the capacity
by 11%. For the extreme case where the
truck population consists of only heavy
trucks, the overestimation of capacity
would be more than 17%.

By using the adjustment factors found
in the 1985 HCM, the resulting satura-
tion flow will produce an infiated capac-
ity value if there are a significant number
of iarge trucks in the traffic stream, Fur-
thermore, because the green splits are
based on the saturation flow, the result-
ing signal timing will not accurately re-
flect the existing traffic conditions. This
may lead to long queues and large de-
lays on some phases and undenutiliza-
tion of others. {For a more detailed dis-
cussion of the results presented In this
article, the interested reader should ex-
amine TT! Research Report 397-2.%)
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Conclusions

This study looked ai the effect of a
truck on the saturation flow of a signal-
ized intersection and developed PCE
valugs for three types of trucks. Based
on the resuits of this study, the following
can be concluded:

+ Truck type affecis the size of the PCE.
+ Position of vehicle in queue did not sig-
nificantly affect the PCE value for the
two- and three-axle, single-unit trucks
typicaily found in urban areas. This is
probably because trucks of this size
are not commonly hauling a great deal
of weight with respect fo the power of
their engine.

Position of vehicle in queue has a very
pronounced effect on the PCE vaiue of
large five-axle combination trucks.
These trucks are typically more heav-
ity loaded in addition fo their greater
length. These two factors result in a
large initial PCE valus; however, as the
position of the truck is further back In
the gqueus, the fruck has the opportu-
nity to accelerate up to speed, thereby
reducing its PCE value.

The position of the last vehicle incre-
mentafly affected by the truck varies
with truck type and position of the
truck in the queus. The last vehicle af-
fected by the truck can range from
three to eight vehicte positions behind
the truck.

-

Recommendations

The results of this study indicate that
there is a need to distinguish between
different truck types when analyzing the
capacity of a signalized intetsection.
Large five-axie truck combinations were
found to have a significantly higher effect
on the capacity of a signalized intersec-
tion than the smaller singie-unit trucks.
The 1985 HCM accounts for the pres-
ence of heavy vehicles through the use
of a heavy vehicle adjustment factor, This
factor is based on a PCE of 1.5, which
is assumed to be the average PCE for
trucks, buses, and recreational vehicles.
When the traffic stream contains a sig-
nificant number of heavy trucks, a larger
PCE effect woukd be expected. This ef-
fect should be accounted for in the esti-
mation of the intersection’s capacity.
Based on the resuits of this study the
following are recommended:

+ The heavy vehicle adjustment factor
equation should be modified to ana-
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lyze the effects of both light and heavy
trucks in addition to buses and recre-
ational vehicles, Therefore, it is rec-
ommended that Equation 8 of this ar-
ficle be used.

PCE values of 3.7 and 1.7 should be
used for heavy and iight vehicies, re-
spectively, when using Equation 8 to
calcutate the heavy vehicle adjustment
factor for estimating capacity at a sig-
nalized intersection.

Further research into the development
of PCE values for large trucks at signai-
ized intersections is recommended. The
effects of turning maneuvers and grades
on the PCE value of large trucks needs
to be examined as they were outside the
scope of this study.

.
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ENCLOSURE 3



Passenger Car Equivalents for Heavy Vehicles
at Freeways and Multilane Highways:
Some Critical Issues

THIS FEATURE DISCUSSES
SOME CRITICAL ISSUES
RELATED TO THE CONCEPT
AND USE OF PASSENGER
CAR EQUIVALENCY (PCE)
FACTORS FOR HEAVY
VEHICLES THAT ARE
INCLUDED IN THE
HIGHWAY CAPACITY
MANUAL (HCM)
PROCEDURES FOR
FREEWAYS AND
MULTILANE HIGHWAYS.
PRACTICAL INSIGHTS INTO
THE LIMITATIONS AND
APPROPRIATE USE OF THE
CURRENT HCM PCE
FACTORS ARE INCLUDED.

INTRODUCTION

One of the important issues affecting
the accuracy of traffic analyses is hetero-
geneity in the vehicular traffic mix that
composes a traffic stream. Typically, the
majority of vehicles in a traffic stream are
passenger cars or vehicles that are similar
to passenger cars in physical characteris-
tics and performance, such as sport util-
ity vehicles, pick-up trucks and minivans,

Heavy vehicles, which usually consti-
wte the remaining smaller proportion of
a traffic mix, are farger in dimension and
often inferior to passenger cars in perfor-
mance. Heavy vehicles consist mainly of
trucks used in freight transportation,
larger buses and recreational vehicles.
Despite being the smaller proportion of
vehicular traffic, heavy vehicles are
known for their important impacts on
the traffic stream.

Historically, the effect of heavy vehi-
cles on traffic flow has been accounted for
through the use of passenger car equiva-
lency factors, These factors are intended
to approximate the effect of heavy vehi-
cles and are expressed as muitiples {of the
effect) of an average passenger car.

In the United States, the Highway
Capacity Mannal (HCM) provides pas-
senger car equivalents (PCEs) for use in
capacity and level of service (LOS)
analyses, Using PCEs, a heterogeneous
mix of vehicles in a traffic stream can be
expressed in a standardized unit of traf-

y fic, such as passenger
BY AHMED AL-KAISY, PH.D. car. PCEs are consid-
cred essential in car-

10

rying out most traffic analyses.

BACKGROUND

The first edition of HCM treated the
presence of heavy vehicles in the traffic
stream in a very simplistic manner,
Specifically, a single factor of 2.0 was

used to represent the impact of heavy
vehicles on multilane highways in level
terrain. In other words, trucks had the
same effect as two passenger cars.!

The subsequent edition of HCM pro-
vided 2 more sophisticated treatment of
the effect of heavy vehicles on traffic flow
and introduced the term “passenger car
equivalent.”2 The most important feature
of this treatment was the fact that PCEs
were a function of LOS. Specifically,
PCE factors were classified into two
groups. The first group applied ro LOS A
through C; the second group applied to
LOS D and E.

The 1985 HCM included a different
treatment of the effect of heavy vehicles
based on research that had been con-
ducted since the preceding edition in
1965.3 Although the use of the PCE con-
cept continued in that version, PCEs
included in freeways and multlane high-
way procedures were not sensitive to
LOS (PCEs were applicable to any LOS).

In addition, three different sets of
PCEs on upgrades were provided for
heavy vehicles with different Jevels of vehi-
cle performance as measured by weight-
to-power ratio. Those sets of PCEs
corresponded to heavy vehicles with 100,
200 and 300 Ib/hp, respectively.

"The most recent vetsion of HCM pro-
vides a simplified {and mote approxi-
mate) approach to quantifying the effect
of heavy vehicles on the traffic stream
compared with the 1965 and 1985 HCM
editions. These procedures employ PCEs
that represent the full spectrum of heavy
vehicles in the traffic mix regardless of
petformance and the full range of traffic
conditions regardless of LOS. In other
words, PCEs are not sensitive to the pet-
formance of heavy vehicles or traffic level.

Since the introduction of PCEs in
1965, many researchers have tried to
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quantify the effect of heavy vehicles on
traffic flow by developing HCM-like
PCE factors using different methodolo-
gies and equivalency criteria,?-11
Although a few of those studies utilized
field data, most used traffic simulation to
derive PCEs for a wide range of traffic
and geometric conditions.

PASSENGER CAR EQUIVALENTS:
SOME CRITICAL ISSUES

This feature aims o shed light on some
important issues critical to the under-
standing of the effect of heavy vehicles on
traffic flow and, therefore, on the use of
PCE:s for heavy vehicles in traffic analyses.

Mechanism of Heavy Vehicles' Effect

The effect of heavy vehicles on traffic
flow is mainly attributed to two impor-
tant factors: physical dimensions and
performance. Compared with passenger
cars, heavy vehicles are known for their
larger dimensions, inferior acceleration
performance and lower maximum speeds
on steep and/or relatively long upgrades.

The role of these differences on the

effect of heavy vehidles varies under dif-
ferent traffic and geometric conditions.
In this regard, three important factors are
closely related to the different mecha-
nisms of the effect of heavy vehicles:
* Terrain: level, rolling and mountain-
ous terrains
* Traffic regime: unsaturated versus
saturated conditions
* Traffic level for unsaturated conditions

Terrain: On highway segments with
level grade and free-flow (unsaturated)
conditions, the effect of heavy vehicles is
mainly related to their physical dimen-
sions. Specifically, heavy vehicles gener-
ally are larger than passenger cars and the
avetage gaps in front of and behind
heavy vehicles are larger than those asso-
ciated with passenger cars, Under these
conditions, the effect of their perfor-
mance on traffic flow typically is mini-
mal because they are able to rravel at
speeds generally close to the average
speed of passenger cars.

However, a speed differential between
passenger cats and heavy vehicles may
exist on level freeway segments due to
different speed limits imposed by high-
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way authorities, increasing the effect of
heavy vehicles.

The mechanism of the effect of heavy
vehicles on upgrades under unsaturated
conditions differs significantly from thar
described on level highway segments.
Besides their larger dimensions and larger
headways, heavy vehicles usually exhibit
inferior performance on upgrades.
Speeds of heavy vehicles normally decline
as they travel on upgrades until they
eventually reach crawl speeds (if the
upgrade is of sufficient length).

A ctawl speed is a limiting speed mainly
determined by weight-to-power ratic and
grade percentage. Crawl speed could be
considerably lower than the average speed
of passenger cars on a specific upgrade. On
steep upgtades, the impact of speed differ-
ential may far exceed the impact of physi-
cal dimensions and larger headways
described earlier. It should be clear that the
impact of heavy vehicles on downgrades is
relatively comparable to level terrain
because engine performance is not much
of an issue in determining their effect.

Traffic Regime: After the onset of con-
gestion (forced-flow conditions), the
mechanism of the effect of heavy vehicles
imposes a greater impact on the wuaffic
stream compared with steady flow condi-
tions. Acceleration-deceleration cycles, a
condition normally experienced during
queuing or stop-and-go operations, intro-
duce another inconsistency between the
behavior of passenger cars and heavy vehi-
cles within the traffic mix. The accelera-
tion performance of heavy vehicles is
different from that of passenger cars. This
aspect of heavy vehicles' performance
applics to all types of terrain (level high-
way segments and upgrades).

It is important to remember that the
PCE factors used in the current HCM
procedures account for the cffect of heavy
vehicles' dimensions and performance
only under steady-state conditions. The
inferior acceleration performance exhib-
ited after the onset of congestion is not
incorporated, Because capacity often is
realized ar saturated (bottleneck) opera-
tions, the use of HCM PCE:s for demand-
capacity analysis during queuing
operations is expected to underestimate

the effect of heavy vehicles.

Traffic Level (Unsaturated Conditions):
Under steady-state conditions, the effect of
heavy vehicles on traffic flow is expected to
vary with the prevalent traffic level. This
effect primarily is a function of the interac-
tion between heavy vehicles and other
smaller vehicles in the traffic stream. At
low volumes, it is reasonable to expect that
larger and slow-moving vehicles would
have only a small effect on traffic flow. As
traffic volume increases, the effect would
be expected to increase due to the greater
interaction between heavy vehicles and
other smaller vehicles in the traffic mix.

In support of this argument, a few stud-
ies reported that PCE factors increase
steadily as traffic leve] increases.?2 The 1965
HCM is consistent with this argument. It
provides two sets of passenger car equiva-
lents: one for favorable operating conditions
{(LOS A through C) and another for less
favorable conditions (LOS I and E). How-
ever, the PCEs employed by the capacity
analysis procedures for freeways and mule-
lane highways in the subsequent versions of
HCM are not sensitive to waffic levels.

Equivalency Criteria

Although they are essential in carrying
out capacity analyses, PCE factors have
been the subject of an old and long argu-
ment about the definition of equivalency
and the basis for deriving their numerical
values. This is partly due to the loose def-
inition of PCEs in subsequent versions of
HCM and the simplistic approach often
used in developing PCEs.

The definition of equivalency in the
1965 HCM is “the number of passenger
cars displaced in the traffic flow by a truck
or a bus, under the prevailing roadway
and traffic conditions.”13

This definition is so general that it vir-
wally could encompass any criterion as a
basis for equivalency. The 1965 HCM
utilized average speed as the criterion to
derive PCE factors for freeways and mul-
tilane highways.

In the 1985 HCM, equivalency is
defined as “the number of passenger cars
that would consume the same percentage
of the frecways capacity as one truck, bus,
or recreational vehicle under prevailing
roadway and traffic conditions.” 14

This definition is more specific than
that of the 1965 HCM because it

3
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restricts the equivalency to a single crite-
tion: capacity (traffic flow rate).

However, an investigation of the avail-
able literature shows that PCE factors
provided in the 1985 HCM were derived
using average speed as an equivalency cri-
terion.!? This raises serious questions
about the consistency between the PCE
concept as defined in HCM and the
numerical values provided in the analyti-
cal procedures of that same document.

The most recent edition of HCM
defines PCE as “the number of passenger
cars displaced by a single heavy vehicle of
a particular type under specified roadway,
traffic and control conditions.”16

Average density in the traffic streamn was
used as the equivalency criterion in devel-
oping the PCE factors. It was deemed that
this traffic parameter, which is an indicator
of proximity to other vehicles in the traffic
stream, directly relates to drivers’ percep-
tion of the quality of service,

Traditionally, most previous research
on PCEs utilized the same parameters as
those used to measure LOS as a basis for
equivalency. This was stated explicitly by
Krammes and Crowley: “The basis for
equivalence should be the parameters
used to define LOS for the roadway type
in question.”!?

Apparently, this statement is based on
an implicit assumption that those PCEs
are intended for use in LOS analyses. This
approach is shared by the recent version
of HCM as well as most previous studies,
which addressed heavy vehicles’ effect on
different types of highway facilities.

Although using the above approach in
assessing heavy vehicles' effect may be
appropriate for LOS analyses, its use for
other traffic analyses may involve a signifi-
cant amount of approximation and error.

Application Type

The effect of heavy vehicles on the
capacity of a botteneck may be different
from their effect on average density at rela-
tively Jow traffic levels {unsarurated condi-
tions). This is mainly related to the different
mechanisms of heavy vehicles effect during
the two different waffic regimes that were
described eatlier in this feature.

Under queuing operations, the accel-
eration/deceleration performance of
heavy vehicles may become a major

42

determinant of their effect on the traffic
stream. Under steady-state operations,
physical dimensions and larger headways
may contribute more to the effect of
heavy vehicles.

This may indicate an important [imi-
tation in the HCM procedures that nor-
mally provide a single sct of PCE factors
for use in capacity and LOS analyses. The
above example suggests thar, although
those PCEs may provide a reasonable
approximation of heavy vehicles effect
for LOS analysis, it may not be appropri-
ate for use in determining capacity.
Because capacity is a very important
input to many traffic analyses, capacity-
based PCE factors need to be developed
for heavy vehicles using an appropriate
equivalency criterion that reflects at-
capacity (saturated} operations.

A study by Al-Kaisy, Hall and Reisman
utilized the queue discharge flow from a
botdeneck as an equivalency criterion in
developing PCE factors for forced-flow
{saturated) conditions.!® Another study
by Fan utilized volume-to-capacity ratio
instead of average density as a criterion to
develop capacity-based PCE factors for
capacity applications.!? Although it
should be clear that the HCM procedures
for freeways and muldlane highways are
applicable only to free-flow conditions
(LOS A to 1.OS E), the PCEs provided in
those procedures are used in estimating
highway capacity as well.

The previous argument suggests that
the equivalency criterion for PCEs needs
to reflect the application at hand or, in
other words, needs to be application-
sensitive. This understanding of the basis
for selecting the equivalency criteria was
expressed by Van Aerde and Yagar:20

“Passenger car equivalents have gener-
ally been assumed to be similar for capac-
ity; speed, platooning, and other types of
analysis. This notion appears to be incor-
rect and is perhaps one of the main
sources of discrepancies among the vari-

ous PCE studies.”

Heavy Vehicle Mix

The effect of individual heavy vehicles
on traffic flow is expected to vary due to
variations in physical dimensions, vehicle
weight, engine performance, aerodynamic
features and loading status (unloaded, par-

tially loaded, or fully loaded), This heterc-
geneity is expected to vary by location and
time. From a practical point of view, the
extensive heterogeneity is very difficult 1o
model at best.

Therefore, it is reasonable to expect
that the current system of PCE facrors,
which is insensitive to heavy vehicle mix,
would involve a fair amount of approxi-
mation in modeling the effect of heavy
vehicles,

Historically, performance measured in
weight-to-power ratio has been perceived
as the most important determinant of
heavy vehicles’ effect, particularly on
upgrades, and js used as the basis to
account for heavy vehicle mix in practice.
This ratio is a function of engine power,
vehicle weight and cargo weight.

Traditionally, two approaches were
followed in quantifying heavy vehicles’
performance for the purpose of PCE use:
a discrete approach and an aggregate
approach. The discrete approach divides
heavy vehicles into categories of perfor-
mance and provides PCE factors for each
of those categories. This approach has the
advantage of being more detailed and
more accurate in the following situations:

* Microscopic analyses in which the

effect of a specific heavy vehicle (or
type of vehicle) with a known weight-
to-power ratio is investigated.

* Macroscopic analyses in which the

average weight-to-power ratio of the
mix can be estimated.

This approach was followed in the
1985 HCM, in which three sets of PCE
factors on upgrades wete provided for
three different performance categoties of
100, 200 and 300 Ib/hp, respectively.

The aggregate approach provides one
set of PCE facrors based on the average
weight-to-power ratio of a “typical” heavy
vehicle mix. The advantage is that it does
not require information about heavy
vehicles’ weight and performance on the
facility under investigation. The main
drawback is that it does not allow the ana-
lyst to accurately estimate the effect of
heavy vehicles should information on
weight and performance be available.

Furthermore, it is illogical to expect
that a single value for average weight-to-
power ratio could represent the heavy
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vehicle mix on all freeways and multilane
highways nationwide with reasonable
accuracy. The current edition of HCM
follows this aggregate approach and pro-
vides a single set of PCE factors that is
applicable to any mix of heavy vehicles.

SOME PRACTICAL CONSIDERATIGNS

In light of the critical issues presented
in this feature, it is important to provide
a few practical considerations regarding
the use of PCE factors in performing var-
ious analyses.

* One of the important issues that traf-

fic engineers deal with on a regular
basis js the analysis of queues and con-
gestion. The HCM PCE factors were
shown to be inapproptiate for those
applications. A set of PCE factors for
congested conditions published in a
recent study could be a useful
resource until more formal PCE fac-
tors become available in HCM. 2!
With regard to heavy vehicle mix,
traffic engineers and practitioners
should be aware that the current
HCM PCE factors for free-flow
conditions were derived for an aver-
age weight-to-power ratio of 100
kg/kW {(equivalent to 164 Ib/hp).
This average weight-to-power ratio
is considered somewhat conservative
when compared to empirical obser-
vations that were reported in two
recent studies on interstate high-
ways,22:23 Therefore, the use of
HCM PCE factots should provide
for conservative analysis and design
with respect to the general mix of
heavy vehicles on interstate and
multilane highways.
It is important to use the queue dis-
charge flow rate (bottleneck capac-
ity) as an equivalency ctiterion in
developing PCE factors for use in
determining capacity and the analy-
sis of queues and congestion. On the
other hand, the equivalency crite-
rion for performance under free-
flow conditions should be the same
as the performance measure used to
assess the qualicy of service.

CONCLUDING REMARKS
PCE factors for heavy vehicles are an

effective means to account for the pres-

ITE JOURNAL / MARCH 2006

ence of heavy vehicles in the traffic
stream in performing traffic analyses.
Traditionally, those factors are included
in the HCM procedures for various
highway facilities. This feature discusses
some critical issues concerning the con-
cept and use of HCM PCE factors at
freeways and multilane highways and
provides a few practical considerations.
Understanding these issues is important
to appreciate the limitations and appro-
priate use of HCM PCE factors. B
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San Bernardino County CMP, 2005 Update

APPENDIX C

GUIDELINES FOR CMP TRAFFIC IMPACT ANALYSIS REPORTS
IN SAN BERNARDINO COUNTY
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San Bernardino County CMP, 2005 Update

signalized intersection or system should
be 130 seconds.

- 10 second minimum phase time, including
change interval.

- Average arrivals, unless a coordinated
signal system dictates otherwise.

- Ideal lane width (12 feet).
- 2 second lost time/phase.

- "Required" solution if analysis by
Webster.

- Exclusive right turn lane is assumed to
exist if pavement is wide enough to
permit a separate right turn, even if it is
not striped. (Minimum 20' from curb line
to lane stripe.)

- A full saturation flow rate can be assumed
for an extra lane provided on the upsiream
of the intersection only if this lane also
extends at least 600 ft downstream of the
intersection (or to the next downstream
intersection).

- PHF = 0.95 for future analysis.

- The lane utilization factor may also be set
at 1.00 when the v/c ratio for the lane
group approaches 1.0, as lanes tend to be
more equally utilized in such situations.

- For light duty trucks (such as service
vehicles, buses, RV’s and dual rear
wheels) use a PCE of 1.5. For medium
duty trucks with 3 axles use a PCE 0f 2.0,

For heavy duty trucks with 4 axles, use a
PCE of 3.0.

Industrial, warehousing and other Projects
with high truck percentages should
convert to PCE’s before applying
thresholds.

When field saturation flow rates and any
special intersection characteristics are not
available, the following field adjusted
saturation flow rates are recommended for
analysis.

Existing and Opening Day Scenarips
- Exclusive thru: 1800 vphgpl
- Exclusive left: 1700 vphgpl

- Exclusive right: 1800 vphgpl

- Exclusive double left:
1600 vphgpl

- Exclusive triple left: 1500 vphgpl
or less

Future Scenarios
- Exclusive thru: 1900 vphgpl
. Exclusive left: 1800 vphgpl

- Exclusive double left: 1700
vphgpl

- Exclusive right: 1900 vphgpl

- Exclusive double right: 1800
vphgpl

- Exclusive friple left: 1600
vphgpt

Note: Existing field saturation flow
rates should be used if they are available

C-13
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Figure 1 - Harvard-Westlake Campus Parking 10/22/13 - approx 11:50am
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Figure 2 - Harvard-Westlake Campus Parking 10/22/13 - approx 11:50am


Wendy
Line

Wendy
Typewritten Text
D-121

Wendy
Typewritten Text


D-121
cont.

Figure 4 - Harvard-Westlake Campus Parking - 10/22/13 - approx 11:50am
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Figure 6 - Harvard-Westlake Campus Parking - 10/22/13 - approx 11:50am
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Figure 7 - Barvard-Westlake Campus Parking - 10/22/13 - approx 11:50am

Figure 8 - Harvard-Westlake Campus Parking - 10/22/13 - approx 11:50am
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Figure 9 - Harvard-Westlake Campus Parking - 10/22/13 - approx 11:50am
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Figue 1 - Alcove Ave, facing South 10/25/13 - approx 11:50am

Figure 2 - Coldwater Canyon, facing North 10/25/13 - approx 11:50am
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Figure 3 - Goodland Ave, facing South 10/22/13 - approx 11:45am
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ng North 10/22/13 - approx 11:45am

Figure 4 - Goodland Ave, faci
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Figure 5 - Intersection of Halkirk and Alcove 10/22/13 - approx 11:45am
D-122 cont.

Figure 6 - Halkirk and Goodland PI, facing East 10/25/13 - approx 11:50am
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Figure 7 - Intersection of Goodland Ave and Halkirk, 10/22/13 - approx 11:45am
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Figure 8 - Halkirk, facing West 10/22/13 - approx 11:45am
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Figure 9 - Dickens St, facing West 10/30/13 - approx 12:05pm
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F‘iiéureﬁlil - Van Noord St, facing South 10/30/13 - approx 12:05pm
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ENCLOSURE 7



Figure 1 - Coldwater Canyon, just N of main campus entrance, 10/18/13 - approx 7:50pm

Figure 2 - Campus parking lot - Game Night, 10/18/13 - approx 7:50pm
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Figure 3 - Campus parkin lot - Game Nigt, 0/ 181 - approx 7:50m
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Figure 4 - Campus parking lot - Game Night, 10/18/13 - approx 7:50pm
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Figure 5 - Campus parking lot - Game Night, 10/18/13 - approx 7:50pm

Figure 6 - Campus parking lot - Buses taking up multiple spaces - Game Night, 10/18/13 - approx 7:50pm
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Figure 7 - Coldwater Canyon, N of main entrance {just past bus parking) 10/18/13 - approx 7:50pm

Figure 8 - Coldwater Canyon, Facing North closer to Ventura, 10/18/13 - approx 7:50pm

D-123
cont.


Wendy
Line

Wendy
Typewritten Text
D-123 cont.


ATTACHMENT 2




HARVARD-WESTLAKE SCHOOL
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EXECUTIVE SUMMARY

The Harvard-Westlake School, focated at 3700 Colidwater Canyon Avenue, is a
private high school. Current employment at the site consists of 144 faculty and staff,
and enrollment is approximately 815 10th, 11th and 12th grade students. Thereis no
pian to change these employment or enroiiment levels. Atthe request of the school
administration, a comprehensive transportation and parking analysis was conducted
to determine the trip making and parking utili;ation characteristics of the school.

The resuits of that analysis are discussed in the following document and are

summarized below.

The schoof generates average daily traffic of approximately 2,090 vehicles per day

.(VPD), with about 613 vehicie per hour (vph) occurring during the AM peak hour,

and 252 vph occurring during the PM peak hour. These figures are comparable,ona

per student enrolied basis, to values of trip generation other private schools in the

Los Angeles metropolitan area.

Trip distribution analysis, based on facuity, staff,’and student residence locations,
shows that about 59 percent of the total campus population lives in areas with West
Los Angeles and Orange County zip codes (90000 and 92000), with the remaining
population residing in the San Fernando Valley and adjacent areas (91000).
Approximately 60 percent of faculty/staff and 37 percent of the students live in the

Vatley, while the remainder of each group lives to the south of Mulholland Drive, in

the Los Angeles basin.

Direct access to the site is provided by Coldwater Canyon Avenue only. Convenient
access from Coldwater Canyon Avenue to the Ventura Freeway and Ventura
Boulevard results in a north-south distribution at the site of about 70 percent to 30
percent, respectively. Overall geographic distributions show about 7 percent of the
school population travel to and from the north, 41 percent south, 15 percent east,

and 37 percent to and from the west to access the regional transportation system.

D-124 cont.
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Currently, approximately 493 on-site surface parking spaces are provided, with an

additional 50 to 60 spaces available for public use on Coldwater Canyon Avenue, -
Between the school site and Ventura Boulevard to the north. During peak parking
" utilization {(at about 9:30 AM weekdays), approximately ﬁ‘l percent, or 401 spaces,
are utifized. An additional 46 vehicles are parked on Coldwater Canyon Avenue.

The total 493 spaces provided'are sufficient to meet-City of Los Angeles Municipal

Code requifements.

D-124 cont.
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TRANSPORTATION AND PARKING ANALYSIS RESULTS

Harvard-Westlake School is a private hjgh school located at 3700 Coldwater Canyon
Avenue, as shown in Figure 1. The school currently employs 144 faculty and staff,
and has a student enroliment of 815. The student pbpuiation is approximately
evenly divided between the 10th, 11th and 12th grade ciasses. Actual epro}lment
figures show 278 students in the 10th grade, 269 in the 11th grade, and 268 students
in the 12th grade. Typical school hours are between 8:00 AM when classes begin,
and 3:00 PM, when classes are dismissed. Extracurricular activities such as sports
practices or theatrical productions or rehearsals are frequently scheduled

immediately following the end of daily classes.

The school administration retained Crain & Associates to determine the potential
traffic and site circulation impacts of a possible facilities expansion. To this end,
information such as site traffic generation during peak hours, and parking
requirements and actual utilization needed to b’é determined. This process, and a

summary of the results, is discussed in the following paragraphs.

Traffic Counts and Trip Generation

Determination of trip generation for the site was the first task. Initially, the widely
used trip generation publications of ITE (institute of Transportation Eﬁgineers) were
consulted for trip generation rates for edu cational facilities. However, the ITE
information pertained essentially to public high schools only. Since publicschoots
are generally defined by school districts of certain geographic and/or population size
and are served by a school bus system, it became evident that the trip generation
characteristics of public schools could be markedly different from private schools.
The latter schools typically draw from a much broader geographic area, which could

mean more travel by private vehicles to deliver and pick up students. Also, private
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schools do not typically provide an extensive schoo! bus program, which could

reduce trip-making by private vehicles.

Vehicular traffic associated with the Harvard-Westlake School was o.bserved and

tabulated using both manual and automatic (24-hour) tube counters at on-campus

driveway locations and on Coldwater Canyon Avenue adjacent to the campus. The ~

24-hour tube counts were conducted between 12:00 midnlght Sunday to 12:00
midnight Friday during the week of November 30 to December 4, 1992. Manual
vehicle counts were conducted during the peak hours (AM, PM peak hour of

generator, and PM} on Tuesday through Thursday of the same week.

The results of the counts indicated that the school generates an average of
approximately 2,090 vehicle trips per day. During the AM peak hour (about 7:1510

8:15 AM), an average of 613 vehicles arrive at or depart from the site, while during

the PM peak hour (about 4:45 to 5:45 PM), approximately 252 vehicle trips occurred.

The AM and PM peak hour periods were determined from Coldwater Canyon
Avenue traffic counts, and correspond to the peek 60 minutes of traffic on that
facility. In this manner, school-related trafficimpacts could be analyzed during the
most congested periods of adjacent street traffic. it should be noted that the AM
peak hour of Coldwater Canyon Avenue traffic coincides with the peak hour of
morning school traffic generation. The PiMi peak hour of schoot trip generation

. occurs between about 2:30 or 2:45 to 3:30 or 3:45 PM, before the peak hour of
Coldwater Canyon Avenue. The resulting average AM and PM peek hour schoo!

traffic is shown in Figures 2(a) and 2(b), respectively.

Utilizing the data collected during the counts, plus supplemental information
provided by the school regarding enroliment, employment and parking location

assignment, the following trip generation rates were derived for the Harvard-

Westlake School.
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Tabie 1
Harvard-Westlake School Trip Generation Rates

(Per Students Enrolled)
AM PVE*
Use/Description Daily IB OB VB O/B
Private High School 2.56 0.62 | 0.13 0.1 - 0.20

* Corresponds to period of peak hour traffic volumes on surrounding street
system (approximately 4:30 - 5:30 pm) ‘

As expected, the above derived peak hour trip generation rates are higher than
those described in the ITE Trip Generation publications for public high schools.
However, the rates obtained are markedly similar to rates derived from another
Crain & Associates private school trip generation survey. Thissurvey, conducted for a
secondary school (grades 7-12) indicated AM and PM peak hour generation of 0.62

and 0.30 trips per student enrolled, respectively.!!

During the AM peak hour,.ap_broximately 18 percent of the arriving traffic was due
to facuity and staff members. Student vehicles accounted for approximately 55
percent of the arrivals, while parents or other persons dropping students off
comprised the remaining 27 percent of the arriving vehicles. Departing traffic
during the AM peak hour was almost exclusively due to the drop-off traffic discur;sed

above leaving the site.

The PM peak hour exhibited slightly different characteristics. As discussed
previously, the PM peak hour was determined to be approximately 4:45 to 5:45 PM
from counts of Coldwater Canyon Avenue traffic. At thistime, mostof the student
drivers have left the site. Approximately 21 percent of the exiting school traffic was

due to faculty or staff vehicles. About 38 percent was due to students leaving the

[1]) Dakwood School Traffic Study
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site, and 41 percent was a result of parents picking up students. Arriving traffic was
predominantly made up of vehicles arriving to pick up students. About 6 percent of

the PM arriving traffic was attributable to faculty or staff.

Trip Distribution

The second fask involved in the study was to determine the regional dis@ribution of
trips to and from the school site. This was done by—analyzin§ zip code data of
residence locations of faculty, staff, and students provided by the school.
Approximately 34 percent (328 persons) of the faculty, staff, and students live within
5 miles of the site. Ofthese, about one-half (169) live within the San Fernando
Valley {(north of Mulholland Drive), with the remainder residing in the Beverly
Hills/Los Angeles a}ee.a. In total, about 41 percent of the campus population
({consisting of faculty, staff and students) live in the Vélley, with the remaining 59
'percent residing on the Los Angeles side of the mountains. However, the student

~ and faculty/staff residence locations display nearly reverse characteristics; 63
percent of the students live in areas defined by Los Angeles and Orange County Zip
Codes (90000 and 92000), whiie 37 percent live w.ithin San Fernando Valley Zip Code
areas (92000). Thisisin contrasf to the residence locations of the faculty and staff, 60
percent of whom live in the Valley, with the reméining 40 percent residing in the Los
Angeles/Orange County areas. Geographic trip distributions based on the above

data are shown below.

Table 2
Geographic Trip Distribution Percentages
Direction Faculty/Staff Student Total
North 20% 4% 7%
South 31% 43% 41%
East 25% 13% 15%
West 24% _40% 371%
100% 100% 100%

D-124
cont.
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Direct access to the siteﬂis provided by only one roadway facility; Coldwatér Canyon
Avenue, a north-south secondary highway adjacent to the school site on the west.
As suéh, students and faculty/staff arrive and depart the site only to the nbrth or
south, then gradually disperse as they move farther from the site. The site survey
data indicates that, on averagé, approximétely 70% of the site traffic arrives from or
departs to the north. Given that a plurality of the school population lives to the
south of the site, this condition is primarify due fo the ciose freeway and major
highway facilities just north of the school. A significant portion of the school
population use the I-405 and |-101 Freeways, as well as Ventura Boulevard, to access

" the site.

Parking and Access

The final task invoived in the site survey was to determine the amount of parking
spaces provided, average usage of these spaces, and thus, the adequacy of the site
parking. Information obtained from on-site surveys or provided by the schoo! -
indicated a total of 493 on-site parking spaces available. Of these, 139 are available
for faculty and staff, 346 are for student use, and 8 spaces are assigned as visitor
parking. Employees at the school are encouraged to carpool, and are offered
incentives such as preferred parking spaces, guaranteed ride home services, and
discounted lunches. Additional incentives, such as subsidies for transit passes, aré
provided for employees to use public transit. Student parking spaces are assigned,
on a carpool! basis. All students who park on-site must carpool, providing ride-share
service to at least one other student. Students who choose not to carpool must park
off-campus. These students generally park on-street on the east side of Coldwater
Canyon Avenue between the campus and Ventura Boulevard to the north. Fifty to

sixty parking spaces are available along this stretch.

D-124
cont'd


Wendy
Line


The City of Los Angeles Municipal (LAMC) does not specify parking requirements for
high schoois directly. However, LAMC indicates that parking.for such uses could be
computed using auditorium or assembly space. Using this criteria, assembly areas
are provided in three buildings on campus, Taper Athietic Pavilion, Rugby H:aii, and
Kinter-Hamilton Field House. Taper Pavilion provides approximately 800 seats, while
Rugby Hall, which houses the school theater, seats 352. Kinter-Hamilton Field House
.con.taihs approximately 11,000 square feet of athletic-use space, and seats
approximately 250. Using LAMC parking requirements of 1 parking space per five
seats for fixed seating, Taper Pavilion would require 160 parking spaces, Rugby Hall
would require 70 spaces,'and Kinter-Hamilton Field House would require about 50
parking spaces, assuming all were fully utilized. These requirements tota!
approximately 280. p;rking spaces for on-site parking under “worst-case” conditions,
with all facilities fully utilized. In addition to these auditorium areas, Harvard-
Westlake School contains a football fieid/sports track complex. Current seating
provided for this use is approximately 330 seats. Again, using the LAMC parking
requirement of 1 space per five seats, this facility would require the provision of 66
parking spaces. Thus, even in the highly unlikely event of all seating capacity on
campus being fully utilized, a total of 346 spaces would be required. Harvard-
Westlake School currently provides about 147 parking spaces more than LAMC

requirements using these code rates.

Supplemental parking information was available in the ITE Parking Generation
publication, although as with the previously discussed trip generation publication,
information was availabie only for public high schools. The ITE information
described an average peak parking usage of about 0.19 parking spaces per student,
with a maximum rate of 0.22 spaces per student. This maximum rate would equate
to approximately 179 parking spaces utilized during. peak usage for the current
schoof enrollment of 815 students. This rate could be factored to approximate peak

usage for private high schools, assuming that parking utilization increases
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proportionally with site trip generation. The site-specific trip generation rates
derived earlier are approximately 83 percent higher during the AM peak hour (when
peak parking utilization at high schools typically occurs) thaﬁ ITE trip generation
rates for public high schools. Applying this adjustment factor to the maximum‘lTE
parking rate of 0.22 spaces per student, an adjusted, private high school parking rate
of 0.40 spaces per student can be app(oximated. Utilization of this adjusted rate
v;r.ou!d‘ F;rbd_ﬁce a peak parking utilizafioh of approxi'mately 328 spaces. ‘Again, thé
school currently provides in excess of this number of spaces. Therefore, current
parking spaces provided on-campus are expected to be sufficient to meet even the

"worst case” site utilization.

Parking utilization sufveys were conducted at the school on the same Tuesday,
Wednesday and Thursday as the manual traffic counts. These surveys, consisting of
observing and tabulating the number of vehicles actually parked in the various
parking facilities, were conducted at 6:15 am, prior to most of the campus
population arrival; twice duriﬁg the schoo! day between the beginning and end of
daily classes, at 9;30 am and 1:30 pm; and twice following the end of classes, at 4:30
and 6:00 pm. From these observed data points, automated vehicular counting
equipment was used to calculate parking demand based on vehicular accumulation
at the school. Parking demand calculations were made for all parking locations, as
shown on Figure 3. The total school parking demand, for each day of the week is
shown on Figure 4. These 6bservations indicated that peak parking demand for the
site occurred during the 9:30 AM “sweep”. Atthattime, approximately 83 percent
of the faculty spaces were occupied, 81 percent of the student spaces were utilized,
and 50 percent of the visitor spaces were in use, for a total on-site parking utilization
of 81 pe.rcent (401 occupied spaces). During this time, approximately 46 studeﬁi
vehicles were observed using the Coldwater Canyon Avenue on-street parking

spaces.
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Parking utilization remained fairly constant through the end of the school day (79

percent utilization at 1:30 pm), then dropped as students and faculty left the campus -

during the evening. By 4:30 pm, faculty usage was down to 47 percent, and student
spaces were about 27 percent occupied, mostly due to participation in
extracurricular activities. Only nine on-street parking spaces were in use by students
~at4:30 pm By 6:00 pm, only 17 percent of faculty and 10 percent of the student

spaces remained occupied. All student vehicles had left the Coldwater Canyon

Avenue spaces by 6:00 pm.

Access to the campus is provﬁded by three driveways along Coldwater Canyon
Avenue, as shown in Figure 5. The northernmost driveway accesses faculty and staff.
parking spaces, and is also used as a “drop-off* location for parents delivering
studenlts to school. The central driveway provides the main.access to the scﬁool
campus, and its’ intersection with Coldwater Canyon Avenue is signaiized. This
driveway allows access to the remaining faculty apd staff parking spaces, the visitor
parking spaces, and can be used to reach ali of the student parking spaces provided
on-campus. The southernmost driveway is actuaﬁ.y Hacienda Drive, a short
residential street. Hacienda Drive provides access to the two southernmost student
parking lot locations. Many of the arrival and de;-:arture trips at the two southern
parking iots “cut-through” campus, to utifize the signalized intersection at the

School’s main driveway, due to high traffic volumes on Coldwater Canyon Avenue.

Summary of Findings

fn summary, the Harvard-\Westiake School campus generates approximately 2,090
daily trips, with about 613 occurring during the AM peak hour and 252 during the
PM peak hour of the adjacent street traffic. Approximately 20 percent of this traffic
was due to faculty and staff, 45 percent due to parents dropping-off or picking up

students, and 35 percent due to the student drivers themselves.
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Approximately 59 percent of the total campus population lives to the south of the
site, élthough directional distributions into and out of the site itself are skewed to

the north, 70 percent to 30 percent, as a result of close freeway accéss to the north.

Peak parking utilization occurred at about 9:30 AM, when 81 percent of the total of.

493 parking spaces, or 401 spaces, are occupied. Current parking provided on-site is
sufficient to meet LAMC requirements. As this survey shows, the site currently ‘

provides adequate parking and has surpius parking at all time périods.
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LAW OFFICES OF

PAUL, HASTINGS, JANOFSKY & WALKER

LEE G, PAUL A PARTHNERGHIP INCLUDING PROFESSICNAL CORPORATIONE

COUNSEL

ROBERT P. HABTINGS
LEDNARD B, JANDPSKY
CHARLES M. WALKER

TWENTY-THIRD FLOOR

ORANGE COUNTY OFFIGE 555 SOUTH FLOWER STREET

€05 TOWN CENTER RRIVE
COSTH MESA, CALIFORMIA DEGRG-1O24

TELEPHONE (7k} 66E~GR0O0 .
H i TELEPHONE {213} 683~-800Q

WEBST LOS ANGELES OFFICE
1299 OCEAN AVENUE .
BANTA MONICA, CALIFORNIA DO4OHIOTE
TELEPHONE [BiQ) 3i2-3300

TWX BIO-SB-40E5
FAGCSIMILE (213) GRY-OTOE

TOKYS OFFICE
TORANOMON OHTORI BUILOING
4-3, TORANOMON FCHOWE
MINATO-RKU, TOKTO 10T

. TELEPMONE {O3) 35070730

February 16, 1994
WRITER'S OIRECT DibL NUMBER

(213) 683-6271

Zi q3~5179
BY MESSEHGER'

Mr. Robert Janovici

Chief Zoning Administrator
Room 600, City Hall

200 N. Spring Street

Los Angeles, CaA 90012

Re: Application for Plan Approval for .

Proposed Science Building,
Harva Hestlake er School

+

bear Mr. Janovici:

The purpose of this correspondence, prepared on
behalf of Harvard-Westlake School ({the "School"), is to
subpit the accompanying application for plan approval for
construction of a science building (the ®"Science Building")
on the Harvard-Westlake Upper School Campus (the “Campus®),
which is located on Coldwater Canyon in North Hollywood.

Science Building Proposal

LOS ANGELES, CALIFORNIA 20072371

AFLANTA OFFICE
TEORSIA-PACIFIC CENTER
133 PEACHTRES STREET, N.E,
ATLANTA, GEOREIA 30303840
TELEFHONE (404} B88-2900

CORNECTICUT OFFICE. .
1055 WASHINGTON BOULEVARO
ETAMFORD, CONMECTICUT OGROI-ERIT
TELEFPHONE {203} BSI-7400

NEW YORR OFFICE
AEB PARK AVENUE
NEW YORK, NEW YORK 12D22-4887
TELEPHONE {Bi&) 38-8C00 .

WASHINGTON, D.C. OFFICE
1298 PENMEYLVANIA AVENUE, N.W.
WASHINGTON, D.C. 200042400
TELEFPHONE {202} BO8-9B00

OUR FILE NO,

19802.53690

D-125

The Science Building, which will have a floor
area of approximately 31,000 square feet (=ee separately
provided Site Plan), is proposed to replace older facilities
as part of the School’s curriculum enhancement. Students
currently use a 12,500 square~foot science facility known as
Harvard Hall (see Attachment A). .
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PAUL, HASTINGS, JANOFSKY & WALKER

Mr. Robert Janovici
February 16, 1994
FPage 2

The Science Building is to be built on the site
now occupied by Gooden Hall and Barnes Hall (see Attachment
A and separately provided Drawing T-1}, which contain a
total of 6,400 square feet. This proposal would not
increase student enrcllment.

Justification for Plan Approval

The Campus is utilized as a coeducational, private
high school for grades 10 through 12. As depicted on
Attachment A, the Campus is developed with various school
buildings and structures, athletic facilities and on-site
parking for 436 automobiles,

The proposed Science Building will be located in
the interior of the Campus over 145 feet from the nearest
single~family residence, which is located on the hill
southeast of the Science Building (see separately provided
Drawing MP-1), and the pad elevation would be approximately D-125
40 feet below that of the nearest home. The area between
the new Science Building and the nearest home is occupied by
a street, large trees and other mature landscaping (see
Aerial Photograph, Attachment B, and Drawing MP-1), thereby
forming an effective visual barrier and noise barrier.
Additionally, we have obtained the written consent of the
owner of the nearest home (see Attachment C}.

Pursuant to Sections 12.24F and 12.24G of the Los
Angeles Municipal Code (L.A.M.C.), the Campus is a "deemed
to be approved" site for a private high schoeol, and School
development and uses may be expanded under these sections,
provided plans therefor are submitted to and approved by the
Zoning Administrator.

Parking Regquirements

A Campus parking study completed by Crain and
Associates in December, 1992 ("Crain Study," Attachment D)
confirms that the 436 parking spaces currently provided on
the Campus are more than adequate to meet the parking needs
of the Campus, including the proposed Science Building.

The Crain Study concludes that only 280 parking
spaces are needed for the Campug, using the cumulative
number of fixed seats in the three largest areas of assembly
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PAUL, HASTINGS, JANOFSRY & WALKER

Mr. Robert Janovici
February 16, 1994
Page 3

(Taper Athletic Pavilion, Rugby Hall and Kinter~Ham11ton
Field House).

The study further. notes that, in the unlikely
event that the football bleachers (330 seats) were fully
utilized at the same time Taper, Rugby and Kinter-~Hamilton
were at capacity, a total of 346 parking spaces would be
required.

Lastly, using applicable trip generation criteria,
the Crain Study concludes that for 815 students,
approximately the current enrollment, 328 peak-hour parking
spaces would be required.

As noted, there are now 436 parking spaces on the
Campus. Accordingly, the current Campus parking far exceeds
applicable parking requirements. D-125

n dministrator Jurisdi on

In support of the Zoning Administrator’s continued
jurisdiction over Campus plan approvals, there are numerous
uses and conditions of the Campus that make the School a
¥special school® pursuant to established administrative
practice of the City of Los Angeles, as indicated on the
attached list (see Attachment E). These special features,
which justify considering the School more than an
institution of learning, include the fact that the Campus is
used for activities every weekend by an organization called
Activities for Retarded Children, various homeowners
associations regularly use School facilities for meetings,
the Campus track is used by Fire Department personnel for
fitness training, the swimming pool is used for training by
the U.S. Olympic Water Polo Team and School-owned housing
adjacent to the Campus is used by School faculty and staff.

To summarize, given the long-standing jurisdiction
of the Zoning Administrator over Campus plan approvals and
the special uses and conditions of the School, we believe
that the Zoning Administrator should review and act on the
subject plan approval for the proposed Science Building, and
that such approval should be granted as a deemed to be
approved conditional use.
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If you have any questions regarding
please call me.

% matter,

of PAVW £ JANOFSKY & WALKER

JCF:1ns
Enclosures
cc: Thomas €. Hudnut



HARVARD WESTLAKE SCHOOL
PROPOSED SCIENCE BUILDING

STATISTICAL OVERVIEW
February 1, 1994
NG ITION,

L Art Complex - to be removed

Existing uses to be accommodated within existing campus facilities

GRUEN ASSOCIATES

ARCHITECTURE ~ PLANDING + ENGINEERING

Gooden Hall 4,000 sf
2, Administrative Office - to be removed

Existing uses to be accommodated within existing campus facilities :

Barnes Hall 2,400 sf

Total Building Area to be Removed 6,400 sf
3. Existing Science Building

Harvard Hall 12,500 sf

POSED SCIENCE DING

1. First Floor Plan 16,297 sf
2. Second Floor Plan 15,136 sf

Total Enclosed Area 31,433 sf
3. Exterior Covered Walkways 3,956 sf
4. Exterior Open Walkways 1,628 sf

Total Exterior Walkways 5,584 st

EXISTI TUDENT POPU
Grades 10, 11 and 12
Future Student Enrollment to Remain Unchanged

FACULTY AND S

823 students

1, Faculty 23
2. Administration/Statf 43
Total 136

KF9/HW /scibidg2.sta

D-125

cont.
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STATE OF CALIFORNIA~THE NATURAL RESOURCES AGENCY EDMUND G. BROWN, JR., Governor

SANTA MONICA MOUNTAINS CONSERVANCY

RAMIREZ CANYON PARK

5750 RAMIREZ CANYON ROAD
MALIBU, CALIFORNIA 90265
PHONE {310} 5893200

FAX (310} 5893207
WWW.SMMC.CA,.GOY

September 23, 2013

Ms. Emily Dwyer

City of Los Angeles Planning Department
200 N. Spring Street, Room 750

Los Angeles, California 90012

Harvard-Westlake Parking Improvement Plan
Notice of Preparation Comments
ENV-2013-1950-EAF

Dear Ms. Dwyer:

Santa Monica Mountains Conservancy offers the following comments on the Harvard-
Westlake School parking structure project proposed next to Mountains Recreation and
Conservation Authority (MRCA) open space.

The proposed parking structure and bridge is totally incongruous with the subject land and
with the Santa Monica Mountains terrain. The proposed structure would adversely alter D-126
the feel and appearance of a primary gateway to the Santa Monica Mountains from the San
Fernando Valley. Our review of other commentors letters reveals multiple potential
alternative projects within the campus ownership to increase parking, to avoid the loss of
over a hundred protected native trees, and to truck over 125,000 cubic yards of dirt 35 miles
to a landfill in the San Gabrie! Mountains. Rarely are big hillside excavations as surgical
and tidy as proposed on paper including in Environmental Impact Reports.

The Initial Study does not make even a moderately strong case for either the need for more
parking or playing field space. There must be other factors driving the need to locate and
construct such a massive structure across the street from the school. We urge the City and D-127
the school to look at numerous project alternatives that make use of the subject parcel
employing low, stair-stepped buildings with some subterranean parking. A project should
work with the subject land the surrounding lands and not be antithetical to them.

Employee housing, temporary bus parking, and administrative offices are uses that do not
need frequent crossings of Coldwater Canyon Avenue. Tall campus buildings (including D-128
parking structures) should not sit at the foot of the mountains on the west side of Coldwater
Canyon Drive. Any building site within the campus east of Coldwater Canyon Ms. Emily
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Dwyer

Harvard-Westlake Parking Improvement Plan
Notice of Preparation Comments
ENV-2013-1950-EAF

September 23, 2013

Page 2

Avenue would have substantially less visual and ecological impacts. The proposed
13-foot-wide bridge could then be eliminated. The school has an existing traffic light at the
location. The light timing and cross walk features could be maximized for a safe, high
quality crossing.

The loss (including temporary and indirect impacts) of an acre of oak-walnut woodland
connected to core habitat in the eastern Santa Monica Mountains is an unavoidable
significant adverse biological impact It has been over 28 years since any project in the Santa
Monica Mountains east of the 405 freeway has successfully resulted in the elimination of
that much north slope woodland. The environmental document must address the rarity of
California black walnut woodland and how unique the community is above Studio City
westward to Sherman Oaks.

The direct, and long-term in direct, adverse biological impacts of the structure would extend
many feet beyond the back retaining walls that define its structural footprint. Some
perimeter brush clearance would be required, and a perimeter band of new irrigated
landscaping is shown on the plans. Because of a broad, deep cut into bedrock around the
structure, the subsurface hydrological regime that sustains the surrounding woodland would
suffer difficult-to-assess, adverse biological impacts that couid take years to be noticeable.

In addition, the remoteness value of surrounding habitat on both MRCA land and school
land for human-intolerant mammai and bird species would permanentiy decline. The ripple
effect of habitat degradation impacts would pulse outwards from the proposed structure.
As proposed, the project’s in direct ecological impacts would contact the brush clearance
disturbance zones of the houses over the ridgeline to the west. The result would

be a multi-acre disturbance zone at the northern end of a large habitat block that is
accessible to every animal species that inhabits the Santa Monica Mountains east of the 405
freeway.

A much reduced project footprint-such as with half the depth and three-quarters the
proposed fength—would pull the majority of the project into pre-disturbed habitat and not
result in unavoidable significant adverse ecological impacts.

D-128 cont.
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Ms. Emily Dwyer

Harvard-Westlake Parking Improvement Plan
Notice of Preparation Comments
ENV-2013-1950-EAF

September 23, 2013

Page 3

Some alternatives considered in the Environmental Impact Report, should include the
permanent deed restricting of all the remaining school-owned open space surrounding the
proposed development area as a mitigation measure. That would preclude any future
habitat impacts or wildlife movement blocking fencing. Conservation easements are a
superior protection mechanism to deed restrictions if they can be obtained from the
applicant.

Because the proposed project would result in unavoidable significant adverse biological and
visual impacts, the City must adopt a statement of overriding considerations to approve the
project. Without a well demonstrated need for so much additional parking on the campus,
the Conservancy does not see how the City can make those findings for a private institution.
We believe that an alternatives analysis and constraints analysis that puts all of the campus
ownership into play can produce a reduced scope development located west of Coldwater
Canyon Avenue that protects sensitive habitat and an important frequently viewed
viewshed.

Please direct any questions to Paul Edelman of our staff at 310-589-3200 ext. 128 or at the
above letterhead address.

Sincerely,

IRMA MUNOZ
Chairperson

D-133
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STATE OF CALIFORNIA~THE NATURAL RESOURCES AGENCY EDMUND G. BROWN, JR., Gevernor

SANTA MONICA MOUNTAINS CONSERVANCY

RAMIREZ CANYON PARK

5750 RAMIREZ CANYON ROAD
MALIBU, CALFORNIA 90245
PHONE {310} 589.3200

FAX {310} 589.3207
WWW.SMMC.CA.GOV

November 4, 2013

Ms. Diana Kitching

Los Angeles Department of City Planning
200 N. Spring Street, Room 750

Los Angeles, California 90012

Harvard-Westlake Parking Improvement Plan
Draft Environmental Impact Report Comments
ENV-2013-1950-EAF (SCH NoO. 2013041033)

Dear Ms. Kitching:

The Santa Monica Mountains Conservancy (Conservancy) provides the following
comments on the above-referenced Draft Environmental Impact Report (DEIR). Harvard-
Westlake School lies at a unique wooded gateway to the Santa Monica Mountains.
Coldwater Canyon Avenue gently climbs above the San Fernando Valley floor and
transitions into hillsides with native walnut trees and twisting streets. Harvard-Westlake
School in its current form is part of that mountain transition into a scenic corridor enjoyed
daily by thousands of motorists.

The Santa Monica Mountains Comprehensive Plan is anchored by the premise of let the land
dictate the use.

If constructed, the proposed project, and every single DEIR development alternative (except
the Existing Zoning - Four Homes alternative) would produce structures with unavoidable
significant adverse visual impacts to the Coldwater Canyon Avenue viewshed. Even the
Reduced Development Alternative (Two-Story Structure, No Athletic Field, No Pedestrian
Bridge) would result in a significant visual impact on scenic roadway.

Across the board, unavoidable significant visual impacts for all DEIR development
alternatives is a strong indication that either a major component of the proposed project
objectives does not fit within any area owned by the school, or that the range of alternatives
is inadequate to avoid such a level of visual impact.

D-135
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Ms. Diana Kitching

Harvard-Westlake Parking Improvement Plan
Draft Environmental Impact Report Comments
ENV-2013-1950-EAF (SCH NO. 2013041033)
November 4, 2013

Page 2

An athletic field that needs to be almost 350-feet-long and 195-feet-wide cannot fit into
even moderately steep hillside terrain without going to extraordinary means of land
alteration and structural support (retaining walls over 70-feet-tall). There appearsto be no
room for such a new athletic field on the east side of Coldwater Canyon Avenue. There is
no way to put an athletic field on the west side without unavoidable significant adverse
visual and biological impacts. The Conservancy urges the school to consider a revised
project objective for new athletic field practice areas. The Conservancy suggests the
exploration of small practice fields. The proposed option of significantly degrading a major
public scenic resource for limited, private athletic practice uses is not in the public interest.

Parking can be broken into smaller sub-units and integrated with other structures. For
example, a considerable-sized, not visually overwhelming parking structure can be built on
the subject development proposal site with at least two underground levels. Many
combinations could achieve the desired level of parking. Shuttle buses can also be used to
ferry students from one side of Coldwater Canyon Avenue to the other for safety
considerations.

For example, the DEIR states that a potential 50-year-flood and a year-round high
groundwater table make such excavation impossible. That impossibility may certainly be
true for the campus property on the east side of Coldwater Canyon Avenue but not for the
west side. Google Earth elevations show that the proposed development area alone is 20-
30 feet in elevation above Coldwater Canyon Avenue. The school is an additional 5-15 feet
lower than the road. Nothing visible on the surface of the west side shows any indication
of near surface groundwater. We challenge these DEIR stated constraints to underground
construction west of Coldwater Canyon Avenue.

We urge the school to explore constructive use of this land but in an architectural manner
that complements the scenic corridor. Shy of such concerted exploration, the Conservancy
remains opposed to the project and all of the DEIR alternatives except the Existing Zoning -
Four Homes alternative. The school’s need for an additional athletic ficld area must not
be solved on the back of a Santa Monica Mountain’s scenic corridor or on a high quality
walnut woodland habitat block mostly comprised of permanently protected public land.
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Ms. Diana Kitching

Harvard-Westlake Parking Improvement Plan
Draft Environmental Impact Report Comments
ENV-2013-1950-EAF (SCH NO. 2013041033)
November 4, 2013

Page 3

As addressed in the Conservancy’s September 23, 2013 letter on the project, the subject
arca can be developed without significant visual and ecological impacts with stair stepped
pad designs often espoused by the Mulholland Scenic Parkway Design Review Board.
Ecological impacts can be significantly reduced by pulling the project out of the deeper
reaches of the hillside to where the existing historic disturbance footprint is generally
located.

To further illustrate the incongruity of the proposed project with the hillside constraints,
the height of the required retaining walls need to be examined. On the western boundary
they range from 50 to 87 feet in height. On the northern and southern boundaries the
retaining walls (all hundreds of feet long) range from 30 to 70 and from 20 to 60 feet,
respectively,

A hillside project adjacent to Mountains Recreation and Conservation Authority (MRCA)
open space on two sides that disturbs at least 60 percent of the subject parcel is not a case
of a project working with the land. That equation also does not factor in additional fire
department required brush clearance zones. The proposed project would reduce rainwater
infiltration into the water table and unnecessarily add to the flood control load of the over
taxed Los Angeles River channel. The DEIR states California black walnuts do not respond
well to hydrologic changes in their root zones. However the proposed project would create
a slice into the wooded mountainside over 700 feet long at a depth ranging from 20 to 87
feet. The DEIR is deficient for not addressing how both walnuts and oaks could be adversely
affected from this down slope headcutting for retaining walls, particularly for trees not
counted as directly impacted by immediate construction impact into the root zones and
canopy areas.

The DEIR mitigation for the loss of over a hundred native protected trees is deficient. The
tree planting mitigation plan calls for over one-third of the over 416 replacement trees to
be located within the 200 foot fuel modification zones of adjacent, offsite residences. The
ecological value of trees in fuel modification zones is substantially inferior to those in
natural woodland settings. In addition there is a significant native mitigation tree planting
zone proposed in the intervening area between the large parking structure and Coldwater
Canyon Avenue. The ecological value of trees planted in such a proposed area would be
significantly diminished. 1In short, the DEIR falls far short of mitigating the loss of native
trees and native woodland.
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Ms. Diana Kitching

Harvard-Westlake Parking Improvement Plan
Draft Environmental Impact Report Comments
ENV-2013-1950-EAF (SCH NO. 2013041033)
November 4, 2013

Page 4

A further deficiency of the mitigation planting plan is to plant mostly oaks to replace the
removed walnuts based on the rationale that the walnuts all have a fatal canker disease.

The Conservancy questions whether this untested wholesale tree species changeover is
ecologically sound. Plus the use of scrub oaks to replace walnuts on soils and aspects that
produced phenomenal looking walnut woodland in the DEIR tree report is not justified
scientifically.

If the City moves forward with one of the large project aiternatives, we urge that the school
be required to permanently protect over 50 acres of habitat in the Santa Monica Mountains
between the 101 and 405 freeways prior to beginning construction. At least 10 of those
acres should be native California black walnut woodland. At least 25 acres should be fee
simple open space transferred to a public agency and the remainder must be protected by
highly restrictive conservation easements granted to public agencies. This level of
permanent offsite habitat, watershed and viewshed protection is commensurate with the
combined insufficiently mitigated project impacts.

Please direct any questions to Paul Edelman of our staff at 310-589-3200 ext. 128 or at the
above letterhead address.

Chairperkon
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THE FEDERATION

OF HILLSIDE AND CANYON ASSQCIATIONS, INC,

P.O. Box 27404

Los Angeles, CA 90027
323-663-1031
president@hillsidefederation.org
www. hillsidefederation.org

PRESIDENT
Marian Dodge
CHAIRMAN
Charley Mims
VICE PRESIDENTS
Mark Stratien
Wendy-Sue Rosen
SECRETARY
Donna Messinger
TREASURER

Don Andres

Beachwood Canyon Neighborhood
Bel Air Knolis Property Owners
Bel Air Skycrest Property Owners
Bel Air Ridge Association
Benedict Canyon Association
Brentwood Hills Homeowners
Brentwood Residents Coslition
Cahuenga Pass Property Owners
Canyon Back Alliance

Crasts Neighborhood Assn,
Franklin Ave./Holiywood Bl. West
Franklin Hills Residents Assn.
Highlands Owners Assn.
Hollywocd Dell Civic Assn.
Hollywood Heights Assn.
Holiywoodland Homeowners
Holmby Hills Homeowners Assn.
Kagel Canyon Civic Assn.

Lake Hollywood HOA

Laure} Canyon Assn.

Lookout Mountain Alliance

Los Feliz Improvement Assn.

Mt. Olympus Properly Owners
Mt. Washington Homeowners Ali,
Nichols Canyon Assn.

N. Beverly Dr./Franklin Canyon
Qak Forest Canyon Assn.

0Oaks Homeowners Assn.
Outpost Estates Homeowners
Pacific Palisades Residents Assn.
Residents of Beverly Glen
Roscomare Valley Assn.

Shadow Hills Property Owners
Sherman Oaks HO Assn.

Studio City Residents Assn,
Sunset Hills Homeowners Asen.
Tarzana Property Owners Assn.
Torreyson Fiynn Assn.

Upper tMandeville Canyon

Upper Nichols Canyon NA
Whitley Heights Civic Assn.

CHAIRPERSQONS EMERITUS
Shirley Cohen

Jerome C. Danie}

Patricia Bell Hearst

Alan Kishbaugh

Gardon Murley

Steve Twining

Polly ward

CHAIRMAN iN MEMORIUM
Brian Moore

- Ms. Emily Dwyer

Planning Assistant

Department of City Planning

Plan Impiementation Division - Major Projects
200 Spring Street, Rm. 750

Los Angeles, CA 90012

August 16, 2013

Re: Harvard-Westlake School Parking Improvement Plan,
ENV-2013-1950-EAF

Dear Ms. Dwyer:

The Federation of Hillside and Canyon Associations, Inc., founded in 1952,
represents 41 homeowner and residents associations spanning the Santa Monica
Mountains, from Pacific Palisades to Mt. Washington. The Federation’s mission
is to protect the property and quality of life of its over 200,000 constituents and
to conserve the natural habitat and appearance of the hillside and mountain areas
in which they live.

The Federation considered the Harvard-Westlake School’s development project
at jts July 2013 meeting, The Board was concerned about many aspects of the
project, especially the plan to develop property to the west of Coldwater Canyon
Avenue. The Board passed a motion to request that the Department of City
Planning, in preparing the project’s Draft EIR, consider only alternatives that
would confine any development to the east side of Coldwater Canyon, leaving
intact the designated “Open Space” and Jow-density residentialiy-zoned property
to the west of Coldwater.

The most problematic aspects of the project are (1) the construction of a three-
story parking structure on the west side of Coldwater Canyon; (2) the athletic
field on top of the proposed parking structure, which will be illuminated with
field lights, surrounded by a fence; and (3) a bridge over Coldwater Canyon
Avenue connecting the parking structure on the west side with the main campus
on the east side of Coldwater Canyon (the “Sky Bridge™).

The proposed three-story, 750-car parking structure with an illuminated and
fenced-in athletic field on what is currently designated “Desirable Open Space”
is grossly out of character with the natural hillside environment. And the
proposed Sky Bridge would not only destroy the character of the hillside
environment, it would set a terrible precedent for all canyon roads within the
Santa Monica Mountains. With the three-story parking structure and a Sky
Bridge over Coldwater Canyon, which the City has identified as a “Scenic
Highway,” Harvard-Westlake proposes nothing less than the urbanization of one
of the Santa Monica Mountains® great and historically significant canyon roads.
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The proposed structures and nighttime illumination on the west side of Coldwater would also have an
adverse impact on wildlife habitats and corridors. At the very least, the Draft EIR must include an
alternative that would confine development to the east side of Coldwater—maintaining the integrity of the
Open Space and single-family residentially zoned land on the west side of Coldwater.

The Federation is also concerned that Harvard-Westlake has expressed its intention to bypass the Charter-
mandated procedures for seeking variances. The project calls for variances {(and exceptions) from, among
other requirements, zoning laws, setback limits, grading restrictions, excavation limits, and airspace and
height restrictions. Variances can onfy be authorized through the formal variance process and require
detailed findings establishing that the statutory requirements have been satisfied. The variance process
and mandated findings cannot be avoided by utilizing a CUP process to impose less stringent
requirements. The purpose of a CUP is merely to impose conditions on a proposed use of land that is not
otherwise permitted within the zone and those conditions must render the otherwise nonconforming use
consistent with the applicable zoning restrictions. Contrary to the suggestion of Harvard-Westlake’s
representatives, a CUP cannot be used to grant the equivalent of a variance outside the mandated variance
procedures.

In sum, the proposed development project, with the large and intrusive parking structure/athletic field
construction on the west side of Coldwater Canyon and a Sky Bridge traversing Coldwater Canyon
Avenue would have a devastating impact on this historic section of the Santa Monica Mountains and set a
dangerous and unwelcome precedent for future hillside development. The Federation strongly urges the
Department of City Planning to consider only alternatives that would confine the proposed development
to the east side of Coldwater Canyon, which would be far less impactful, destructive and disruptive to the
character of the hillsides.

Sincerely,
“Marian ‘Doc{ge—’

Marian Dodge

ce:
Paul Krekorian, Councilmember, CD-2

Michael LoGrande, Director, Department of City Planning
Studio City Neighborhood Council

Santa Monica Mountains Conservancy



PO. Box 27404
Los Angeles, CA 90027
323-663-1031

PRESIDENT
Marian Dodge
CHAIRMAN
Charley Mims
ViGE PRESIDENTS
Mark Stratton
Wendy-Sue Rosen
SECRETARY
Caro! Sidlow
Donna Messinger
TREASLRER

Beachwood Canyon Neighborhood

Bel Alr Knolls Property Owners
Be! Alr Skycrest Property Owners
Bel Alr Ridge Association
Benedict Canyon Association
Brentwood Hilis Homeowners
Brentwood Residents Coalition
Cahuenga Pass Properly Owners
Canyon Back Alfance

Crests Neighborhood Assn.
Frankiin Ave./Hollywood Bl West
Frankiin Hills Residents Assn.
Highlands Owners Assn,
Hollywood Deli Civic Assn.
Hollywood Heights Assn,
Hollywoodland Homeowners
Holmby Hills Homeowners Assn,
Kagel Canyon Civic Assn,

Lake Hollywood HOA

Laurel Canyon Asen.

Lookout Mountain Altiance

Los Feliz Improvemnent Asan.

Mt, Olympus Properly Owners
Mt. Washington Homeowners Ail.
Nichois Canyon Assn.

N. Beverly Dr./Franklin Canyon
Oak Forest Canyon Assn.

Oaks Homeowners Assn,
Outpost Estates Homeowners

Pacific Palisades Residents Assn.

Residents of Beverly Glen
Roscomare Valley Assn.
Shadow Hils Praperty Owners
Sherman Oaks HO Assn,
Studic City Residents Assn.
Sunset Hills Homeowners Assn,
Terzana Froperty Owners Assn,
Torreyson Fiynn Assn.

Upper Mandeville Canyon
Upper Nichols Carnyon NA

Upper Riviera Homeowners Assn.

Whitley Helghts Civic Assn.

CHAIRPERSONS EMERITUS
Shirley Cohen

Jerome C. Daniet

Patricia Bell Hearst

Alan Kishbaugh

Gordon Murley

Sieve Twining

Poliy Ward

CHAIRMAN IN MEMORIUM
Brian Moore
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THE FEDERATION

OF HILLSIDE AND CANYON ASSOCIATIONS, INC.

Ms. Diana Kitching, Planning Assistant
Department of City Planning

Plan Implementation Division — Major Projects
200 Spring St., Rm. 750

Los Angeles, CA 90012

December 10, 2013

Re:  Harvard-Westlake Parking Expansion Project Draft
Environmental Impact Report ENV-2013-0150-EIR,
SCN-2013041033, October 10, 2013

Dear Ms. Kitching:

The Federation of Hillside and Canyon Associations, Inc,, founded in
1952, represents 42 homeowner and residents associations spanning the
Santa Monica Mountains, from Pacific Palisades to Mt. Washington. The
Federation’s mission is to protect the property and quality of life of its
over 200,000 constituents and to conserve the natural habitat and
appearance of the hillside and mountain areas in which they live.

The Federation considered the Draft Environmental Impact Report (DEIR)
prepared by the Department of City Planning at its November 2013
meeting, The Board was concermed by many aspects of the DEIR and the
wholesale failure to consider any of the issues raised in the Federation’s
August 16, 2013 letter (“HF Comment Letter”) that was submitted to the
city during the process of preparing the DEIR. The Board once again
voted unanimously to strongly oppose the parking expansion plan on and
skybridge over the west side of Coldwater Canyon.

The Federation and its partners in advocating for hillside protections over
the past several decades have worked to prevent precisely the type of
degradation that is now being proposed. In our August 16th letter, we
described the “proposed three-story, 750-car parking structure with an
illuminated fenced-in athletic field” (the “parking/field structure”) as
“grossly out of character with the natural hillside environment” and the
proposed skybridge as “destroyfing] the character of the hillside
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environment.” The Federation, representing the interests of its broad membership, believes that
the proposed skybridge and parking/field structure would be aesthetically damaging to the
natural hillside environment.

Indeed, there can be no serious question that a private bridge traversing a designated scenic
highway within the Santa Monica Mountains will have a substantial adverse urbanizing impact
on the natural hillside environment and the scenic vista at all times of the day and night, and will
also create a new source of substantial light that would adversely affect nighttime views and
wildlife movement in the hillside. Moreover, although the DEIR acknowledges that the project
would be built on “desirable open space” that is currently a protected Walnut Woodland and a
Riparian Oak Forest adjacent to Mountains Recreation and Conservation Authority land, over a
designated Scenic Highway, the DEIR does not consider the impact of destroying these scenic
canyon views and open space woodland. Nor does the DEIR adequately consider the effects of
the illuminated skybridge and parking/field structure on the nighttime views. These harms
cannot be mitigated and should have been recognized as a significant environmental impact on
aesthetics.

The DEIR response to these significant aesthetic concerns could not be more misguided or
inappropriate. The DEIR not only fails to acknowledge the significance of the Federation’s
aesthetic concerns, it dismisses those concerns as “subjective,” as if the subjective nature of
aesthetic concerns was an improper basis for objection. Contrary to the DEIR’s offhand dismissal
of aesthetic concems, CEQA requires the lead agency to identify the overall aesthetic impact that
a project might have on the surrounding environment and propose feasible mitigation measures.
Ocean View Estates Homeowners Ass'n, Inc. v. Montecito Water Dist. (2004) 116 Cal.App.4th
396, 402. To characterize a project’s aesthetic impacts as “merely subjective” is to miss the entire
point of the aesthetic inquiry mandated under CEQA. Consideration of the overall aesthetic
impact of a project “by its very nature is subjective.” Id.; Pocket Protectors v. City Of
Sacramento (2004) 124 Cal. App. 4th 903, 938, “Any substantial negative effect of a project on
view and other features of beauty could constitute a significant environmental impact under
CEQA.” Ocean View, 116 Cal. App. 4 at 401. This inherently subjective inquiry, and opinions
about its significance, is “not the special purview of experts. As a result, [p]ersonal observations
on these nontechnical issues can constitute substantial evidence.” Pocket Protectors, 124 Cal.
App.4™ at 938. And the opinions of citizen groups like the Hillside Federation and its members
represent substantial evidence that the proposed “skybridge™ and parking/field structure would
significantly impair the character of the Santa Monica Mountains environment, thereby
mandating the consideration of feasible alternatives, mitigation measures, and ultimately, if there
are only insufficient mitigation measures, a clear and accurate description of the aesthetic
damage that would likely result from the governmental decision to approve this environmentally
damaging project. That is the type of governmental accountability that CEQA mandates.

The significance of the skybridge’s adverse impact on the scenic Santa Monica Mountains
environment is reflected by the community response to a similar architectural project —occurring
in an area that lacks the unique and natural beauty of the Santa Monica Mountains. The Studio
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City Neighborhood Council recently filed a motion opposing the proposed public pedestrian
bridge at the Redline Metro Station in Studio City, which would connect to Universal Studios.
If, as the Studio City Neighborhood Council unanimously determined, this proposed bridge
would be an eyesore, negatively impacting the community, then there can be no question that the
proposed private skybridge traversing a scenic highway within the Santa Monica Mountains,
with ancillary structures within designated open space land, would represent “nothing less than
the urbanization of one of the Santa Monica Mountains’ great and historically significant canyon
roads.” (HF Comment letter, Aug 16, 2013}

The DEIR further minimizes the Federation’s and community’s aesthetic concerns by
characterizing them as involving nothing more than a mere “annoyance” to a few neighbors.
(DEIR, pp. 3.1-14, 3.7-16.) That is an absurd and factually baseless dismissal of both aesthetic
impacts and the Federation, with its broad-based membership of more than 40 organizations
dedicated to protecting the integrity of the Santa Monica Mountains.

The Federation is also concerned about the precedent setting nature of a private pedestrian bridge
over Coldwater Canyon, a designated scenic highway. Such a bridge will set a dangerous
precedent that other schools and institutions may use to build similar structures across scenic
roads within the Santa Monica Mountains, including on Mulholland Drive where numerous
schools and religious institutions may use an approval of this skybridge as precedent to build
their own. The city must consider in its EIR for this project, the cumnulative impact of the
foreseeable possibility that other institutions will build similar bridges within the Santa Monica
Mountains. These types of skybridges, if allowed, will forever mar our treasured mountains and
vistas.

The DEIR also fails to adequately consider our concern that the proposed structures and
associated nighttime illumination on the west side of Coldwater “would also have an adverse
impact on wildlife habitat and corridors.” (HF Comment letter, Aug 16, 2013} The Santa
Monica Mountains Conservancy, an independent state agency, has concluded that the mitigation
measures provided in the DEIR are woetfully inadequate and that the excavation of 135,000 cubic
yards of soil, massive retaining walls, and subsequent nighttime illumination and noise pollution
will create a “multi-acre disturbance zone” with an “nunavoidable significant adverse biological
impact.” (Santa Monica Mountains Conservancy (“SMMC”) Comment Letter, Sept 23, 2013).
We also share the Conservancy’s concerns that the DEIR has not adequately addressed the
disturbance to the hillside and woodland habitat, which will have significant ecological and
biological impacts. (SMMC Comment Letter, Nov. 4, 2013). The DEIR conclusion that there
will be no significant impact to biological resources is similarly insupportable.

Also, of particular concern to the Hillside Federation as expressed in our August 16th letter, is
the intention of Harvard-Westlake School to “bypass the Charter-mandated procedures for
seeking variances. The project calls for variances (and exceptions) from, among other
requirernents, zoning laws, setback limits, grading restrictions, excavation limits, and airspace
and height restrictions,” (HF Comment letter, Aug 16, 2013} The DEIR does not address this
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concern nor the precedential impact of allowing this end-run around the Bascline Hillside
Ordinance (BHO). The DEIR even makes the baseless claim that the BHO does not apply to
school uses. This assertion is inconsistent with the BHO’s plain language and likewise
contravenes the BHO's animating policy of preventing hillside degradation without regard to the
identity of those who would engage in such conduct. In sum, this particular land, designated
“desirable open space” in an exclusively residential hillside community, is not appropriate for the
proposed use.

The DEIR also fails to consider reasonable alternatives to the proposed project. It improperly
dismisses the possibility of reducing demand for parking and the use of satellite parking for
major events, even though numerous other schools have successfully instituted such programs.
Indeed, the neighboring Buckley School recently abandoned its parking expansion plans and
instead has successfully reduced demand and used satellite parking for major events. The DEIR
also fails to document any actual need for the project, making its cavalier dismissal of parking
alternatives on the current campus footprint unsupportable.

For these reasons, the Federation renews its strong opposition to this project, which would set a
dangerous and unwelcome precedent that would place at risk the natural integrity of hillside
areas throughout the Santa Monica Mountains. We strongly urge the City to only consider
alternatives on the east side of Coldwater Canyon, which would be far less impactful, destructive
and disruptive to the character of the hillsides.

Sincerely,
"Marian @odgeJ

Marian Dodge

cc:

Paul Krekorian, CD 2

Tom LaBonge, CD 4

Michael LoGrande, Director, Department of City Planning
Nick Hendricks, Department of City Planning

Studio City Neighborhood Council

Santa Monica Mountains Conservancy
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Land Protection Partners

P.O. Box 24020, Los Angeles, CA 90024-0020
Telephone: (310) 247-9719

Adverse Biological Impacts of Proposed Harvard-Westlake School Parking Garage and
Rooftop Sports Field

Travis Longcore, Ph.D.
Catherine Rich, J.D., M.A.

December 6, 2013

1 Introduction

The Harvard-Westlake School in Studio City, California proposes to construct a three-story, 750-
space parking garage with a lighted athletic field on the roof, associated retaining walls, and a
bridge across Coldwater Canyon Avenue. The site is zoned as minimum density residential, is a
designated open space in the community plan, and is contiguous on two sides with a large block
of protected open space owned by the Mountains Recreation and Conservation Authority
(MRCA). This report consists of comments on the biological impacts of the proposed project as
represented in a Draft Environmental Impact Report (DEIR) that has been circulated by the City
of Los Angeles (City). The expert qualifications of the authors, Travis Longcore, Ph.D. and
Catherine Rich, J.D., M.A., are outlined below (Section 6). Both authors have extensive
experience assessing the ecological and biological impacts of development in southern
California.

The proposed project would result in the destruction of a significant area of California Walnut
Woodland for which no mitigation is proposed. The tree planting program proposed for
compliance with the City of Los Angeles Protected Tree Ordinance cannot be fit in the area
proposed and would decrease the value of existing habitat for wildlife. The findings necessary to
permit removal of 129 protected trees, specifically, that those trees impede the “reasonable
development” of the property, cannot be made because the property could be developed within
the existing zoning. The proposed project would require numerous exceptions in terms of height,
access, and setbacks that would make it inconsistent with the character of the community and
existing code. The project would introduce another significant source of light and noise
pollution into a low-density residential community. The DEIR is technically and legally
deficient in identifying these impacts and does not propose mitigations that could reduce these
impacts to a less than significant level.
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2 Baseline Conditions
2.1 Surveys Not Adequate to Support Conclusions About Species Absence

The DEIR and supporting technical reports inappropriately make sweeping claims based on
insufficient surveys about the presence or absence of species. The field surveys were only
conducted on two days in March 2011 and the conditions during these surveys may have
included more noise and disturbance than normal because of construction on Coldwater Canyon
Avenue. Because survey effort and detection probability are correlated (Zonneveld et al. 2003),
this meager survey effort is insufficient to assess the presence or absence of the long list of
potentially present sensitive species. The DEIR dismisses the possibility of use of the site by
Rufous-crowned Sparrow, even though the species has been recorded in nearby canyons (e.g.,
Franklin Canyon, Benedict Canyon, and Stone Canyon), as documented by reputable observers
(see records in eBird). The preparers of the DEIR did not use any tools to quantify wildlife use
of the site, such as camera traps, which regularly reveal that wildlife are active up to the edges of
human development in the eastern Santa Monica Mountains (Albano et al. 2012).

The City could have taken advantage of valuable “citizen science” efforts that document species
presence. In particular, the Cornell Lab of Ormithology maintains the eBird website where
volunteer citizen scientists enter sightings of birds. There are multiple checks on the accuracy of
the data and the resulting database is of sufficient quality to support scientific publication of the
results (Fitzpatrick et al. 2002, Sullivan et al. 2009). These data have been relied upon in top
international scientific journals (e.g., Wood et al. 2011} and the ¢Bird approach is recommended
for scientific inquiry into environmental impacts on birds (Loss et al. 2012). These data certainly
meet the standards for scientific information in the environmental review process and provide a
supplement to the description of sensitive species provided by the City in the DEIR.

2.2 Rare Species Not Described

The DEIR includes a list of state and federally protected species that could be present at the
project site, but makes no effort to consider “rare™ species, which may not enjoy any broad
formal protection, but may nevertheless be considered rare within the meaning of CEQA. The
CEQA Guidelines define a species as rare when:

(A) Although not presently threatened with extinction, the species is existing in such
small numbers throughout all or a significant portion of its range that it may become
endangered if its environment worsens; or (B) The species is likely to become
endangered within the foreseeable future throughout all or a significant portion of its
range and may be considered “threatened” as that term is used in the Federai Endangered
Species Act (CEQA Guideline 15380(b)(2)).

For example, a list of sensitive bird species for the County of Los Angeles is available (Allen et
al. 2009). These include 32 species that are rare in L.os Angeles County even though they may
be more common in other parts of their range, and 38 species that are also identified as sensitive
by various agencies because of their status across a wider region. Allen et al. (2009) also
establish a Watchlist for Los Angeles County, which identifies species that are less threatened,
but at risk of being added to the sensitive species list if impacts continue to occur (Allen et al.
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2009). To comply with CEQA, the City must consider species that are locally rare and whose
distributions might be adversely affected by the proposed parking garage and sports field.

In particular, in addition to those impacts already described in the DEIR, the proposed project
would result in destruction of habitat for two Los Angeles County sensitive bird species (Greater
Roadrunner, Geococcyx californianus, and Western Meadowlark, Sturnella neglecta) and three
species on the Los Angeles County Watchlist (Golden-crowned Kinglet, Regulus satrapa, Ruby-
crowned Kinglet, Regulus calendula, and California Towhee, Melozone crissalis).

2.3 Disturbed Land Has Higher Value to Wildlife than Described

The DEIR states that the areas that were formerly occupied by residences but now have
ornamental and ruderal vegetation have “minimal habitat value for local wildlife.” Such a
statement fails to recognize that not all wildlife species require native plants to provide habitat.
As long as the area is open space and supports plants, and is contiguous with a large open space,
which this site is, then the site will provide habitat for a range of species, including birds,
mammal, and insects. The DEIR incorrectly assumes that such open space with ruderal and
ornamental vegetation has no habitat value, when in fact it can be habitat for some species of
local conservation concern, such as Western Meadowlark and Greater Roadrunner, plus support
black-tailed mule deer, coyotes, and other mammals. Rather than simply asserting that ruderal
and ornamental habitats do not have value for wildlife, the City could consult the California
Wildlife Habitat Relationships system, which assigns habitat values for wildlife species for
different vegetation types (California Department of Fish and Game 2005). Vegetation may
provide resources for foraging, cover, or reproduction, and in many instances ruderal and
ornamental vegetation provides significant habitat for one or more of these activities. The DEIR
should therefore describe the actual habitat values of ruderal vegetation within an cak and walnut
woodland matrix for the sensitive species on the project site, and provide mitigation for the loss
of these habitats as they perform in this landscape context.

3 Impact Analysis
3.1 Threat of Disease to Trees Overstated

The DEIR claims that most of the California Walnuts (Juglans californica var. californica) on
the proposed project site are infected by the fungus Geosmithia, and further claims, “This
condition appears to always be fatal to the trees” (DEIR, p. 3.3-2). The DEIR provides no source
for this claim, nor do the technical reports upon which the section in the DEIR is based. It is
known that thousand cankers disease affects Juglans californica and has caused some mortality
near Sacramento (Utley et al. 2009). Unpublished technical reports indicate that thousand
cankers disease is far less lethal in California Walnut (Juglans californica) than in Black Walnut
(Juglans nigra), according to research by the author who described thousand cankers disease (see
figure in http://caforestpestcouncil.org/wp-content/uploads/2010/02/hasey.pdf) and a fact sheet
provided by plant pathologists, stating that, “Tentatively, it appears that northern California
walnut (Juglans hindsii) and southern California walnut (Juglans californica) show degrees of
intermediate susceptibility to thousand cankers disease™
(htip;//bspm.agsci.colostate.edu/files/2013/03/Questions-and-Answers-Revision-April-2012.pdf).
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3.2 Standards Not Met to Issue City of Los Angeles Permit to Remove Protected Trees

Ordinance No. 153,478 of the City of Los Angeles was established to “regulate and encourage
preservation of oak trees within the City of Los Angeles,” The preamble to the Ordinance
establishes the ecological, historical, and aesthetic value of oak trees to the City and declares that
“proper and necessary steps must be taken in order to curb the destruction of oak trees.” The
author of the ordinance, former Councilmember Hal Bernson, on his website while in office,
listed the law as his first accomplishment, describing himself as “Author of the City’s Oak Tree
Preservation ordinance which forbids the destruction of oak trees” (emphasis added;
http://www.ci.la.ca.us/COUNCIL/cd12/bernson.htm [accessed March 22, 20017]). The ordinance
was subsequently amended to include other native trees, including Western Sycamore, California
Walnut (also known as Southern California Black Walnut), and California Bay (LAMC § 46.01).
The ordinance establishes specific conditions under which these protected trees may be removed
or relocated, as follows:

(b) Board Authority. The Board of Public Works may grant a permit for the relocation
or removal of a proiected tree, unless otherwise provided in this section or unless the tree
is officially designated as an Hislorical Monument or as part of an Historic Preservation
Overlay Zone, if the Board determines that the removal of the protected iree will not
result in an undesirable, irreversible soil erosion through diversion or increased flow of
surface waters, which cannot be mitigated to the satisfaction of the City; and

1. It is necessary to remove the protected tree because its continued existence at the
location prevents the reasonable development of the subject property; or

2. The protected tree shows a substantial decline from a condition of normal health and
vigor, and restoration, through appropriate and economically reasonable preservation
procedures and practices, is not advisable; or

3. Because of an existing and irreversible adverse condition of the protected tree, the tree
is in danger of falling, notwithstanding the trec having been designated an Historical
Monument or as part of an Historic Preservation Overlay Zone.

The project proposes removal of 12 Coast Live Oaks and 117 California Walnut trees. Three
Coast Live Oaks and 23 California Walnuts will suffer encroachments within their drip lines.
These proposed removals do not meet any of the criteria for approval set forth in the Municipal
Code.

Neither the DEIR nor the Protected Tree Report provides any guidance as to which section of the
Protected Tree Ordinance is being invoked to justify the tree removals. Although the health of
some of the trees is compromised because of infestation from thousand cankers disease, evidence
is not presented to justify removal under Section 2 or 3. The only possible section is Section 1,
which provides for removal if the location of the trees “prevents the reasonable development of
the subject property.”

If the construction of a 750-space garage with a rooftop sports field and accessory structure on
land zoned as minimum density residential constitutes “reasonable development,” then what
would be “unreasonable”? A development that requires numerous zoning changes and variances
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to side and back yard setbacks and height limits does not, on its face, constitute “reasonable
development,” which should, at a minimurmn conform with the existing zoning for a property.

The City of Los Angeles has no established standards to implement the test of “reasonableness”
under the Qak Tree Ordinance. However, the City must determine if development is reasonable
even when that development conforms to building and zoning requirements, so it would seem
that a development that does not conform should not be considered reasonable development for
the purpose of protected tree removal. Reasonableness must be a higher standard than
conforming with the existing zoning, otherwise the Protected Tree Ordinance would specify that
removals are to be permitted whenever the development complies with existing zoning.

From a CEQA standpoint, the proposed project conflicts on its face with the language and intent
of the Los Angeles Protected Tree Ordinance, and therefore a finding of no impact after
mitigation is not justified. The Protected Tree Ordinance allows mitigation only if the conditions
for removal have been met, which they have not.

The intent of the original Oak Tree Ordinance, as described by its author, is to prohibit the
destruction of oak [and now other native] trees. Narrow exceptions are made for certain specific
conditions, but it is difficult to construe the language of the Protected Tree Ordinance to allow
oak tree removal to construct a 750-space parking garage and lighted rooftop sports field on a
property zoned as minimum density residential and designated as a desirable open space in the
community plan.

3.3 Fails to Recognize Cahfomia Walnut Woodland as State-designated Special Status
Natural Community

A particularly egregious error in the analysis of biological iinpacts in the DEIR is the failure to
recognize that California Walnut Woodland (Juglans californica Alliance) is itself a rare
vegetation type, the removal of which is a considered significant impact independent of the
City’s Protected Tree Ordinance. Table 3.3-2 of the DEIR should identify that California Walnut
Woodland is recognized as having Global 3 and State 2.1 rarity with a high priority for inventory
as a rare natural community (marked with an asterisk on the list of natural communities; see
https://nrm.dfg.ca.gov/FileHandler.ashx?DocumentiD=2471 6&inline=1). To quote the
California Department of Fish and Wildlife, “For alliances with State ranks of S1-83, all
associations within them are also considered to be highly imperiled.” Incidentally, Table 3.3-2
in the DEIR is missing the rarity designations for all of the natural communities listed (called
“habitats™).

Presence of a special status natural community should have prompted specific surveys and
analysis in the DEIR. Because of the presence of a special status vegetation type, the DEIR must
follow specific protocols to map the vegetation and to assess the impacts to it (Department of
Fish and Game 2009). These protocols require that the project proponent conduct surveys that
satisfy the following requirements:

Record the following information for locations of each special status plant or natural
community detected during a field survey of a project site.
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* A detailed map (1:24,000 or larger) showing locations and boundaries of each
special status species occurrence or natural community found as related to the
proposed project. Mark occurrences and boundaries as accurately as possible.
Locations documented by use of global positioning system (GPS) coordinates
must include the datum}8 in which they were collected,

*  The site-specific characteristics of occurrences, such as associated species,
habitat and microhabitat, structure of vegetation, fopographic features, soil type,
texture, and soil parent material. If the species is associated with a wetland,
provide a description of the direction of flow and integrity of surface or
subsurface hydrology and adjacent off-site hydrological influences as
appropriate;

*  The number of individuals in each special status plant population as counted (if
population is small) or estimated (if population is large);

* If applicable, information about the percentage of individuals in each life stage
such as seedlings vs. reproductive individuals;

*  The number of individuals of the species per unit area, identifying areas of
relatively high, medium and low density of the species over the project site; and

* Digital images of the target species and representativc habitats to support
information and descriptions.

The botanical surveys fail to meet these guidelines but instead are geared toward compliance
with the City’s Protected Tree Ordinance.

The assessment of impacts on State-recognized special status natural communities is also
lacking. Protocols require the following discussion of the impacts to special status communities
such as California Walnut Woodland (Department of Fish and Game 2009):

* A discussion of the significance of special status plant populations in the project area
considering nearby populations and total species distribution;

* A discussion of the significance of special status natural communities in the project
area considering nearby occurrences and natural community distribution;

* A discussion of direct, indirect, and cumulative impacts to the plants and natural
comimunities;

¢ A discussion of threats, including those from invasive species, to the plants and
natural communities;

* A discussion of the degree of impact, if any, of the proposed project on unoccupied,
potential habitat of the species;

¢ A discussion of the immediacy of potential impacis; and,

* Recommended measures to avoid, minimize, or mitigate impacts.

Because the DEIR fails to recognize the presence of a State-designated natural community, to
conduct the appropriate protocol-level surveys of that community, and to provide the required
impact analysis for loss of that community, the DEIR is fatally flawed and must be revised and
recirculated when the required surveys and impact analysis has been completed.

3.4 Fails to Describe Compliance with County Oak Woodlund Protection Laws

The DEIR notes in two places that oak woodlands are protected by County laws. First, it notes
that under the California Oak Woodland Protection Act: '
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‘A county ... shall determine whether a project within its jurisdiction may result in a
conversion of oak woodlands that will have a significant effect on the environment.’
Once a determination has been made, counties have the option 1o 1) evaluate the utility of
conservation easements as a vehicle for conservation; 2) enforce mitigation planting; 3)
make a [sic] in-lien contribution to the Oak Woodlands Conservation Fund (established
in 2001 under the administration of the Wildlife Conservation Board), or implement other
mitigation actions as outlined by the county (DEIR, p. 3.3-3),

Elsewhere, the DEIR states that Southern Coast Live Oak Riparian Forest is “protected by
County Ordinance (all oak species) (p. 3.3-6). Despite two mentions of County ordinances
protecting oak woodlands, the DEIR does not include compliance with Los Angeles County
ordinances in either its “Regulatory Framework™ section (pp. 3.3-9-3.3-14) or in the impact
assessment itself. The DEIR must be revised to indicate how the project will comply with any
applicable County ordinances pertaining to the protection of oak woodlands and recirculated for
public comment.

3.5 Impacts to Rare Species Not Assessed

As discussed above, the DEIR does not recognize the importance of species that are rare in Los
Angeles County, and it therefore does not assess the impacts of the project on these species. In
particular, by removing open land habitat in a California Walnut Woodland, the proposed project
would remove habitat for Greater Roadrunner and Western Meadowlark, two Los Angeles
County Sensitive Species that the DEIR indicates would be present on the project site.

3.6 Lighting Analysis Is Flawed

Hlumination is important to understand because it has biological effects. Small mammals
respond to illumination in their foraging activities. For example, artificial light of 0.3 and 0.1 lux
reduced the activity, movement, or food consumption of a cross-section of rodent species (Clarke
1983, Brillhart and Kaufman 1991, Vasquez 1994, Falkenberg and Clarke 1998, Kramer and
Bimey 2001). This phenomenon also has been shown in natural (in addition to laboratory)
conditions (Kotler 1984). One lux is roughly 0.1 footcandles, so the amounts of light in these
studies were ten times lower than the resolution of the illumination diagrams in the DEIR.

Birds can be extremely sensitive to illumination, and extended foraging by species under
artificial lights is documented in the literature (Goertz et al. 1980, Sick and Teixeira 1981, Frey
1993, Rohweder and Baverstock 1996). Effects of increased illumination on bird behavior also
include changes in singing times (Derrickson 1988, Miller 2006, Kempenaers et al. 2010,
Longcore 2010). Those birds that sing earliest are responding to increases in illumination so
faint that they are undetectable by humans (Thomas et al. 2002), and well below the resolution of
the illumination diagrams in the DEIR, which ignore reflected and scattered light. Research has
not yet been published on the energetic costs of singing in the middle of the night, but it is likely
not to be beneficial to the individual.

Luminance, and the visibility of lights themselves (whether or not they increase illuminance, the
measure of illumination) also affects wildlife species. Even if illumination is not appreciably
increased, merely seeing the light from the project can influence animal behavior. The DEIR
completely ignores this impact.
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One example where luminance probably is as or more important than illumination is that of
breeding bird density and lights. The one experimental study of the effect of streetlights on
breeding bird density shows a negative impact from lights much dimmer than those proposed for
the sports fields (De Molenaar et al. 2006). The streetlights in De Molnenaar et al.’s study
created a maximum illumination of 20 lux (1.8 footcandles; compared with 30 footcandles on the
field on the proposed parking garage). The adverse effects of these lights (decreased density of
Black-tailed Godwit nests) were experienced up to 300 m (984 ft) from these lights, extending
into areas with negligible increased illumination. The adverse impact, therefore, results from the
light being visible, rather than the amount of light incident on the sensitive receptor.

Luminance also presumably is the mechanism that attracts birds and insects to lights, Many
families of insects are attracted to lights, including moths, lacewings, beetles, bugs, caddisflies,
crane flies, midges, hoverflies, wasps, and bush crickets (Sustek 1999, Kolligs 2000, Eisenbeis
2006, Frank 2006). The metal halide lamps that would most likely be installed would generate
significant emissions in the ultraviolet (UV) spectrum, which would make them very attractive to
insects (Eisenbeis 2006, Frank 2006, Eisenbeis and Eick 2011, van Langevelde et al. 2011,
Barghini and de Medeiros 2012). The lights from the proposed project will act like a “vacuum
cleaner,” sucking insects out of the adjacent natural open space (Eisenbeis 2006, Eisenbeis and
Hinel 2009, Eisenbeis and Eick 2011). Insects attracted to lights are subject to increased
predation from a variety of predators, including bats, birds, skunks, toads, and spiders (Blake et
al. 1994, Frank 2006). Even streetlights significantly alter insect communities around them
(Davies et al. 2012, Meyer and Sullivan 2013), let alone sports fields that are lit orders of
magnitude brighter.

The main argument in the project proposal and environmental assessment is that all of that light
will be directed downward and consequently will not affect the surroundings. This
characterization is not accurate. The DEIR neglects to properly account for scattering and
reflection of light, the effects of which are readily observable at the other lighted sports field
already in operation on the school site.

3.6.1 Reflectivity of Turf

The angle that light shines on a surface affects the amount of light that is reflected by that
surface. Research on the reflectivity of artificial turf within the visual spectrum of light (390—

700 nm) is not readily available, so for the purpose of analysis, we assume that artificial turf has

similar properties to and is at least as reflective as natural turf. When light shines straight down
on turf, roughly 55% of the light is reflected back upward. When the light is at a 60° angle, as
little as 12% of the light is reflected upward. The average amount of light reflected upward from
light shining on turf at angles of 60-90° is 20-25% (from figures produced by Dr. C. Baddiley,
scientific advisor to the British Astronomical Association Campaign for Dark Skies). Although
the DEIR calls this “diffuse reflection” and asserts that it does not create direct glare, such
reflection does create light spillover and glare conditions around the project site that will be
bright enough to affect the behavior, orientation, and circadian rthythms of wildlife species.
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3.6.2 Light Scattering by Aerosols

Light is scattered by aerosols in the air. These can be dust, pollen, or droplets of water. The
DEIR fails to account for the scattering of light from fog and clouds or other aerosols that will
take place in the space between the lamps and the ground, or the exacerbating effect of fog and
clouds on the light that is reflected from the turf itself.

Fog is extremely efficient at reflecting light and recent research has shown that foggy conditions
result in a sixfold increase in night sky brightness (a measure of light pollution) (Sciezor et al.
2012). Furthermore, clouds reflect light downward, so even if it were only cloudy (and not also
foggy), the light reflected downward would be substantially greater than that under a clear sky
(Kyba et al. 2011, Scigzor et al. 2012). The environmental documentation for the project does
not account for either scattering of light by fog or reflection by clouds.

3.6.3 Light Scattering by Air

An assessment of light pollution from the proposed sports field lighting should also consider
scattering from molecules in the air, which is known as Rayleigh scattering. This type of
scattering increases with shorter wavelengths of light. It is for this reason that full-spectrum
lamps (such as metal halide and LED lamps) will cause 10~20% more light pollution than high-
pressure sodium lamps of the same luminous output (Bierman 2012).

3.6.4 Lighting Assessment Does Not Measure Light at Biologically Relevant Levels

The figures for the lighting assessment (e.g, DEIR, Appendix I) were prepared from the
perspective of a lighting designer and measure only the direct illumination from the fixtures in
question. They do not incorporate light scattering or reflection, which, as discussed above, can
be significant. Furthermore, the figures are prepared in footcandles with a resolution of 0.1
footcandles. This information is inadequate because many animals respond to far lower
illumination levels than the 0.1 footcandles provided in the maps. Light from a full moon is at
most 0.03 footcandles. Therefore locations identified as 0.1 footcandles on the applicant’s
lighting plan would be subjected to illumination more than three times greater than that of a full
moor, and that does not even take into account scattering and reflection of light. Because many
spectes exhibit lunar cycles in behavior, the illuminations of the full moon, half moon, and new
moon are biologically relevant. Experimental studies have shown animal behavior linked to
illumination levels several orders of magnitude below 0.1 footcandles (Rich and Longcore 2006).

A proper analysis of the impacts of the sports field lighting would include legitimate depictions
of the conditions during fog, low cloud cover, and clear sky conditions. As provided, only clear
sky conditions are analyzed.

3.6.5 Lighting Impact Analysis Does Not Consider Natural Areas to Be Sensitive
Receptors

The entire lighting analysis centers on impacts to residences surrounding the project site.
Because of this focus, the lighting documentation does not provide the information necessary to
evaluate the impacts on natural habitats that would be found directly adjacent to the project site.
Were this analysis to be done, it would certainly show that these habitats would be severely
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degraded by night lighting during those times when the sports field lights are on. Even though
the DEIR claims that impacts from lighting will be less than significant (DEIR, p. 3.3-20), this
claim is based on a flawed lighting analysis that does not even map levels of light that are
biologically relevant (i.e., minimum unit is 0.1 footcandles, while wildlife species are sensitive to
light as dim as 0.00001 footcandles) and does not take into account luminance as an adverse
impact as is well-documented in the scientific literature.

3.6.6 Spectrum of Lights Proposed Increases Biological Impacts

The environmental analysis for the project does not incorporate any of the voluminous research
that shows the differential effects of different wavelengths of light on biological systems (see
reviews in Rich and Longcore 2006, Gaston et al. 2012). Neither the aesthetics analysis nor the
biological resources analysis takes into account the wavelengths of light that would be produced
by the proposed project. This light, which would be produced by the metal halide lamps
typically used by Musco (the firm providing the field lighting system), would be much “whiter”
than existing lights in the vicinity of the project. As a typical sports field installation, the color
temperature of the lights proposed for the project would be 5,000-8,000 K, which is a very
“cold” blue light. By contrast, incandescent bulbs produce much “warmer” light that does not
have emissions in the shorter wavelengths (blue, violet, and ultraviolet) that are present in light
from metal halide lamps. A high color temperature appears whiter while a low color temperature
appears yellower.

The conclusion from a number of studies on humans and wildlife is that whiter light (that is, full-
spectrum light with blue and violet light included) has more adverse impacts (Pauley 2004, Rich
and Longcore 2006, van Langevelde et al. 2011, Gaston et al. 2012, Stone et ai. 2012).

The blue-heavy spectral character of the metal halide lamps has the potential to affect human
health because blue light gives a physiological signal to humans (and other organisms) that it is
daytime, disrupting circadian rhythms (Pauley 2004). The wavelengths of light that we see as
blue are 500 nanometers (nm) and shorter. Light of these wavelengths, when sufficiently bright,
suppresses the production of the hormone melatonin in humans and other animals. This can
occur at levels previously thought to be too dim to have any effect (< 1 lux, while a streetlight
illuminates to 15-100 lux) (Brainard et al. 2001). For humans, melatonin provides many heaith
benefits, including playing a role in preventing breast and prostate cancer (Davis et al. 2001).
Scientists have shown that regions of the world with high levels of outdoor lighting have higher
breast and prostate cancer rates. For example, studies have shown:

* Breast cancer tumnors that are grafted onto rats grow much faster when nourished by
blood from women exposed to light at night (i.e., low melatonin) than do tumors
nourished by blood taken from women who were in darkness before the blood draw (i.e.,
high melatonin) (Blask et al. 2005);

*  Women who report having more light in their bedrooms are at significantly greater risk of
breast cancer than women who report that their bedrooms are dark (Kloog et al. 2011);

* (lobally, breast cancer risk in countries with the brightest outdoor lighting is 30-50%
greater than countries with the lowest outdoor lighting, even when accounting for other
demographic differences (Kloog et al. 2010);
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*  Within a country (Israel), the level of outdoor lighting was significantly associated with
breast cancer risk after all other demographic and ethnic variables were controlled (Kloog
et al. 2008); and

* Risk of prostate cancer was found to be significantly greater for men living in areas of the
world that have the most outdoor lighting, when all other factors were controlled (Kloog
et al. 2009).

Exposure to light at night and associated sleep disruptions, which can be caused by bright
streetlights outside houses and apartments, is also associated with depression, insomnia, mood
disruptions, weight gain, and metabolic disruption (Chepesiuk 2009, Fonken and Nelson 2011).

In sum, the DEIR and its technical reports make no reference to any of the scientific literature
surrounding the adverse biological or ecological impacts of artificial night lighting, leaving the
conclusions drawn about these topics without any evidence. The light produced by the sports
field would cause light pollution. Indeed, sports fields are the second biggest contributor to light
pollution in cities, after commercial districts, and contribute far more to light pollution relative to
their area than any other feature (Luginbuhl et al. 2009). This amount of light will significantly
degrade the usefulness of the surrounding area, which includes protected lands and parks, as
habitat for wildlife, in addition to causing a significant aesthetic impact.

3.7 Nvise

Noise has adverse impacts on wildlife, but this impact is not discussed in any detail. The noise
analysis in the DEIR is geared only to human receptors and does not enumerate or describe the
impacts to wildlife from increased noise, both from construction and from operations of the new
sports field. A significant scientific literature can be found to document that noise has a range of
adverse impacts on wildlife (see c.g., Slabbekoom and Ripmeester 2008), including interference
with communication of songbirds, distraction of prey species (making them more susceptible to
predation), and a whole range of other adverse impacts (Chan et al. 2010, Laiolo 2010). The
DEIR does not contain any analysis that would support the assertion that these impacts would be
reduced to a less than significant level through limiting noise to daytime hours.

Excess noise results in a series of adverse health effects in humans, including increased biood
pressure and associated risk of cardiovascular disease, hypertension, stress, sleep disruption, and
other adverse effects (Ohrstrom et al. 2006, Goines and Hagler 2007, Bodin et al. 2009). Some
of these effects are reversible after the noise stops, but some are not; noise exposure can cause a
permanent increase in risk of cardiovascular disease (see references in Goines and Hagler 2007).
The DEIR neither acknowledges that a significant medical literature exists that could be used to
describe the health impacts of noise, nor uses it in determining whether the impacts of the
proposed project could be mitigated.

4 Mitigation Measures Are Inadequate to Offset Significant Impacts
4.1 Regulatory Compliance

The DEIR proposes that the City of Los Angeles Protected Tree Ordinance can be satisfied by
mitigating the loss of 12 Coast Live Oaks and 117 California Walnuts by planting at a 4:1
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mitigation ratio on site. Even a cursory investigation of the project site confirms that the area
remaining on the project site is inadequate to plant 516 trees, except at densities that would be
ecologically and arboriculturally inappropriate.

To illustrate that the mitigation site does not have enough room to implement the tree planting
program, we placed circles representing the typical tree canopy of a California Walnut or Coast
Live Oak on the conceptual mitigation planting plan. This plan, which does not show specific
locations for trees, indicates the canopies of existing trees that are to remain on the project site.
Upon inspection, it quickly becomes evident why the planting plan does not indicate the specific
location of the trees to be planted: they would have to be planted too close to each other, which
would be immediately noticeable upon inspection by any informed observer, We assumed that
mature tree canopies would be 40 feet across, which is consistent with the sizes of the mature
trees currently on the site. Setting aside all limitations of the site in terms of slope, soils, aspect,
and ecological appropriateness, the arcas designated as planting areas can only fit at most 55
additional trees at maturity. To do even this would be ecologically inappropriate, because the
distribution of the species on the site should be taken into account. For example, the slopes
facing north should be treed, while those facing south probably should not.
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Figure 1. Project proponent’s conceptual mitigation planting plan with annotations (black
circles) noting locations that could conceivably accommodate a mature Coast Live Oak or
California Walnut with a 40-foot diameter canopy (54 locations). The DEIR proposes
planting 516 trees in this area, which is far too dense and those “mitigation” trees would
not survive to maturity,
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Furthermore the protected tree mitigation is proposed out of kind (Scrub Oak, Westemn
Sycamores, and Mexican Elderberries for Coast Live Oaks and California Walnuts). We
disagree strongly with this approach for several reasons. First, the DEIR proposed to remove
117 California Walnut trees but not to replace any of them because of the presence of thousand
cankers discase on the site. As documented above, thousand cankers disease is not as damaging
to California Walnut as to Black Walnut and this drastic measure is not necessary. The DEIR
presents no evidence documenting the fatality rate for California Walnuts that would support this
extreme decision. By failing to replace California Walnuts in kind, the ecological impacts will
not be mitigated, because the habitat type will be changed entirely (Longcore et al. 2000).
Second, the proposed inclusion of Western Sycamores is completely inappropriate relative to the
water availability on the site. This species requires more water than is available at this location
on a hillslope and the specimens will only survive if given supplemental water, which itself
would have significant adverse impacts on biological resources. Third, the density of Mexican
Elderberry that is implied by the planting plan is completely inappropriate from an ecological
perspective. This species simply does not occur naturally on the landscape in extensive
monocultures as would be necessary to achieve the mitigation density proposed in the DEIR.
Finally, to plant the remaining 2.19 acres of habitat on the project site at the density necessary
for this mitigation measure would cause adverse impacts on the habitat already existing. The
disturbance of planting would have adverse impacts on the understory plants existing there; any
water used for plantings would have adverse impacts on existing trees and native invertebrate
communities; and the access and maintenance activity would disturb wildlife.

Compliance with the plantings necessary for the Protected Tree Ordinance cannot be achieved
within boundaries of the project site as is proposed and to do so would itself cause significant
adverse impacts. The project proponents apparently have not engaged the services of a qualified
restoration ecologist, who would have noticed this significant flaw in the tree mitigation scheme.

4.2 Project Design Feature

The “Project Design Feature” PDF-BIO-1 states that by allowing 2.19 acres of the project site to
remain it will “function as a component of the natural ecology of the area except in the
immediate vicinity of the new development.” Although the DEIR does not claim that this offsets
any particular impact, it should not even be listed as a mitigation measure. First, the site will be
subject to significant disturbance by implementation of program to plant and maintain 516 new
trees in this area. Second, the remaining natural habitat will be subject to significant light and
noise pollution from the proposed parking garage. Third, the remaining natural habitat will be
subject to significant light and noise pollution from the proposed sports field. Although the
remaining habitat would still provide some natural values, it would be tumed into a tree farm,
albeit a native tree farm, with little accounting for the natural distribution of native trees on the
landscape and cumulatively would provide less natural habitat than before the project.

4.3 Mitigation Measures

MM-BIO-1 consists of several parts.

1. Fences to protect habitat during construction. This measure seems reasonable, but is not
linked with any particular impact described in the DEIR.
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2. Development of a plan for the 2,19 acres of habitat to remain on site with goal of enhancing it
for wildlife. Unfortunately this will be made impossible by the dense planting that would be
required to mitigate the loss of protected tree species on site.

3. Salvage of seeds from irees removed on site. This measure does not reduce any identified
impact and obscures the utter failure to recognize that California Walnut Woodland is a sensitive
habitat type, the loss of which must be mitigated by means other than the proposed tree-planting
scheme (e.g., through off-site acquisition of mitigation lands).

4. Specifies that no material will be removed from “laurel sumac, elderberry, oak, toyon, walnut,
and sugar bush” during fuel modification. This is highly unlikely to be able to be implemented
because it is at the discretion of the City of Los Angeles Fire Department. Laurel Sumac and
Sugar Bush are almost always trimmed during fuel modification activities. It is improper to
assume that the project proponents will be able to keep the site free from the influences of fuel
modification requirements.

5. Posting signs to discourage trespassing on the native habitat area. This seems like a good idea
but does not mitigate any identified impact in the DEIR,

MM-BIO-2 specifies construction of a fence to keep wildlife from falling down over the
retaining walls. Such protection from a steep drop-off would be important, but does not mitigate
for any identified impact in the DEIR. Animals plunging to their deaths over the retaining walls
should be disclosed in the biological resources impact assessment. The aesthetic impacts of this
fence should be disclosed and it should be included in all of the diagrams and rendering of the
project site, including in the project description.

MM-BI0O-3 prohibits use of invasive exotic plant species on the site. Although invasive exotic
plant species are more problematic than noninvasive exotic species, the entire planting plan
could be native species. Given that the project will result in a significant decrease in native
habitat, every opportunity should be taken to use native grasses, annuals, and shrubs on the site.

MM-BI0-4 gives limits on lighting as follows:

Shielded directional lighting, including, as appropriate, internal silvering of the globe or
external opague reflectors to direct light away from natural areas, and motion sensing
technology that cause lights to only be on when required by the presence of people. All
lighting adjacent to natural areas shall be low luminescence, directed downwards or
towards the structure and shall include shielding to the extent necessary to prevent direct
artificial illumination of natural areas and to protect nocturnal biological resources, as
determined to be appropriate by a qualified biologist.

This mitigation measure is far too vague to assess (e.g., what is “low luminescence”?) but if the
rest of the impact assessment is a guide, it will not be adequate to reduce impacts from lighting
to a less than significant level. Will all of the lights inside the parking garage —— the light from
which would be visible from outside the parking garage — be extinguished at night? At what
time? The DEIR does not provide an evaluation of lighting impacts at biologically relevant
levels (e.g., 0.01-0.001 lux [0.001-0.0001 footcandles]) and major impacts of artificial night
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lighting on wildlife are not even discussed in the DEIR. It is not therefore credible to assert that
the project proponents have the expertise available to “protect nocturnal biological resources.”

MM-BIO-5 directs the project proponent to conduct surveys for Plummer’s Mariposa Lily
before construction and to relocate any individuals found. This mitigation measure is only made
necessary by the inadequate surveys conducted for the project. The project proponents should
already know if Plummer’s Mariposa Lily is present on site and have an actual (not speculative)
plan to mitigate for any impacts.

MM-BIQO-6 proposes to “salvage” wildlife from the site before construction by relocating it to
“one of the local designated open space preserves.” It is illegal to relocate wildlife under
California Fish and Game law. This constitutes harassment of birds and mammals under Section
551.1 of the California Fish and Game Code. The project proponent should provide proof of
permits to relocate wildlife in this manner. Relocation of birds would also violate the Migratory
Bird Treaty Act.

It is not a generally accepted mitigation measure to relocate native wildlife. Relocation is
usually acceptable because of the interactions between animals at the recipient site. California
Meadow Vole provides an example of a small mammal species that could potentially be
relocated under such an unwise scheme. Male California Meadow Voles maintain territories and
are aggressive to interlopers, which is especially true during breeding (Ostfeld 1985a, Ostfeld
1985b). Female voles are aggressive toward unfamiliar females (Ostfeld 1986). As a result,
relocation is a wholly inappropriate mitigation measure. Any recipient site for relocated
individuals would have to already be unoccupied by the species (to avoid intraspecific
interactions), and the density of the relocated individuals could not exceed the capacity of the
habitat to support them. The DEIR provides no information about what species would be
relocated, where (exactly) they would be relocated, how such relocations would comply with
state and federal law, and what the status of the species at the recipient site would be at the time
of relocation to avoid adverse interaction. Consequently, relocation should not be accepted as a
mitigation measure.

Furthermore, it is not likely that any of the surrounding “open space preserves” will want to
accept wildlife salvaged from the site. The project proponents should disclose what wildlife they
intend to release where and show permission of both the landowners and the California
Department of Fish and Wildlife for doing so. Even then, this mitigation measure does not
actually offset adverse impacts to wildlife, because the habitat for them is still lost.

BIO-MM-7 limits vegetation removal to the period September 1 to February 15 to avoid
disruption of breeding birds. The DEIR does not provide any information about the breeding
period of the birds that might be present on the project site and therefore lacks the logical
reasoning to conclude that this measure would be effective. Some bird species begin nesting and
breeding behavior before February 15 in the spring. For example, Great Horned Owl may start
nesting in late January and early February in Los Angeles County, while Anna’s Hummingbird
and Alien’s Hummingbird routinely nest starting in December and extending through July.
Nesting of Anna’s Hummingbird in the Los Angeles Basin has been recorded as early as
December 11 (Allen 1942), and certainly can be well underway in January (Pitelka 1951). This
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measure therefore will not be effective at ensuring compliance with the Migratory Bird Treaty
Act and a thorough site survey for nests (especially hummingbird nests) must be undertaken
before any vegetation removal.

The DEIR should also note that killing a “song bird” or “robbing” its nest is a violation of Los
Angeles Municipal Code Section 53.48. This ordinance is still applicable beyond the dates of
nesting listed in the DEIR and so any construction, tree removal, or grading on the project site
should be supervised by a consulting biologist to avoid harming birds and their nests.

The DEIR requires that construction activities must be avoided within 200 feet of any active nest
for native birds and 500 feet for any raptors. The project site is immediately adjacent to native
vegetation so it is extremely likely that there will be nesting birds within 200 feet of the proposed
construction site. The applicant should make arrangements to survey these areas and the City
should be prepared to halt development any time of the year to avoid impacts to these species.

5 Conclusion

The deficiencies in the DEIR for impacts to biological resources are so great that they must be
remedied and a revised DEIR circulated for public comment. Fundamental errors in identifying
special status habitat types, failure to consider relevant scientific literature, and grossly inept
mitigation proposals render the DEIR wholly inadequate to comply with CEQA.
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November 7, 2013

Douglas P. Carstens

Chatten-Brown & Carstens

2200 Pacific Coast Highway, Suite 318
Hermosa Beach, CA 90254

SUBJECT: Review and Analysis of the Geology and Soils Portions of the Harvard-Westlake School Parking
Improvement Plan DEIR (dated September 2013} and the Supporting Geotechnical Report
{Appendix E1, dated July 27, 2010 and February 5, 2013} by Geotechnical Professional Inc. (GPI}

Dear Mr. Carstens:
INTRODUCTION, QUALIFICATIONS AND REPORT ORGANIZATION

This firm was retained by your office to review the geology and soils portions of the Harvard-Westlake School
Parking Improvement Plan DEIR {(dated September 2013-Attachment A} and the supporting geotechnical report
{Appendix E1, dated July 27, 2010 and February 5, 2013) by Geotechnical Professional Inc. {GPI). For this
review, we also utilized other available reports to determine the adequacy of the subject geology and soils
information described in the subject documents. The subject reports and other reports accessed are listed at
the end of this review as References Cited.

1 have been a licensed Professional Geologist and Certified Engineering Geologist in the State of Califernia
since 1972. My resume has been provided.

This letter report includes a brief description of the proposed project as we understand it and then our review
focused on previously agreed upon key issues.

HARVARD-WESTLAKE SCHOOL PARKING STRUCTURE PROJECT DESCRIPTION

The DEIR was prepared to evaluate potential environmental impacts that could result from the proposed
Harvard-Westlake Parking Structure, which would consist of a three-story, 750-space parking structure with a
rooftop (lighted) athletic field, as well as, associated retaining walls, a small (2,600 square feet) enclosed
structure including restrooms, an equipment storage room and athietic office at the north end of the athietic field.

In addition, the Project includes a pedestrian bridge crossing over Coldwater Canyon Avenue connecting the
Parking Structure to the Harvard-Westlake Campus. The proposed pedestrian bridge would allow for safe
crossing between the Parking Structure and the Harvard-Westlake Campus without stopping vehicles traveling
north and south along Coldwater Canyon Avenue.

Retaining walls {to stabilize bedrock and alluvium/colluvium deposits) are proposed on the Development Site
along the north, west and south sides of the Parking Structure, immediately adjacent to the structure. These
walls would vary in height from approximately 20- to 87-feet high. Due to the topography of the Development
Site, the retaining walls are necessary to protect the adjacent hillsides and to construct the Parking Structure.

REVIEW COMMENTS ON KEY ISSUES
Bridge Structure Crossing Coldwater Canyon Avenue

The Project Description describes a bridge structure crossing Coldwater Canyon connecting the main campus
with the proposed parking structure. No geologic or geotechnical data andfor studies have been provided to
assess and verify the feasibility of constructing such a bridge structure at this location. The bridge is not
discussed in the geology and soils section of DEIR (2013} or the 2010 GPI report. The bridge is a very
significant structure as defined in the Project Description section of the DEIR:

“The pedestrian bridge would reach a height of approximately 41 feet in the center (approximately 18 feet
as measured from the bottom of the bridge to the top of the bridge). The height at the top of the elevator
on either end of the bridge would be approximately 65 feet on the west side and approximately 46 feet on
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the east side. The bridge would be 163 feet long and 13 feet wide and would provide a minimum
vehicular clearance of approximately 25 feet 7 inches above Coldwater Canyon Avenue (af the curb).
Connection to the pedestrian bridge would be provided at Level 2 of the proposed Parking Structure and
a bridge landing would be constructed on the Harvard-Westlake Campus.”

Liguefaction : e i
Areas where histaric occurrence of liguefaction, of local geological, The bridge would be critical in an e.mergency e.g., a
Q geotechnicatend groundwater conditons indicate  potental or moderate to severe earthquake) in order that the
rrRanehn! H M H
Public Resocrees Code secton 260910 o ba oo 25 defined n campus population could leave the area if required.

Although there has been no geotechnical evaluation of
the bridge provided, geolegically the west side of the
bridge would be founded in either thin
alluvium/coliuvium or bedrock, while the east side
would very likely be founded in liquefaction-prone
afluvium (Figure 1} based on published State Seismic
Hazard Maps (CGS [formerly the CDMG], 1998)
depending upon the depth of alluvium, which is
presently unknown. The potentially significant
difference in foundation properties could cause each
side of the bridge to react differently during a moderate
to large earthquake on any of the numerous
earthquake faults delineated in the site region (GPI,
2010 and 2013; DEIR, 2013). Bedrock or shallow
alluvium in the west would shake at a different
frequency than deeper liquefaction prone alfuvium on
the east, potentially causing the bridge to fail onto
Coldwater Canyon Avenue.

Bridge._. A‘\
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Location of the GPI Geologic Cross-sections, and
Implications for Both Construction and Long-term
Slope Stability

Sy - GPI presents the results of their down-hole logging of
NORTH \“‘*‘-“w”t\ Figure 1 several bucket auger borings (their Appendix A, A-1
through A-10 Logs of Borings) and applies these
datal/results to their geologic cross-sections A-A', B-B', and C-C' (their Figures 4, 5, and 8). Unfortunately none
of the three cross-sections were constructed in the most critical (highest) portions of the proposed cut slopes,
thereby not analyzing the most potentially unstable areas. For example, cross-section B-B’ shows a cut slope
height of approximately 45-feet, while the slope 70-feet to the north is approximately 65-feet high and maybe as
high as 87-feet. The same situation occurs for cross-section C-C’, where the slope is much higher north of the
section. For cross-section A-A’ the subsurface conditions of Ar over Ty, are very detailed, yet there is no citation
for where this detailed information was obtained. This placement of cross-sections calls into question whether
the associated slope stability calculations represent realistic depictions of the conditions that would face
construction workers {regarding safety) and that would define long-term siope stability affecting the proposed
project and neighboring properties.

interpretation of the GPl Geologic Data on Geologic Cross-sections, Slope Stability Analysis, and
Implications for Both Construction and Long-term Slope Stability

As stated by GPI (2010} “Preliminary gross stability analysis was performed for the existing slopes using the
computer program STABL5M and the Modified Bishop Method of analysis.” However, the slope stability
calculations were not referred to in the GPI report as being attached. This is unusual and does not allow an
independent evaluation of the parameters and assumptions used in the analysis. In addition, while these
programs account for bedding planes and material strengths, they are not current programs and cannot
reasonably account for the affect of intersecting bedding and joint planes that are mapped throughout the bucket
auger boring logs. The apparent {ack of analysis of "wedge” failures {masses bounded by at least two potential
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failure surfaces) with an out-of-slope component leaves unsettled the overail stability of these proposed high cut
slopes. This unanalyzed condition would potentially create unstable slopes affecting construction safety and
possibly longer term slope stabifity. Combined with the current cross-sections being in the less critical locations,
this leaves open the question of the feasibility of the proposed cut slopes.

In addition, it does not appear that the static and seismic slope stability analyses were determined following
Guidelines of the City of Los Angeles (Information Bulletin/Public-Building Code P/BC2011-49 and P/BC2011-
113) or guidelines accepted by the State of California (CGS, 2007, Special Publication 117A).

Also, cross-sections C-C' and B-B’ appear not to consider the potential for an anticlinal axis that may pass
between borings B-10 and B-2 and between borings B-9 and B-7. The steeply dipping bedding shown south of
the proposed cut slope (C-C' “Apparent Dip of bedding steepens w/depth”) is shown as overturned, yet this is
not how the information is recorded in the B-10 and B-9 boring logs or displayed on the Site Plan (geologic map
Figure 3 strike and dip symbol insets). No overturned bedding is shown by Dibblee (1991). A mere reascnable
interpretation would appear to be an anticlinal axis located such that as bedding transitions from a southeriy dip
on the south to a northerly dip on the north, that just north of the axis bedding could well be out-of-slope along
the south (north-facing) cut slope (Figure 2), Dibblee (1991} in fact shows the axis of an anticline just to the

Figure 2
i

Anticline axis

Dibblee, 1891 (GPI, 2010; DEIR Figure 3.5-2

east-southeast of the proposed site that could project toward the site. This would pose a substantially different
condition than depicted on C-C’, potentially one that has unfavorable (out-of-slope) bedding at the southwest
corner of the parking structure.

We understand that there is at least one other geotechnical report available for the proposed project area with
work performed in the late 1990s. This work was performed by a well established and recognized gectechnical
firm familiar with the project area. It is indicated that this previous study included six (8) bucket auger borings
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with downhole logs and ten (10) logged test pits scattered across the area. Our experience is that the more
data one uses for such critical slope stability analyses, as are required here, the betier the confidence and finai
resuits. It appears that a search for this information was not conducted, although we understand that GPI cross-
section B-B' almost identically overlies a cross-section in this earlier report. Whether a coincidence or not, the
use of this prior data must be considered.

No Clear Resolution of the Cut Slope Design and Use of Retaining Walis/Soil Nail Walls

There is presently no final retaining wall design provided in the DEIR (Figure 3.5-3 from KPFF) or shown by GPI
(Figures 4, 5, and 8). The statement in the DEIR regarding retaining walls is:

“Two retfaining walfs are also proposed on the Development Site. The primary retaining wall would be
focated on the north, west and south sides of the Parking Structure. Along the rear {west side} of the
Parking Structure, the retaining waill would step back from east to west at the third level of the Parking
Structure and would vary in height from 50 feet fo 87 feet. The south face of the refaining wall would vary
in height from 20 feet to 60 feet (from east to west), and the north face of the wall would vary in height
from 30 feet to 70 feet (from east to west). The second retaining wall would be located on the north end of
the Development Site, parallel to Coldwater Canyon Avenue. This retaining wall would vary in height from
4 feet to 28 feet (from north to south). Due to the fopography of the Development Site, the retaining walls
are necessary to protect the adjacent hillsides and to construct the Parking Structure.”

The only mention of sail nailing in the Project Description is related to equipment noise.

Figure 3.5-3 (from KPFF) describes the retaining walls on the west as "stepping down towards the slab”,
whereas the GPI report shows no steps, but a continuous 0.1:1 (horizontal:vertical), or near vertical, cut
slope in the three cross-sections. Without steps this would suggest a continuous near vertical slope with
heights reaching 87-feet. The ability of the developer to construct these slopes safely and with satisfactory
long term factors of safety is not demonstrated as yet since both the DEIR and the GPI report state:

“The existing slopes will be modified as part of the construction of the retaining walls with soil nails.
Details regarding the length of the soil nails will be completed by the wall designer. In addition to internal
stability, the wall designer will evaluate the global stability of the slopes as the length of the nails
determines the stability of the slopes.”

This important work is deferred until after project approval. In addition, this statement omits in both
documents a discussion of other important design parameters and considerations (discussed further below)
that couid well render the construction infeasible or impractical considering the geclogic and geotechnical
conditions, the space available, and private resources available.

Significant Soil Nail Wall Design Considerations

The GPI report {2010} discusses the soil nail walls in sections 4.4 SLOPES, 4.7.2 Soil Nail Walls and 4.7.3
Soll Nail Testing. However, it is not clear that GPI recommended soil nail walls based on their investigations
and expertise. In fact, the section 4.7.2 begins “We understand that soil naif walls wiil prebably be used for
retaining the cuts up to 80 feet outside of the parking structure.” This makes it seems as though there may be
ancther investigation that recommended this technigue or that this idea was proposed by a structural engineer
without geotechnical confirmatory studies possibly due to its generally accepted cost effectiveness as compared
to other methods. The origin and technical superiority of this slope stabilization method should be explained.

Soil nail wall design is complex and requires many impertant considerations in order to determine if it is the
proper method for a given project and for specific geologic conditions. The Federal Highway Administration
published the “Manual for Design & Construction Monitoring of Soil Nail Walls” (FHWA, 1998) and is referenced
by GP1(2010). They list geologic and construction conditions under which this method is less acceptable. They
preface the list with the following introduction:
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“It Is unfortunately sometimes the case that innovative technigues such as soil hailing are applied only
when very difficult conditions that cannot be addressed hy more standard techniques, arise. Stuch an
approach is dangerous, both fo the project and to future routine applications- of the technigue itself. As
with most construction methods, soil naifing is not universally applicable and its limitations must be clearly
understood. Very offen, these limifations can be technically solved by appropriafe design or consfruction
provisions, but this often results in the method no longer being cost-effective. The following ground types

or conditions are not considered well suited to soif nailing or limit its application:”

In summary those conditions that apply (4 of the 8 listed) to this project are:

1.

"Soifs contalning excessive moisture or wet pockets such thaf they tend fo slough and create face
stability problems when exposed i.e., the apparent cohesion is destroyed. For most ground types, soil
naifing below the water table is nof appropriate as such conditions usually create very difficult
construction conditions. in addition, care must be applied to the control of surface water and perched
waler.” {This would apply to the alluvium/coliuvium and fracture zones where weak rock and water
would be found.)

“Clay soils with a Liquidity Index greater than 0.2 or an undrained shear strength lower than 50 kN/m2
may continue to creep significantly over the long term and may also exhibit a significant decrease in the
soil-grout adhesion and nail puliout resistance if saturated following construction. Therefore, nails in
such soils should exhibif satisfactory long-term creep behavior by a suitable testing program prior to
their use in a soil nailing application.” [Much, if not most of the alluvium/colluvium is low strength and
clay-rich {clayey silts and silty clays) and would likely be saturated after construction.]

“Highly frost-susceplible and expansive (swelling) soils, These soils can resul in significant increases in
the nail loading near the face; wall damage has been reported under these conditions. With frost-
susceptible soils (e.g. siits), it is recommended that the design prevent frost from penetrating the soil by
provision of an appropriate protective structure (e.g., granular or synthetic insulating fayer) at the face.
Water must be prevented from reaching expansive soils that are soif nailed.” [Clay-rich soils as noted
above have a high expansion potential. Unfortunately samples tested by GPI for expansion index do
not come from borings B-1, B-7, and B-9 in the alluvium/colluvium that are clay-rich {siity clays), but
rather from B-2 comprised of sandy silt and silt. This is unlikely to represent conditions that would be
enhcountered.]

“Highly fractured rocks with open joints or voids (including cavernous limestones) and open graded
coarse granular materials (e.q., cobbles) require special care because of the difficully of satisfactorily
grouting the nails. Construction measures such as the use of geofextile nail socks or low slump grout
can sometimes be used to advantage in such materials.” [Fracturing within the bedrock varies from not
significant to significant. Boring B-3 is nearest the highest cut slope area along the west side of the
proposed structure and has the greatest number of recorded fractures of all borings indicating these
very highest cut slope areas may require special treatment.}

Perhaps of greatest significance to the soil nail wall issue is the geotechnical characterization of the corrosion
potential for the geologic units presented by GPI, which is noted as severe. Unfortunately GP! does not relate
this to the suitability of the soil nail wall method and it is not discussed in this context in the DEIR. The test
results suggest that long term affects of the geologic materials and interstitial waters on the proposed scil naiis
{normally steel and concrete structures) would be very detrimental to soii nall performance and slope stability.
FHWA summarizes the corrosion test results in terms of relative aggressiveness as follows:

“Soil tests may be performed to measure the aggressiveness of the soil environment, especially if field
observations indicate corrosion of existing sfructures. The most common and simplest fests are for
electrical resistivity, pH, chioride, and sulfate. in general if the electrical resistivity of the soil is greater
than 5000 ohm-cm and pH befween 5 and 10 the soil may be considered to be non-aggressive and
additional corrosion testing is unnecessary. If the electrical resistivity is between 2000 and 5000 ochm-cm,
suifate and chloride tests are required, The designations for these tests and the critical values defining
whether an aggressive soil environment exists are as shown below. The ground is considered aggressive
if anyone of these indicators shows critical values.”

The comparison of GPI test results to the FHWA standards is shown in Table 1 below.
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TABLE 1 - GROUND AGGRESSIVENESS INDICATORS (based on FHWA, 1998 and GPI, 2010)

GPI VALUES _
et Below 2000 ohm-cm B2 -o00 Very Aggressive
pH Below 5 gg : ;g Not Aggressive
Chioride Above 200 ppm Sl Not ﬁgg::zxz and
Suifate Above 100 ppm gg : ?ggg Very Aggressive

Regarding the affects of an aggressive corrosion environment, the FHWA goes on to indicate:

“In aggressive ground or for critical structures (e.g., walls adjacent to lifeline high volume roadways or
walls in front of bridge abutments}) or where field observations have indicated corrosion of existing
structures, encapsulated naifs should be used. Encapsulation is generally accomplished by grouting the
niail tendon inside a corrugated plastic sheath. A neat cement grout containing admixtures fo controf water
bleed from the grout is usually employed to fill the annular space (typically 5 mm minimum) between the
plastic sheath and the fendon. For this type of protection, the minimum grout cover belween the sheath
and the borehole wall should not be less than 12 mm.”

Similarly, Barley and Mothersilie {2005) conclude in various sections of their report the following for permanent
installations in generaily aggressive corrosion environments:

1. “In very aggressive conditions or where there is a risk of local damage or corrosion by pitting, unprotected
reinforcing efements may last only a few weeks.”

2. "Where circumstances exist that require the use of soil nails as a permanent feature of the structure then the
usage of the sacrificial loss of section concept should be fimited to Category | structures and where soil
conditions are not aggressive.”

3. “However, loss of protection can occur as a resulf of fowering the alkalinity, through cracks {in concrete or
grout] or carbonation, or the presence if aggressive ions, especially chloride.”

4. "“The performance requirements of nail heads range from zero (generally in shallow slopes) towards
aftainment of full nail tendon capacity (in vertical nail retained faces). As a consequence the required
aftention to detail in the degradation/durability of the nail varies enormously. Full capacity nail heads should
be provided with the same lifespan (i.e. durability) as that provided for the nail itself.”

These conclusions are generally supported by Shiu and Cheung (2002). It is also known that sulfates {present
at the site) can attack concrete and chemically change the binding compounds causing expansion, cracking,
and loss of strength which can decrease concrete's lifespan from 150 years to 15 years or iess.

The very high cut slopes, the presence of water, the condition of alluvium/colluvium, the bedrock fracturing, and
the severe corrosion characteristics of both bedrock and alluvium/colluvium suggest that soil nail walls run a
significant risk of design and long-term performance difficuities at this site for this proposed project. While soil
nail walls are known to be a generally more cost-effective method that other methods, the feasibility of soil nail
walls at this site should be proven before the project is approved. This is even more important since it appears
solil nail walls were not the recommendation of the project geotechnical engineer, but the suggestion of
someone else. We believe the conclusion in the DEIR is unacceptable where it is stated that:
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“The existing slopes will be modified as part of the construction of the retaining walls with soil nails.
Details regarding the length of the soil nails will be completed by the wall designer. In addition to internal
stability, the wall designer will evaluate the global stability of the slopes as the length of the nails
determines the stability of the slopes. The exisiing slopes will be modified as parf of the construction of
the retaining walls with soil nails. Detfails regarding the length of the soil nails will be complefed by the
wall designer. In addition fo internal stabifity, the wall designer will evaluate the global stability of the
slopes as the length of the nails determines the stability of the slopes.”

The City of Los Angeles does not routinely approve the use of soil nail retaining systems. Soil nail walls are
approved on a case-by-case basis and only after thorough scrutiny and review. The main issue for using soil
nail walls in the City of Los Angeles is that they must conform to the ali zoning ordinances for regular walls.
Specifically, the City limits the use of retaining walls cutside of structures to: one 12-foot high wall, or two 10-foot
high walls that are separated by 3 feet. A soil nail wall cannot be considered part of the parking structure
because of the required physical separation. The normal and expected deflection of a soil nail wall relative to a
fixed structure, and the physical requirements of monitoring equipment, mandate separation. At a minimum,
permitting of a soil nail wall higher than 20 feet will require a zoning variance.

The use of soil nailing technology is not compatibie with heterogenecus earth materials such as this site.
Bedding and jointing within the sedimentary bedrock render the bedrock strength locally weak and
unpredictable. Nails paraliel o bedding would have effective bond stress values many times lower than the
ultimate value stated in the GPI report. These nails may also be susceptible to excessive creep, thus failing
through time. (We understand that such problems related to soil nails, relic bedding and jointing in the
Sepulveda Pass are affecting stability of some recently constructed slopes along the 405 freeway.) Nails
crossing bedding and joint planes would be susceptible to excessive shear and bending forces. The GPI report
has not demonstrated that soil nails are technically feasible or prudent.

In the City of Los Angeles, all permanent soil nail projects require ongoing and perpetual monitoring. This will
include the use of strain gauges, load cells, inclinometers and detailed survey data. Yearly monitoring reports
will need to be filed with the Grading Division and this is not mentioned in the DEIR or the geotechnical report.

SUMMARY AND LIMITATIONS

The purpose of this report is to provide a professiconal opinion regarding the adequacy of the subject DEIR and
the applicant’s geotechnical data report to support the CEQA process for the subject project. This report does
not provide additional/inew data and did not include a field visit to the project area. Conditions may exist and
events may occur that are not foreseen at this time. The results, conclusions, and opinions contained herein
were prepared in general compliance with normal industry practice in Los Angeles County. Qur interpretations
and conclusions presented in this report are based on experience conducting similar studies in similar geologic
areas and on experience reviewing/preparing numerous environmental documents. Other consultants may
arrive at different results and conclusions with the same information, Final decisions on matters presented
herein are the responsibility of others. Wilson Geosciences Inc, makes no warranties either expressed or impfied
regarding the content of this report.

REFERENCES

Barley, A. D. and D.K.V. Mothersilie, 2005, Durability of Materials Used in Different Environments For Soil Nails,
54 pages, (as modified for reprinting).

California Geological Survey (CGS), 2008, Special Publication 117A Guidelines For Evaluating And Mitigating
Seismic Hazards in California, John G. Parrish, Ph.D., Sfale Geologist available af

hifp#fiwww.conservation.ca.gov/cqs/shzp/webdocs/sp 117.pdf.

Federal Highway Administration (FHWA), 1898, Manual for Design & Construction Monitoring of Soil Nail Walls,
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Geolechnical Professionals inc. (GP1), 2010, Preliminary Geotechnical Investigation Proposed Parking Structure
Harvard-Westlake School 3700 Coldwater Canyon Avenue, Norih Hollywood, California, prepared for
tnnovative Design Group, 17848 Sky Park Circle, Irvine, California 82614, dated July 27, 2010.

Geotechnical Professionals inc. (GPI}, 2013, Update Letter; Preliminary Geotechnical Investigation Proposed
Parking Structure Harvard-Westlake School 3700 Coldwater Canyon Avenue, Los Angeles, California,
prepared for Innovative Design Group, 17848 Sky Park Circle, lrvine, California 92614, dated February
6, 2013.

Shiu, Y.K. and W.M. Cheung, 2002, Long-Term Durability of Stee! Soil Nails—-Geo Report No, 135 Geotechnical
Engineering Office Civit Engineering Depariment, the Government of the Hong Kong Special
Administrative Region, (also GEQ Special Project Report No. SPR 3/2002), 66 pages.

Sirius Environmental, 2013, Chapter 3.5 Geology and Soils Portions Only and Chapter 2.0 Project Description,
Draft Environmental impact Report Sherman Oaks - Studio City - Toluca Lake - Cahuenga Pass
Community Plan Area, Harvard-Westlake Parking Improvement Plan Case Number. ENV 2013-0150-
EIR, State Clearinghouse No. 2013041033, APPLICANT. Harvard-Westlake School, ON BEHALF OF:
The City of Los Angeles Department of City Planning Environmental Analysis Section, dated September
2013, total 65 pages.

Thank you for the opportunity to offer the above comments.

Respectfully Submitted,
Wilson Geosciences ing:

e

Kenneth Wilson, Principal Geologist
Professional Geologist No. 3175
Certified Engineering Geologist No. 928

CERTIFIED
ENGINEERING
GEOLOGIST
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The recordings of noise from the Ted Slavin field were
West of the field and up in the hills, from residences at
Ave. The noise level and clarity of that noise, so far uj
the underlying noise study conducted by the applicant
the way sound travels in this hillside community.

Instead, these actual, empirical observations are prefe
conditions in the area and mustt considered as part

City.

Please find the following enclosures supporting these

Exhibit 1 DVD of Noise and Light from the Ted !
7 videos
Exhibit 2 Table of contents of DVD with s¢reen
Exhibit 3 Photographs of Light Intrusion
Exhibit 4 Letter to Harvard-Westlake from Ale:
Exhibit 5 Letter to Harvard-Westlake from Catl
John Amato to Cathy Tardio (showing
Exhibit 6 Letter to Harvard-Westlake from Sar:
Exhibit 7 Email to SCC addressed to Mr. Amato
Exhibit 8 Letter to Harvard-Westlake from Don
SCC
Exhibit 9 Letter to Save Coldwater Canyon fron
Exhibit 10 Letter to Harvard-Westlake from Sall

We hope this information is useful in the City’s enviro

Sincerely,
/
_-____‘___‘._-A-‘_-W T
9—&»4’ i L C - -~
¢ L

Jennifer Rothman,
President

Save Coldwater Canyon! Inc.
1..47 Ventura Blvd, #620
Sherman Oaks, CA 91423

CC:

Councilmember CD2, Paul Krekorian

Chief of Staff, CD2, Areen Ibranossian

Land Use Director, CDZ2, Karo Torossian
Nicholas Hendricks, City Planning Department
Michael LoGrande, City Planning Department
Studio City Neighborhood Council Board

13547 Ventura Blvd. #620 Sherman Qa

de several streets to the
327 and 12934 Galewood
s hill, demonstrates that
25 not accurately reflect

| evidence of actual
1¢ noise analysis by the

ations and disturbances:
in field
bs and Details

ricki

ardio and Letter from
‘eipt of said letter)
oyd

n Kathi Holland

k Leconte and email to

dra Mehagian with log
ocod

ntal review of this project.

2A 81423
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EXHIBIT 2. CONTENTS OF DVD WITH NOISE & LIGHT DISTURBANCES
FROM TED SLAVIN FIELD

I. DVD Enclosed with following Contents:

Video File Name Location Date Length

Field_083013_night From Galewood House 1 08/30/13 42 secs
Filmed by Alex Izbicki 8:10pm

Field_083013_daylight From Galewood House 1 08/30/13 24 secs
Filmed by Alex Izbicki 6:58pm
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Lights_083013 From Galewood House
Filmed by Alex Izbicki 9:27pm

Field_SatPractice From Galewood House 1
Filmed by Alex Izbicki 10:36am

Oct18_2013_backyard From Galewood House 2
Filmed by Sarah Boyd 7:50pm

08/30/13

09/29/13

10/18/13

47 secs

22 secs

18 secs

E-7
cont.
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Oct18_2013_Drums From Galewood House 2 10/18/13 18 secs
Filmed by Sarah Boyd 7:55pm

E-7cont.

Oct18_2013_fr bathroom From Galewood House 2 10/18/13 8 secs
Filmed by Sarah Boyd 8:10pm
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EXHIBIT 3. PHOTOGRAPHS OF LIGHT DISTURBANCES FROM
TED SLAVIN FIELD

II. PHOTOS:
Fig 1-3 by Dominik Leconte_Nov 27, 2013 approx 7:10pm
Fig 4-5 by Sarah Boyd_Oct 18, 2013 approx 8:00pm and 9:15pm

E-7 cont.

Figure 1 View of Slavin Field from Van Noord House 11/27/13
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Figure 2 View from Van Noord House (w Flash) 11/27/13
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Figure 3 Alt view from Van Noord House 11/27/13
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Figure 4 - View from Galewood House 2 (compare field lights to residential hillside above field)
Oct 1