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Alliance for Regional Solution to Airport Congestion
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LAX Draft Master Plan Addendum






INTRODUCTION

At a public hearing held on October 25, 2003 on the Supplement to the Draft EIS/EIR, Mr. Dennis J.
Schneider, Alliance for Regional Solution to Airport Congestion, submitted comments on the Draft LAX
Master Plan Addendum. As these comments do not pertain to the Draft EIS/EIR or the Supplement to the
Draft EIS/EIR, written responses are not required to be provided pursuant to the State CEQA Guidelines
(14 CCR 815132). Nevertheless, written responses to these comments have been prepared and are
provided herein.

The comments provided by Mr. Schneider on the Draft LAX Master Plan Addendum were provided as
notes entered directly into an electronic copy of the subject document. A copy of the comments in their
entirety is provided in this attachment. Responses to the comments are provided separately. In providing
a written response to each of the comments on the Draft LAX Master Plan Addendum, the page and
sequence number of each comment is provided, followed by the text of the comment, and the response to
that comment. The page and sequence number are taken directly from the original comments. In some
cases, the original comments contain sequence numbers for which no comment was provided. In these
cases, the sequence number is not included in the responses.
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The goal of the Master Plan process is lo produce a plan for e g e W
modernizing Los Angeles International Airport (LAY} that is e
appropriate lor the City of Los Angeles and lor the five-county region. e Vol 4 chap ¥ mest 33
In 2001, the Draft LAX Master Plan and the Draft Environmental ~ oIy
Impact Statement/Environmental Impact Report (Draft EIS/EIR) mws‘m
were published by Los Angeles World Alrports (LAWA), the operator r;f.:mmawsw

of LAX, to seek Input from the public and to start the agency review
and comment process. These documents were produced to describe
and cmalyze four dllernatives: the No Action/Mo Project Alternctive,
Alternative A, Alternative B, and Alternative C.

Alternative D, the fifth Master Plan alternative, was developed after
{he Draft LAY Master Plan c Draft EIS/EIR documentis were
published. Alternative D was developed in respanse to the feedback
and public commenis recetved on the No ActionNo Project
Alternative and Alternatives A, B, and C.

There are three reports to document and describe Alternative D and
each Is intended for a spaci and purpose, The Droft LAX

Master Plon Addend the Suppl t to the Drait
Envi: 1 Impact 5 and 1 Impact
Report (Supplement to the Draft EIS/EIR), and the Airport Layout
Plans (ALP) Package.

Drait LAX Master Plan Addendum: This document is an addendum
to the Draft LAX Master Plan and has been prepared 1o add
Allernative D to the four Master Flan alternatives currently being
evaluated as part of the LAX Master Pla =|tess. The Draft LAX
Master Plan Addendum describes and evaluates Allernative D in the
same manner the previous allernatives were described, [lith content
cnd [ormat Based on the constrained altematives analysis contained
{1 Volume 4, Chapter ¥, Section 3.3 ol ihe Draft LAX Master Plan.

Supplement to the Draft EIS/EIR: This document hos been
prepared lo analyze the potential environmental Impacts of
Aliernative D, using the same methodology by which the previous
allernatives were analyzed in the Draft EIS/EIR, and to compare
Alternative D to these alternatives, The environmental impacts of
Alternative D have been andlyzed in accordance with the Netional
Environmental Policy Act (NEPA) and the Califernia Environmental
Quality Act (CEQA). An EIS is produced in accord with NEPA and an
EIR produced in accord with CEQA.

Airport Layout Plans (ALP) Package: The Airport Layout Plans
Package consists of a series of drawings that {llustrate the layout of
existing and proposed facilities at the airport. This Federal Aviation
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Executive Summary

The Los Angeles International Adrport (LAX) Master Plan is a
modernization plan that accounts for the growth of the airport since
1984. In 2001, the Drait LAX Master Plan and Draft Ervironmental
Impoct Statement and Environmental Impact Report (Draft EIS/EIR)
were published and included three project aliernatives (A, B, and C),
plus a No Action/No Project Allernative. Los Angeles World Airports
(LAWA) received a large number of comments on the plans
described in these documents and subsecuently offered a new
alternative for consideration. The new alternative, Alternative D, was
developed to affer a regional approach alternative for the LAX Master
Plan to ensure rep tion of the jes’ full range of
priorities as well as to increase the safety and security of the alrport.
Figure ES-] provides an {llustration of the plan.

Alternative D would be designed lo serve approximately 78 million
annual passengers (MAF), the level of passenger activity identified by
Southern Caliiornia Association of Governments (SCAG) for LAX in
the 2001 Regional Transportation Plan (RTP). i ild’
encourage the developmenl and use of tegional: cirpors
loeal demand’ by constraining  the faci apacity
sam Vi

Alternative D represents a new design approach lo securing airparts
for the future, This would be achieved in part by removing private
and commercial vehicles from the existing Central Terminal Area
(CTAl. This approach reduces the risk to airport users while also
protecting the airport infrastructure and its Ii onemy. The
juild | inc e, to the it

ft e i, thereby reducing the potential for runway
incursions and reducing delays. The airfield reconfigurations would
improve the efficiency of the airport by reducing large aircraft
movement restrictions and physically accommedating the New Large
Adrerait (NLA) and the next generation of guister jets.
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Allernative D would improve the level of pass

As a result, all aircralt parking would be adjacent to a terminal or
concourse, eliminating the current need to bus passengers {o remote
aireraft parking positions.

Deterrence and prevention ‘of terrorist attacks are essential
considerations of the Allernative D plan. Iis elemenis include (1)
avoiding concentration of people in the public areas, to the greatest
extent posaible, 5o as to reduce the likelihood and potential lethality
of terrorist attacks with bombs or firearms; (2) moving passengers
and their baggage thraugh check-in and security sc sening and into
the secure areas os quickly as possible, and BB} permittine—gly
o eroomec, and contoled vehicos o the Ca R
Area (CTA), and

cr el :
pb;)pl at I}:s _durb:a_ﬂ the ‘proposed Ground | .1_\rpﬂapm'5pﬁ fter
(GTC), Intermodal Trar Wm{m and the Consolidatsd
Benl {RAC - Alternative D would utilize an expanded

LAWA-operated FlyAway program throughout the region to disperse
passenger processing. This service would include remote check-in of
rs and bqg_gﬁgg’.‘. and provide direct mccasskr}l_? the CTA.

trelled and menitored roadway access system with first level
security ing and profiling to further enhance the
safety and security of all passengers using LA

concept is lo achieve a new balance between the needs of both
p yer security and p i
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As a result, all aircraft parking would be adjacent to a
concourse, eliminating the current need to bus passengers o remote
aircrait parking pesitions.

Deterrence and prevention of terrorist attacks are essential
considerations of the Alternative D plan. Ite elements include (1)
avoiding concentration of people in the public areas, to the greatest
extent possible, so as to reduce the likelthood and potential lethality
of terrorist ailacks with bembs or firearms: (2) moving passengers
and their baggage through check-in end
the secure areos os quickly as poss
P 7 reepmiie S e

new’ This focill

the No.
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LAWA-sperated Flyfway program throughout the region o disperse
passenger processing. This service would include remote check-in of

rs and baggage
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1 Planning Objectives

The Los Angeles International Airport (LAX) Master Plon is o
modemization plan that accounts for the growth of the airport since
1984, In 2001, the Draft LAY Master Plan and Draft Environmental
Impact 5 it and Envi | Impact Report (Draft EIS/ER)
were published and included three project Alternatives (A, B, and C)
plus a No Action/No Project Allernctive, Los Angeles World Airports
(LAWA) received o large number of comments on the alternatives
deseribed in thess documenis and subsecuently offered a new
alternative for consideration. The new alternative, Alternative D, was
developed to offer a regional airpart alternative for the LAX Master
Flan to ensure rep tion of the ities’ full range of
pricrities,  LAWA simultanecusly begen master planning efla =M
Ontario International Airpert (ONT) and Palmdale Regional Airp
(PMD). The ififth Master Plan alternctive, Aliernative D:  The
Ent d Safety and ity Plan, is the focus of this report. Figure
ES-1 provides an illustration of the propesed plan.

1.1 POLICY AND PLANNING OBJECTIVES

The planning objectives for the Draft LAX Master Plon have evolved

throughout the developmen tudy. _They Ebflect; the future
fiseds of the airport

: @;&d environmental
beginning of the Master Plan process
in 1895, seven goals were established to guide the planning effort:

+ Goall: Continue to satisfy regional demands for global air
transport of passengers and cargo byEldging Rewaid opt W=
exisling  facllilies. Al LAY clong with distribuling comme cial
service not essential o the LAX international gateway role to other

-

3

-

responsible manner.

+ Goal5: Through enhanced urban design,  maximize
compatibility between LAY and the demand for housing,
employment, service, and protect surrounding neighborhoods.

+ GoalB: Improve 5 to cnd_umupdl.AX
: ”Emglh R AEEs e
LAX Master Plan Addendum Draft  June 2003 1-1
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+ Goal7: Achieve o balance between increased LAX operations
and environmenial, social, land use, ground access, economic
and air commerce impacts.

In the early stages of the Master Plan, a number of alternative

developed that reflected these goals. HCHapter Vi Sadlic

1 Plan

4 (January 2001) contging a

]

As the Master Plan progressed through public review, the original
goals remained, however, the welght and emphasis given to each
goal has varied over time. In particular, as feedback an the initial
Slternatives was obtained from the community and oversight
agencies, a higher priorily was placed on environmental and
community objectives than on economic and air service objectives.
As a result, the lour shorilisted alternatives in the Draft LAX Master
Plan contained airside faclity limitation that would reguire air service
adjustments to meet the ?ﬂls_umgnstrui:_\ed passenge

1 By 33 of the Drail LAX Master

of

The environmental impacts of the four Master Plan alternatives were
evaluated in the Droft LAX Master Flan cnd the Drait EISER
Following the publication of the Drait LAX Master Plan and the Draft
EIS/EIR in January 2001, public comment recalved during the review
period called for a regional approach alternative, whersby growth at
LAX would be planned so os to encourage other airporis to
accommodale future air travel demand. The lerrorist attacks that
occurred on September 11, 2001 greatly elevated the issue of airport
security. In response lo these evenls the newly elected Mayor of Los
Angeles directed the Los Angeles Board of Airpart Commissioners o
develop @ new LAX Master Plan alternative that, consistent with
public comment calling for a regional approach olternative, would be
designed to accommedate passenger and cargo activity levels ot
LAY that would approximate those of the No ActionNo Projsct
Alternative, have fewer environmental impacls them the No Action/No
Project Alternative, and in light of the tragic events of September 11,
2001, would be designed to enhance airport safety and security.

Responding to the Mayor's direction, the new alternative is designed
o

|. Enhance safety and security at LAX for users and to protect the
airpart infrastructure;

2. Encourage the development and use of regional to serve local
demand by constraining the facility eapacity at LAX to approximately

1-2 Draft  June 2003 LAX Master Plan Addendum
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PLANNING OBJECTIVES

the same aviation activity levels identified in the No Action/Mo Project
Alternative;

3. Maintain LAX as the international gateway to Southern California;
and

4, Mitigate the impacts of LAY's continued oparation.

Based on this direction, E!A .
i Airpa

effort is lhe- focus of this repon.\. i
1.2 FACILITY CONSTRAINTS

The mos! constraining component of an airport defines the practical
capacity of the entire airport. The airport is & complex system made
up of camponents through which passengers and aircrafl flow in a
sequential order, Aircraft arriving at the airport pass through the
airspace, lond on the runways. travel on the taxiways ond proceed to
the terminal gates to unload and reload passengers. Once loaded
and ready lor departure, the aireraft will pass through these same
components in reverse order. Passengers move through the system
in a similar set of sequential steps. Departing passengers travel on
local readways and en-airport roads, arrive al the terminal from the
curbfront, parking, or other shuitle focility, are processed in the
terminal and proceed to the designated aircraft gate for boarding.
Arriving P jers g ",proceedthmughlheaestspsin
reverse order upon arrival ot an airport. Exceptions for arriving
passengers include domestic connecting passengers who board
other flights, international arrivals who move through Federal
Inspection Services (FIS) {acilities, and baggage claim before they
connect to other flights or use ground transportation {acilities.

Each compenent of the airport system has a throughput copacity
level, which is typically a function of the physical characteristics of the
eomponent. For example, the number of runways, the size of the
terminal buildings, number of gates, and the airports operating

‘&Pm:llrdo:pn:ilfuuhrmwd)nnwmlel jons (iake-offs ond

muqdm:mummm-dmhmmuﬂmuwmmulm,
thy expresaed in Pl i by, Proctiod] anmc

capacity (PANCAP) i tha lavel of operations that results n & ] e dal
wutnnﬁhﬂmmmﬁpao&mhwrupumwpﬁhd. Anather term used is
Wmntcopmny.wmnﬂwmmmd\umuﬂmnbuwmumumw
airlisid witheul regard 1o any delay they might experierce. This definition assumes thal
d.n:m.“W_ﬂdwﬂwhnplmlﬂwnlljl\qbhkﬂuﬂwlﬂndmdtapm:lh‘ummmdm
|mdlhnuml”rn(nlchupumm!}mkcw\bcmompwhnwpamdd
tirme.
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procedures determine the throughput or processing rate of the
airport.  The capacity of the overall mirport system equals the
capacity of its weakest component. On the alrside, where capacity is
measured in terms of aircrafl operations, the airport’s capacity is
driven by the most constraining of its major components: airspace,
runway acceptance rofe, lodwey accessibility, or ovoilable and
accessible aireralt parking gates.

Each of the Master Plan allematives has facility constraints that
would limit its ability to accommedate the foracast of unconstrained
passenger and cargo demand to varying degrees. Alternatives A
and B, which accommodate the forecast for both passengers and
cargo, heless require ad = in airline schedules to do so
because of airfield limitations. When an airport system component s
operaiing at capacity, meaning that it is processing o maxdmum level
of hourly operations given its characteristics and procedures,
increasing the capacity of other components does not increase the
capacity of the system. For example, if a runway is operating ot its
throughput operational capacity and, by definition, accepting the
maximum number of hourly arriving andfor departing flights without
regard for deloy, increasing the number of gates will not improve the
airpart’s ability to cccept more arriving flights. The runway system
would have to be expanded to increase the throughput operational
rate.

Ench Master Plan alternative has an activity level that is determined
Iy the ability of facilities in that alternative to serve the unconstrained
passenger and cargo murket demand. Figure 1.2-1 summarizes the
Master Plan aliernatives and their corresponding activity levels.

=i

L ! L up indront ‘existing terminals. The
resulting annual passenger performance measure of this alternative
is approximately 78 million. Alternatives A and B include a fifth
runway and were designed lo serve the 2015 passenger demand
forecast. Alternative A and B would accommodate approximately
97.9 million annual passengers (MAP)? Alternative C's projected
annual passenger activity leve! served is limited by the capacity of the
Jour-runway system and is forecast to be approximetel million.

1-4 Draft




Susject Hole.
Dot 7rIN200D B2 18 A

et gates o rarmtys!

Seguence rumber:
Austher Danny Schnaider

Subject Highlght
T.. TEWO03 B:ATN0 AM

Sequence nuter. 4
Rasron; Dioevsy Schrwicer

Susgert Note
Diate: FHIT003 BA812 Al
aga 14 1

Sequarce numter &
Auvor. Dy Schneidet
Sutject Hghlight

T THAR000 8.9 15 AM

A of B LA Master Pan Dol

Saquence numiber: B
Mustror- Detny Schneider

Babject Mok
e HANT00 81545 AM
/T futnobs Ssing

8 T AP st fof AL A 0 1 seites: Wt 1

il 20 o et of Pights 15 LA

PLANNING OBJECTIVES

332, Extensive analysis is included in that document. establishing
ihe levels of passengers that each allemative is designed to
accommodate.  Alternative D was designed to accommodale
epproximaialy the same level of passenger activity and design day
gircrait operations as the No Action/Ne Project Alternative.
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B 3208 82930 A The Aliernative D cargo activity is determined by the amount ol cargo
= Pigure 1,21 gragh irare s space avallable to process cargo tonnage. This sort space would be
measured in sguare leet of cargo building space. The Alternative D
cargo facilities would be sized to accommodate the iotal cargo
yolume forecast in the constrained Mo Action/Mo Project Alternative.

The effective constraint on carge activity in Alternative D would be the
lack of sufficient cargo bullding space lo process the unconstrained
cargo activity forecast. The most effective representation of this
constraint Is illustrated by the utilization rates, or tens per square foot,
for the available warehouse space. A common benchmark in the
industry is to process approximately 0.9 to 1.0 annual ton of carga for
each square foat of cargo warehouse space everilable. Higher space
utilization rates, ranging from 1.1 to 1,42 annual tons per squore foot,
are expscted for domestic and eXpress cango. with lower space
utilization rotes, ranging from 0.5 to 0.6 annual tons per square foct,
expected for international freight due to (he added lime associated
with customs clearing and fewer available {lights.

The space ulllization rate {excluding air mall) calculated for
Allernative D is 1.22 tons per square foot, This rale is based on
approximately 2.3 million square feel of cargo building space and
appreximately 2.85 million annual tons (MAT) of cargo (excluding air
mail). Tt is the weighted average of the domestic and express cargo
(approxdmately 2.09 tons per sguare foot) and international cargo.
foot)

The utilization rates for Allemative D exceed both the industry
standard rates and the high utilization rales already experienced at
LAX. Improvements in cargo technologies and efficiencies that may
not be realized within the planning horizon would be required to
realize the Alternative D utilizatien rates.
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Sequence numzer 1
Aurtior. Denny
‘F TH00 82939 AM Table 1.3-2

= LOS ANGELES REGICH RIRPORT SYSTEM SCENARIOS

T, Denty Schwcer 2015 PASSENGER ACTIVITY FORECRSTS

Sulyect Naote

s 1300 £V K8 il A TAX Mastor Flan Fadiional LAK Master Plos Scenaries

* lamaston? Rirport Foreewat — Beopnrio ) ___ Brenario 2 Scenortod
Los Angeles 97,960,000 97,500,000 105,700,000 96,500,000
Cntarie . 1 13851500 20,750,000 13E75,000
Jokn Wayne NIA 11,625,000 7,862,500
Marirye Corps Air 28,750,000 WA 21625000
Station (MCAS) B Tore
Burbanic 46510000 8777770 6331333 7,666,867
Long Beach | 1,000,000 1.300,000 BEOLE0
Palm Springs | 1,080,050 900,000 1,100,000
Ourvard Point Mags HA000 235,000 300,000
Peimdole _] 305000 700,000 230,000
Begional Tetal T L L TaTEesasa  I0.0IG.IET

Lsneleyen & Srewn. 2000

1n each of the three scenarios, LAX was projected o serve passenger
levels higher than those associated with the Ne Action/Mo Project

Alternative and  Alternative D These alternatives would

date app ly 78 MAP producing o potential demand
of approxmerely 13 to 20 MAP that connot be accommodated by the
region’s girports.

1.3.2 PROJECTED REGIONAL CAPACITY ESTIMATES

As of 2001, the Southern Californic Association of Governments
(SCAG) estimated the exsting airporl capacity in the region at
approximately 120 MAP? As dizcussed in the previous section, the
2015 regional dems nd Is expected to total app imately 146.5 MAP,
Iy ety 73 i, or 107 MAP, will be origin and destinalicl
{O8D) demand by 2015, Table 1.3-3 summarizes the sstimated 2025
capacity and/or passenger forecas! of the region’s airports.

3 5CAG 2001 Reglondl Aviation Pan for the 2001 ‘Regional Transpartatien Pian (RTF).
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Table 133 Page: 36
Sequence number 1
LOS ANGELES REGION AIRPORTS ESTIMATED 2015 Aisbos: Derisy Schneiten
PASSENGERS Cate: I'Jl';b';ﬂll!!!nl
F; ection 133 148.5 whila Tabie 1. omsnd a8 1T with J0MAF
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Ontario 30 =
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Burlank a At Gy S
Long Beach 3 m-.!ﬁnmun:m N
Palm Speings 3 i Ba hahora?
= e i
137
‘ »
Total Passenger Activity 187

ntioned Transpoitation Plan. excluding Medno

As illustrated in Table 1.3-3, the region’s airporis
of approximately 30 MAP. i,

YEOrs, L
degy

Lack of capacity in the regional airport system wrould lead to o loss of
co ling passenger d 4 to airports outside the region. The
airlines would encourage connecling passengers to use other hub
airperts to reach their destination by offering more fight options,
more convenient schedules, and lower prices. Serving local
p d d. both d tic and international, is the airlines’
highest priority. However, connecting passengers allow lhe airlines
\o offer more frequent service to many destinations by filling more
seats on each flight. li connecting passengers are routed over other
hubs, the airlines would likely reduce the number of flights offered,
lting in reduced cush service.

This patiern would be most avideni-and the econsmic impact most
strongly feli-in international service. Other regions in the western
part of the U.S. compste with Los Angeles for the economic benefits
of international air service and have been building the specialized
airpert facilities required to serve as international gatewsry airports.
A more complete discussion of the status of competing U.S. gateway
airports is found in Section 1.3.5 of this document.
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A sensitivity analysis conducted by SCAG in 1998 found that if LAX
copacity was constrained in an effort o force demomd to other
regional airports, much of the traffic would relocate to airpors
outside the region such as Son Francisco, Denver, and Dallas rather
gional airporls within the region. 5 of

internationic way. Accordingly,
accommodate regional demand would mean increasing levels of
congsstion and delay, which would resull in passenger air service

going to other regions.

133 SECONDARY REGIONAL AIRPORTS

fplace lends 1o e supp
i i ng as there are adequale airport facilities, the
leve! of service will rise or fall with local demand and airport activity.
The exsting conditions and published plans for each of the
secondary airports in the Los Angeles region are provided in
Appendix C.

Table 134
COMPARISON OF AIR SERVICE AND PASSENGER MAREET SHARE

@m0 Pecei(MShae

_Auport Passengers’ __Departures® Passongers” D

Los Angales Intl 67,303,000 37255 760%

Tehn Weyna 7,772,000 49779 BE%

Qalorio 6,756,000 40347 TS

Burbank 4,742,000 205 54%

Long Beach 638,000 4213 ors

Palm Springs 1281000 17,188 4%

Commuter 141,000 4,061 01%

Rirports. — s ———

Tatal BA,E1L,000 520,000 100.0%

Sourcer

VESCRG compdation recards

* Cificiod Alrline Gruides, Scheduled Passenger Alzceil Departuros in 2000,
‘MNote: Comemuter Aizparts inchade Lmperial County Airpeet end Quroed Arpart
Propared by Landrum & Bross
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Birlines make decisions on which airpert to serve based on several
factors, including the population within a reasonchle trave! distance
and the cost to introduce servics &l @ new cirport. Figure 1.3-2
shows the population con jon of travel d d, where people
are living and werking, as it varies throughout the region. Figure 1.3-
3 shows the region's airports and the areas around each airport
considered to be within a reasonable travel distance. or @ 60-minute
\ravel time, When combined, these figures provide information on the
location of the travel demand, and how much time would be
necessary to access the airports. This is the type of dala the airlines
use when selecting which airports to serve. In the case of the Los
Angeles region, travel time tends 1o e a belter predicter than travel
disiance due to congested locel trafiic conditions.

Table 1.3-5 presents (he lop 25 domestic O&D markets for the Los
Angeles region in 2000 and the market share of scheduled
departures from LAX and each of the close-in secondary airports.
The citles representing the domestic market in highest demand, and
the relative share of scheduled service for the year 2000, changed
very litls from the top markets in 1985,  Domeslic markets are
relatively stable and, without oulside influence, the airport and
destination pairs are unlikely to change dramatically (sse Section
1.32). Tables that present the ORD demand to the top domestic
markets and the scheduled service from each of the regional airports

are included in ﬁpp
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LEGEND

Las Angalas Int'l

[ Less than 4,000
] 4,001 to 20,000

Existing Passenger Demand per Square Mile

20,001 to 80,000
Greater than 80,001

Fw

by Lanram & Bepan
Ly

Palmdale

Note: Annual Domestie Origin-Dastination Passengers based an 1597 activity.
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Los Angeles Region's 2015 Concentration of Figure
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PLANNING OBJECTIVES

1.3.4 AIRLINE DEREGULATION AND
COMPETITION

Since passage of the Federal Airline Deregulation Act of 1978,
airlines must decide which airperts they will serve and how much
they will charge for this service. As a general rule, girlines will
choose girports near the highest concentrations of conveniently
located customers. In this deregulated environment, the key to
alrline success hos been to provide a belter product than the
competition. Convenience, price and frequent flier incentives have
been the tools used most frequently in this competition. In air trevel,
convenience involves two key factors:

o Birport Accessibility - Airport locations ond ground
{ransportation options that make an airling's services convenient
to the most potential passengers.

+ Service Frequency - Flight schecules that most closely match
airline service to potential passenger need.

Within this general framework, airlines must make strategic
decisions about air service to maximize their Investments and gain
compatitive advantages. Airlines ide air servi
: :
vice ot

tip
iary girpor! Concentrating service at o
dominant airpert also focilitates connecting service. which can
significantly increase an airline’s market share and cllow even
greater frequencies lo more deslinalions. In particular,
inlernational  service relies on the cvailability of domestic
connecting flights to a wide range of destinations.

Airlines consider several lactors when making decisions about
which cirperts to serve in a region with multiple airports. The key
factors include:

+ Local P Market P tial - The p lal market is
based on the airport’s location and its accessibility or
convenience o passengers.

Network Synergy - A particular airport may ploy an importa
role in o particular airline’s air service network, DHEE
opportunities for co ling p jer flows (d tic or
international), or encourage competition with other airlines.

+ Airport Faeilities — A particular airpart's ability to accommodate

axisting and projected demand may be constrained by one or
rmore of the following:

» Airport Infrastructure - The size configuration, and
condition of the airfield, airerait parking gates, terminal

-
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facilities, security screening facilities, ground access
facilities, cargo lacilities, FIS facilities, freight forwarding

facilities, fusling sy and other physi
elements.

» Policy - The airport owner's policies regarding fulure
airport development and the utilizati of existing iacililies.

» Environmental - Signilicant environmental considerations
that may limit airport activity or future development.

» Airspoce - Airspace limilofions due to terrain or
interactions with other airports.

In a multi-cirport system, where p s, Cargo op and
airlines have aliernatives, these factors may cause certain airperts
the inability to capture their potential market share.

Airlines will establish additional service at secondary regional
airports only if the local market generates sulficient demand and
adedquate facilities exist. In some cases, secondary airports can
olfer @ competitive advantage over a primary airpert by reducing
airline costs, or by providing more convenient aocess to and from a
Cantral Business District (CBD) or tourist destination. However,
airlines are generally reluctant to serve gecondary airporis, even
under these circumslences, if doing so would dilute their markst
share or sig ly | peraling costs. An airline thet
altempts o shift service from one airpert to another may instead
end up losing that share of the market to o competilor.

Passenger demand cannot simply be maved to another airport. In
r federal law, it is very difficull for local, regional or
irli ane airport over the other.

tiying=f
The :Whﬁd.
5 where . Without demand from

a2 1 & dem

the traveling public. airlines deploy their assels to serve the
greatest number of passengers and earn the best return on their
investment.

1.3.5 INTERNATIONAL DEMAND

Historically, U.S. international air traffic has been concentrated ot
fhree entry points, or gateways. John F. Kennedy International
Airport in New York City has dominated the Atlantic air routes;
Miami International Afrport is the main connecting point for Latin
American trafiic; and LAX has been the primary gateway to the
Asia-Pacilic region. As a result of this historic position, the regions
around each of the three primary gateway airports heve developed
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The Immigration and Naturalization Service (INS) racords show that
New York is the dominant gateway for travel from the U.S. to the
Atlantic Region (Europe, Middle East, and Alrica). Miami is the
dominant getewsy to Latin America (Central and South America
and the Caribbean), although Los Angeles is the primary gateway
\o Central America. Los Angeles is the primary galeway to the
Asia-Pacific Region, followed closely by Honclule. Due to the
expansion of international air service at mid-continent airports, New
York and Miami lost market share between 1995 and 2000 to their
respective world regions. In contrast, Los Angeles’ market share of
the Asia-Paclfic Region increased between 1995 and 2000. Detailed
\ables of INS inlernationa! pussenger data for 1995 and 2000 are
presented in Appendix C.

1.3.6 REGIONAL ECONOMIC CONTRIBUTION

An important [unction of o gateway airport is to serve both local
O&D pe s and co ing ¥ gers with quality air
service. The value to the region is better internalional air service
than could be justified based on OKD passengers alone. With 50
p i ting P an airline can operate twice as
many llights as the local market alone could suppert.

The value of o single international flight can be several times
greater thon the average domestic flight. LAX Master Plan
Alternative D would result in employment gains by 2005 that equal
those projected for the other LAX Master Flan alternatives.
However, by 2015, Allernative D would yield slightly lower economic
contributions due to productivity gains made during the time period.
There is a direcl correlation between the of p 5
served and the choracter of the passengers (domestic vs.
international) at LAX and the airport's contribution to the local and
reglonal economy.

LAX's international gateway role is crucial to the economies of Los
Angeles and Southern California. The internati | gateway role is
threatened in the future by |
regional airports.

peting U
tation because of
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Alternative D Development
and Refinement

ped as a new allernalive in response lo

public comment on Master Plon Allernatives A, B, C, and the No
Betion/Mo Project Allernative. Figure 2.0-1 presents the relationship
between Alternative D and the Moster Flan altemnatives described in
the 2001 documents.

To ensure that the communities’ full range of priorities were
represented, Alternative D would be developed to offer a regional
airport development alternative for LAX. Ahternative D would be
d 1o serve approximately 78 MAP, which is similar to_the
avel identifi

i in the scenario adopted by SCAG for LAX, [

accommodate ragtonal demanid bayond the level
In the short term, LAX would continue to serve as the

region's predominant girpert for international passenger and cargo
operations due to the specialized faciliies developed over time o
serve the international demand.

increased security threats, Alternative D would protect
all airport users and crilical alrport inirastructure from security
\hreats, incorporate Tronsportation Security Administration (TSA)

aveid cono tions of people in public areas,
_ o,

enhance on-girport law enf: p and sur

capabilities, and enhance emergency response. Protection of people
is paramount in all areas of the airpart. The faciiities in the CTA and
the surrounding ground access nelwork have been identified as
infrastructure componenis critical to airport operations.  The
abjective of Alternative D is lo provide a facility that ean continue to
te under the highest security levels with minimal impacts to the

ing experience. The facili in the CTA and the

p
surrounding ground access netwark have been identified as
infrastructure components critical to airport operations. Refer to

Jetailed ol the security and safety

features of Alternative D.

As a result, the ground occess network would be redeveloped o limit
vehicle access to the CTA and to remove vehicle parking from this
area. All faciliies would be d d to imi b bility of
& to security threats. Passengers and employees would access
Landside Automated People Mover (APM) system that
would be developed as part of Alternative D.
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Four new terminals would be developed as part of Alternative D. ‘n@
new terminals would be located in the area currently occupied by the
CTA parking structures and would be capable of 100 percent
auiomated Explosive Detection System (EDS) baggage screening.
The advanced planning and design for the four new terminals would

be coordinated with the TSA. As the TSA develops new airpart
security standards, LAWA would work to incorporate these standards

to the greatest extent possible.

The project would include new Aircraft Rescue and Fireiigh
{ARFF) facilities to increase fire response capabilities and a ne
police headguarters with convenient access to airport focilities,
These new lacilities would enable increased coordination between
emergency response leams. The increase in support facilities and
the improved coordination capabilities would enhance the safety and
sacurily of LAX.

Between the runways on the north and south airfields, Alternative
would provide parallel taxiways to reduce the potential for runway
incursions. In addition, the airfield reconfigurations would provide
unrestricted movement for New Large Aircraft {NLA) on the north
gitfield ond in the areos nd terminal. Ehe airfield:

As part of the terminal and infrastruciure reconfiguration, Alternative
D would include modifications of the ground access or landside
system, Consolidated parking and curbiront areas ot a new Ground
Transportation %ije'r (GTC) would improve the landside level of

™ : e dices. -In addition, a new
In! al Transportation Center (ITC) would provide o more
efficient connection from the existing Metropaliten Transperiation
Authority (MTA) Green Line light rail to the CTA.

The Mo Action/No Project Alternative depicted in Figure 2.0-2, was
developed by LAWA to describe changes that would occur at LAX
without the Master Plan.

The descriptions of the Alternative D facilities contained in this section
refer to, and are cempared to, the No Action/No Project Alternative.
The primary compenents of the Alternative D plan are shown in
Figure 2.0-3 and would include changes to the existing airfield, the
existing termina! iacilities and the ground access system. Appendix
H contains development skeiches and original concepts
i tting the evolution of the Al ive D concept.
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

2.1 AIRSIDE FACILITIES - ALTERNATIVE D

The airlield modilications for Alternative [ would improve the level of
service, reduce delays, reduce the potential for runway incursions
and consequently enhonce the salety and security of passengers and
aircraft at LAX. Aliernative D in 2015, as shown in Figure 2.0-3, would
maintein the exisling four-runway sysiem with modifications to the
north and south airfield runways. Center todways would be
consiructed between the runways on the north and south airfield to
reduce the potential for runway incursions.

The Boeing 747-400 was used as the design aireraft (Greup V), with
operational and modified Group VI solutions for the anticipated
operation of limited numbars of the NLA. Figure 2.1-1 highlights each
of the Al ive D airside in nts that are described in tha
follcwj.ng_secllqns.]zhe{e: o ‘Saction 3 the LAY Drd ="

NORTH AIRFIELD FACILITIES

+ Extend Runway 6L/24R: Runway G6L/24R would maintain its
current location; however, it would be exlended approximataly
1,495 feet to the west for a total length of approxmately 10,420
fest, This would be used primarily as on arrival runway in both
east and west flow, with occaslonal departures. This is similar to
the way Runway 6L/24R is used today. This runwery is shown
remain at 150 feet wide through the 2015 horizon of the Master
Plan because it Is not envisloned to be fully reconstructed in that
time. Howsver, a benefit-cost andlysis mey later determine that
this runwary should be widened to 200 feet during is life-cyele

reconstruction. The basis of this widening would be ¢ d in
relation to the number of Group VI operations laking place at LAX
in the future. Di ions with Airbus rep flives indicate that

a 150-foot wide rurway with S0-foot wide paved shoulders for jet
blast protection is adequate for the operation of the planned
Airbus A380 (a design Group VI representalive aireraft also
referred to herein as a NLA).

+ Relocate, Extend and Widen Runway 8R/24L: Runway BR/24L
would be reconsiructed approximately 340 feet south of the
existing runway centerline to allow for the construction of a new
paralle! texdway b the 1 vs. R y BR/Z4L would be
extended approximately 135 feet west ond approximately 1,280
fest to the east. The tolal runway length would be approximately
11,700 feet long and 200 feet wide. Runway 6R/24L would be used
primarily as a departure runway.
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+ New Parallel Center Taxiway: A new laxway would be
construcied betwesn Runways BL/24R and 6R/24L to reduce the
potential for runwaoy incursions and enhance the salety of
operations at LAX; currently, there is 700 feet between runways.
The new taxiway would be used to access both Runways BL24R
and BR/Z4L. The new taxiway would be a 10,420- by 100-foot full-
length, medified Group V1 paralle] taxiway located 520 feet north
of relocated Runway 6R/24L and 520 fest south of Runway 6L/24R.
The new taxiway would be used to access both Runways 6L/24R
and BRZ4L including two high-speed exit taxiways in west flow,
and two high-speed exit imxdways in eost flow, spaced to minimize
the runway cccupancy time reduce girfield and cirspace delays
for passengers at LAX. Constructing the taxiway would reguire
the demalition of Terminals 1, 2, 3 and the norih concourse of the
Tom Bradley International Terminal (TBIT). A linear concourse
would west of TBIT be constructed to reploce some of the lost
gates. Section 2.2 conlains a complete deseription of terminal
changes.

+ Relocate and Widen Taxiway E: Texiway E would be relocated
340 fee! south of its current location and would be located 400 feet
south of the realigned Runway 6R/24L. Taxiway E would be
widened to 100 feet.

+ Extend, Widen and Realign Taxiway EL7: Taxiway E17 would =TI
realigned and extended north appre ly 1,085 perpendicula
\o the centerline extended off Runways 6L/24R and 6R/24L.

+ Relocate, Extend and Widen Taxilane D: Toxilane D would h==p
relocated approximately 370 feet south (ot the interseciion wi\
Taxiway ), ond would be approvimately 770 feet south of
recligned Runway 6R/24L. The \axilane would be extended
approximately 7,105 feet from the intersection of Taxiway S west to
Taxiway E17, and would be 100 [est wide, The proposed new
separations and pavement width would meet full Group V taxdway
standards and would also provide modified Group VI separation
for taxiing cireraft approaching the departure ends of Runway
6R/24L.

+ Service Roads: Portions of the service road network at the we@
end of the north airfield would be removed 1o allow for the
westward extension of Runways BR/24L and BLI24R.

2.1.2 SOUTH AIRFIELD FACILITIES >

+ Existing Runway 7L/25R: This runwary would not be modified for
Master Plon Alternative D.

+ Relocate and Widen Runway 7R/25L: Runway TR/ZSL would be
moved approximately S0 feet south of the existing Runway 7R/25L

centerline to allow for the construction of a new paralle! taxiway
hetwsen the south airfield runways. The runway would be 11,095
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

feet long and 200 feet wide.
p_r_imurﬂ as an arrival runw

ld be d

+ New Parallel Center Teoxivay: Anew 11,096-loct long by 100-foot
wide full-length Group V parallel taxiway would be conslrucled
between Runways TL/25R and 7R/25L to reduce the potential for
runwiay incursions and enhance the safety of operations at LAY,
The taxiway would be located 400 feet north of Runway 7R/25L
and 400 fest south of Runway 7L/25R. The new laxway would
have four high-speed exit texiways in wesl flow and two high-
speed exit taxiways in east flow. This toxiway is proposed o be
constructed 100 fest wide to provide operational areas for Group
VI aircrait ﬁ}c}:’] to the completion of the north _ airfield
[ pﬂslédi:pp"'IG"\'I'

| Ruswoy Salely Area (RSA) - A defined surfcce surraunding the renway peapared or
sty for reducing the tisk of damage 1o airplanes in the event of an underahost, of
wxcursion from the runway.
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

2.1.3 APPROACH MINIMUMS

Table 2.1-1 outlines the minimum weather conditions for operations
1o each runway.

Table 2.1-1

ALTERMATIVE D - LOWEST APPROACH MINIMUNS

Wost Arrivals - i East Arrivals
Decision Vinkbllity Declslon
Bunway  _ Height _ GMI__ Holght
GL24R CAT b RVR DB 00 fest
BAEAL 200 toat 1/2 mibo 200 foat
TLASR 200 feot 12 mile 200 feot HVR 1B
TRASL CAT lilb HYR 06 200 feet 172 mile

214 FAA RUNWAY DESIGN AND LAYOUT
RECOMMENDATIONS

Improvemenis io the south airfield runway and taxiway layout were

designed using current FAA g idel and iations for

airlield safety areas and zones. The proposed Runway Protection

Zones (RPZ) and RSA meet the FAA's current recommended

dimensions. In addition o expanding the d
Mt o i

FAMA's established mechanism for allowing existing constrained
airports to continue operating unimpaded is through the declaration
of safe aircraft operating parameters known as Declared Distances.
Declared Distances would be particularly beneficial lor LAY Master
Plan Alternative D because the airporl would satisfy FAA design
standards, control project costs, and minimize the physical impacts of
airport rec lon on its neighbs Guidance on the application
of this methodology is contained in FAA Advisory Circular (AC)
150/5300-13 - Airport Design. Appendix 14 of this AC states:

“The use of Declared Distances for airport design shall be

linited to cases of existing consirained airports where it is

impraclicable to provide the RSA, the Runway Objecl Free

i m-nmmﬁm-ﬁ.!ﬂ:lqn!!mlmmw«dlnor_\womm:bnupmph
and peoperty on the ground,
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LAX Master Plan Addend

Area (ROFAR, and the FPZ in accordance with the design
slandards in Chapters 2 and 3 [of AC 150/5300-13].
The general principal in the application of Declared Distances is the
independent treatment of sach of the [our alrcraft runway

performance distances:

+ Take-Off Run - The distance lo accelerate from brake release to

lift-cff, plus salety facters.

+ TokeOif Distance - The distance o accelerate from brake
release past lift-off to starl of lakeolt climb, plus saisty factors,

+ Accelerale Stop Distance - The distance to aceelerate from brake
releass to V1t and then decelerate to a stop. plus safety factors.

+ Landing Distance - The disiance lrom the thresheold to complete
the approach, touchdown, and decelerate to a stop, plus safety

fectors.

The Airport Leyout Plan (ALP) is used to specify the available runwey
length for each runway in each direction of use. FAA reviews and

T

approves the ALP and publishes Declared Distances in its Facility
Di e by pilot and airline dispalchers. [Dhe following are

o Accelerate Stop Distemce | Avallabl
plus stopway

ments.

Under LAY Master Plan Alternative D, clearways? would be identified
off of five of the eight runway ends. The identification of clearways

1 Rurwaoy Object Free Area (ROFAI - An area o the ground centered an d rusway
canterline peevided to enhance the salety ol alrcradl operations by hoving the crea free of
objects, except lor objadnhclmd.!obelncmod in the OFA lar air navigotion or aircradl

ground maneuwering purpases.

4 Fer turboiet alreraft, “V1” ks the maximm speed during takec thot the plist ey abaort the

tkecl and siop the ai
= . b

plane within the accelerate-stop distanca.

Imiwi

2-16 Drait
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allows for the Increase of an oircralt's gross takeoll weight without
extending the physical runway pavement. This would result in airport
cost savings through the reduction of airport reconstruction impacts
while allowing aircraft operators to maximize their aircraft utilization.

On the North Airfield, Bunwoy BL/24R would have a physica
of the runway would

pavement length of 10,420 feet. The west end

have a 1,000 foot displaced threshold in order to provide the
recommended 1,000 foot Runway Salety Area. A 500-foot clearway
would extend off of the west end of the runway increasing Runway
24K TODA while a 1,000-foot clearway would extend from the east
end increasing TODA for aircrall departing Runway 6L

Also on the Norih Airfield Runway BR/24L would have a physical

ent length of 11,700 feet. Both runwoy ends would have
displaced  thresholds  of 1,000 feet lo accommodate the
recommended 1,000-foct RSA. A 300 foot clearway would extend
from the west end of the runway increasing TCDA for Runway 24L to
12,000 fest.

On the South Arfield, Runway 7L/25R would have @ physical
pavement length of 12,091 feet. Runway 7L/25R is the only runway
LAY, that would not be modified under Master Plan Alternative D.

east end of the runway would have o displaced threshold of 857 feet.
The 25R arrival threshold displacement allows the runway's
approach path to clear Air Freight Building #3 (Building 415 on the
Sheet 3 of the ALP Package). A 1.000-foct clearway would be
extended from the west end of the runway allowing lor Increased
TODA for westbound departures from the runway.

Also in the South Airfield, Runway TR/25L would have a physical
pavement length of 11096 fest. Runway TR/25L doss not hove
displaced thresholds at either end. A 1,000-foot clearway would be
identified at the west end of the runway allowing increased TODA for
westhound departures from the runway.
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

2.2 TERMINAL/PASSENGER PROCESSING
FACILITIES - ALTERNATIVE D

The passenger processing facilities for Alternalive D consists of four
major distinct types of facilities each serving its own varying purpose,
Those facilities include the redevel ped CTA, the GTC, the ITC. ond a
RAC. The redeveloped CTA would be the primary passenger check-
in and processing center and serve as the transition point to and from
{he new landside {acilities.

The GTC, ITC. and RAC facilities are designed to acce date a
specific type of activity, and to disiribute the landside demand over a
wider geographic area. A more detalled description of each lacility is
included below.

Consistent with Alternatives A, B, and C the LAWA FlyAway program
would be expanded under Alternative D.

RECONFIGURED CENTRAL TERMINAL AREA

The existing CTA would be reconligured lor Allernative D. The new
terminal buildings and medifications to existing terminal buildings

| be develo i to meet all TSA recommendations and directives
md Bfoids the highest level of passen / aind convenienciz=1
The CTA reconfiguration would prohibit private and commercial
vehicle access to the area, eliminating the threat of wehicular blast at
the curbfront, which exists today in the CTA. All public parking
facilities in the CTA would be relocated, further eliminating the
currant threat of blast from parked or moving vehicles adjocent to the
terminal facilities.

2.2.1 NEW TERMINALS 1 THROUGH 4

jer safety ane

Four new terminals (Terminals 1 through 4) would be provided within
ihe CTA as indicated in Figure 2.2-1. The new terminals, designated
Terminals 1, 2. 3, and 4, would provide the highest level of passenger
security and convenience aovailable. These facilities  would
incorporate TSA directives to the greales! extent possible, including
100 percent EDS screening of all checked bags. The EDS system
would be fully automated, utilizing the most current EDS equipment.
The system would separate bags that fail the initial screening
process to on isolated blast proof room fer further investigation
before integration with any outbound baggage matrix.

The existing parking garages currently occupy the CTA land

envelope identified for the new passenger and baggage processing
facilities (terminals). The new terminals would be multi-level
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passenger processing faciliies replacing all ticketing, baggage
claimPEIS facilitisd=Hound/outbound baggage sortation, screening
and distribution systems, The new terminals would also contain the
APM system (discussed [urther in Sectien 2.4), plotforms and new
secondary passenger security screening areas. The new terminals
would be designed to meet current dimensional criteria for large
imternational terminals.  Current CTA  deliciencies such as
inadequate  lickel lobby depths, baggage claim circulation,
undersized security screening areas, and insufficient possenger
queus space would be eliminated.

The existing initial sorting and outbound/int d baggage syst

at Terminals 4 through 7 and Concourse 8 would be reconfigured to
support delivery of bags to and from apron areas. ke baggad=H
functions would be provided in the new terminal faciliies and in the
landsids facilities. Figures 2.2-2 and 2.2-8 depict a conceptual
{llustration of the new CTA focility.

The new terminals and reconfigured CTA would be connected to the
GTC, ITC, and RAC wvia the APM. The landside components of
Alternative D are deseribed in Sections 2.3 and 24.

The new terminals would be equipped with video surveillance
ingiaull activity, particularly at secondary passenger
I A saci

‘breach Id im_ﬂiediu':te}y ba
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT
2.27 AIRCRAFT GATES

A comparisen of the exsling number ol gates to those proposed in
Alternative D is contained in Table 2.2-2. Alternalive D would provide
a total of 153 contact and commuter gates in 2015. The 2015 gale
facilities are shown on Figure 2.2-4. There are more gales cvailable
in 2005 (163) but these include the remole jel and commuter gates,
which ofier a lower level of service than the contact gates. The
remote commuler gates are localed in two locations, the United
maintenance ramp and to the east of the American Airlines low bay
hangar, These iocilities are accessed via shuitle buses from
Terming! 7 and 4 respeciively. The facilities have limiled amenities in
tarms of holdrooms, concesstons, and airline club lounges.

The remote jet gates are located at the wes! pad facility at the west
end of the airport north of World Woy West. The west pad facility is a
complex of 19 gircraft parking positions, 9 of which have remote
boarding gate structures and 10 posilions without. These facilities are
used primarily for international flights and are scheduled for use on a
regular basis.  Passengers and their carry on boggage are
transported to and from the aircralt viaa LAWA cperated shuttle bus,
The remole bearding facilities do mel contain any concessions,
holdrooms or restroom facilities.

Allernative D would require the use of fewer gales lo achieve the
same leve! due to the higher utilization rates of conlact gates ot
\evel of service thal exceeds the No Action/MNo Project Allernative.

The numbsr of exsting gates was reduced from 165 (Table 2.2-1
Existing 1996) 1o 163 (Toble 22-2 Essling 2002) due to the
consolidation of four narrowbedy domestic gates inlo two Group V
international gates.

Table 2.2-2

ALTERNATIVE D
EXISTING VS, PROPOSED AIRCRAFT GATES

Exdsting (2002) 2015
_Gates = Gate Positions Gate Positions. EE

Commuler iz k]
Marrawpody (Group ) 51 a0
Bosing 757 (Group His) 12 b=}
Widebody (Group V) 4 »n
Bosing 747/Mrbus 340 (Group Vi 25 2
New Large Atrcraft (Group V1) - [} ]
Total Hominal Gates 163 153
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT
ON-AIRPORT GROUND TRANSPORTATION FACILITIES

The on-airport landside system would be composed of three primary
{acilities: the GTC, ITC, and RAC facilities.

2.2.8 GROUND TRANSPORTATION CENTER (GTC)

The new GTC would be created north of Century Boulevard and
south of Arbor Vilge Sireet, between Awvigtion and Lo Cienega
Boulevards. This facility, in conjunction with the ITC, would serve all
commercial and private vehicular traffic for deparling and arriving
passengers at LAY

The GTC is designed to provide o conventional airport landside

7 1t for air pa gers at a separate lecation from the CTA.
The layout is also designed to address a variety of salety and securily
issues as well as improve the landside system that currently exists in
the CTA. Alternative D would separate the commercial and privale
vehicle landside compenents from the passenger terminal facilities
and gates in the CTA. This would eliminate the threat of blast in close
proximity to lorge congregations of queuing passengers at functions
such as licketing and baggage claim. As the primary pick-up and
drop-off point for the airport, all vehicles appreaching the GTC would
be closely monitored by video surveillance. The access rcadway is
designed lo provide a single access point to the GTC. While the
threat of a vehicular blast can never be fully eliminated, limiting large
congregations of passengers by moving ticketing, sscurity sereening,
and baggage claim to the CTA would improve passenger safety and
securlty.

Passengers would be subjected 1o a first level security screening
process at the GTC. 1tis anticipated that the process would include a
remdom checking of boggage and passengers using ﬁiiilng dogs,

il devi; x 'nd. =

and cther securil

The lollowing major functions are antlcipated to be included the GTC:

+
+
*
+
+
+
+
+

Short-term and long-term parking

E-kiosk check-in

Curbfront interface for buses, privale autos, taxis, limos, elc.
Skycap baggage check-in

First level passenger security screening

APM interfoce

Baggage re-claim {(optional for re-checked hugs@
Compressed Natural Gas (CNG) fueling m.uucgp
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LAX Master Plan Addend!

While the CTA is anticipated to be redeveloped as a complex split by
the APM inlo four terminal facilities, and as the identity for the
Galeway to Los Angeles, the GTC would be a facility that primarily
serves O&D passengers. The GTC would be divided into two parallel
passenger-processing {acilities, called “piers”, with adjacent pc[rlci
facilities and o commercial vehicle holding area. These pier
struclures would provide an orientation point for passengers lo
occess the APM, which is connected to the CTA. The architectural
design intent for the GTC is to creale particlly climate controlled
open-alr structures to help diffuse potential blast impacts at the

curbiront by eliminating glass curtain walls,

Passengers would enter or exit vehicles with their baggage at o
multilane GTC curbfrent in fron! of each pier. Two piers flanked by
multidevel parking structures would be provided. Due to space
limitations and the demand for curbiront interface, these facilities are
anticipated to be developed as multi-level  structures  with

enpl +fd tures  luncti on the upper level

and

deplaningfarrivals functions on the lower level. The APM would be
located at an interstitial level betwsen the departures and arrivals
lovel, Parking structures serving each curbiront wauld be directly

adjacent and clearly visible, with ient parking entrances for
vehicles directly from the curb lanes. Access 1o both parking and the
APM would be provided via interstitial bridges and ramps, which

would facilitate p with a of level
changes, and roadway crossings. Both the north and the south plers
would have two, bi-level curb frontages, one on each side of the pler
bullding. Therefore, each pler ullding face would have an upper
lavel curh for departures and alower level curb for arrivals.

percent EDS j& soreening.

2.281 DEPARTURE LEVELS (GTC)

Passengers may arrive via one of several modes: Private auto, bus,
\ax, limousine, etc., and enter the GTC from either the parking
structures or the upper level curbiront. They then move into the
upper level of the GTC where e-ticksting/check-in and Skycap check-
in facilities would be availuble. Passengers that do not use Skyco

baggage check-in may carry baggage on the APM to the CTA. Bags
carried by passengers on the APM would need to be checked by the
appropriate airline in the CTA. No airline agents are Initiolly
anlicipated o be located at the GTC. Since most passenger
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

p and congregating would occur in the CTA and not the
GTC, it is ipated that p a bly would be limited to
the AFM plotiorm.

Each pier would be signed by carrier on the upper level curbfront
similar o traditiona! terminal faciliies; however, any curbiront would
be able to accommodete departing passengers since all possengers
would be destined to the APM station for access lo the new terminal
faciliies in the CTA. The departure level of each ground
\ranspertation piler would provide flight information, e-ticketing
kiosks, public restreom facilities and limited concession space.
Before boarding the APM, departing passengsrs would access the
APM station through multiple high capacity vertical circulal

and By ;- ystem’ capable ommodatis

the APM ond

Omne concepludl
Figure 2.2-5.

2282 ARRIVALS LEVEL (GTC)

Arriving passengers would poard the APM from thelr carrier's
assigned station at the CTA and iransporied to a specific pisr within
the GTC. Each airline would be assigned to a specific pierfarrivals
curbiront. Trains leaving the CTA would stop at two stations within
\he GTC: one station within each pisr.

Passengers arriving at the GTC from the CTA via the APM leave the
APM at the interstitial level siation where they may access parking
and curbiront {including private quto pick-up, buses, limos, laxis, eic.)
and potential baggoge reclaim laciliies,  Arriving passengers
wishing to access parking would move [rom the APM slation to the
parking structures via interstitial level bridges which would be
located between the upper and lower levels of the roodways af the
GTC. This arrangement would eliminate the need for passengers to
cross gclive roadways.  Arriving passengers needing to claim re-
checked baggage move one level down irom the APM station using a
high capacity vertical circulation core and ramp system lo baggage
reclaim areas where re-checked baggage may be refrieved.
Passengers would then access gither the parking structures via the
interstitial bridges, or proceed directly out to the arrivals (deplaning)
curb where buses, taxis, limes, and private qulo access would be
available.

Masters and gresters would be sither encouraged or directed to
short-lerm  parking facilities designed to allow pessengers (o
conveniently find their porties. Mesters and greeters would be
allowed 1o use the APM to meet their parties at the main terminal in
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the reconfigured CTA er would also be allowed to meel their parties

within the arrivals level lobiby of the individual piers. Pussenge

conveniences such gs restrooms and public seating areas would be
provided to allow people to wail for their parties' arrival via the APM.

2.2.8.3 APM LEVEL (GTC)

Each pair of plers as shown in Figure 2.2-6 would share an APM
station located at a level between the departure and arrival levels.
Furiher refinement and development would determine the exuct
location of the APM. The APM platiorm would be designed in @
manner which helps diffuse potential blast impacts at the curbiront
and protect passengers.

The GTC complex would have @ pedestrian concourse that would
provide passage between urkiront piers, APM stations, parking
structures and the commen icle holding ares. The pedestrian
concoursefiransier level would be equipped with proper signage,
information, and passenger conveniences such as power walks and
resirooms. In addition, a limited number of concessions may dalso be
provided at this lavel,

cl

One additional feature of the GTC would be th

commercial vehicle holding/staging area at the far northern end of
the site along Arbor Vitae Street. Commerelal vehicles would use the
arrivals and departures eurbfront on sach pler's north side. Both
private and commercial vehicles would use tHe two curbs on the
north side of each pier, whersas only private vehicles would use the
curbs on the two piers' south sides. Signage within the CTA and
+e APM trains would direct the comm al vehicle patrons
recl station siop at each pier. One @ eptual fllustration of
the GTC interlor vi is depicted in Figure 2.2-7
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2.2.9 INTERMODAL TRANSPORTATION CENTER
arc)

An ITC would be located at the northeast corner of Imperial Highway
and Aviation Boulevard, and would previde airport access for Green
Line and chartered bus passengers. The ITC, like the GTC would be
a partially controlled open-air struciure to help diffuse blast impacts
from the adjocent parking structure. All vehicles approaching the
ITC and entering the parking structure would be monitored using
video surveillance systems. The primary [TC elements would be:

+ APM and MTA Green Line access
+ Short-lerm parking
+ Chartered bus access

The ITC wauld serve the premium short-lerm parking neeads of the
girport. internal to the facility would be & curbiront for pick-up/drop-
off of passengers priar to parking their vehicles. Tha first level of the
ITC would provide flight information, edicketing kiosks, public
restroom facilities, ond concession spoce. Tt is onticipated that
passenger processing at the ITC would include & random checking of
baggage ond passengers using sniffing degs, video surveillance
systemns, and other security devices. Second level security screening
would occur at the CTA; however, the ITC would be designed to
accommedate second level security screening al anytime. The ITC
would alzo provide a curbirent that would specifically accommodate
large buses, such as charter and tour buses. An enclosed pedestrian
connection with power walks would cross over Imperial Highway and
under 1-105 to connect to the MTA Green Line station at Aviation
Boulevard. MTA regional buses would also be accommodated at the
Creen Line station. An illustration of the TIC interior views is depicted
in Figure 2.2-8.

2.2.10 CONSOLIDATED RENTAL CAR FACILITY (RAC)

RAG facilities in Aliernative D would be located on a consolidated
campus thet is berdered by Wielsen Park to the north, Airport
Boulevard to the east, 88° Sireel to the south and Sepulveda
Boulevard to the west in existing Lot C. Primary elements of the
consclidated RAC would be: .

+ APM interioce

+ RAC drop-off

+ RAC pick-up

+ Ready/return and Quick Turnaround Area (QTA) facilities
+ RAC storage and maintenance support

Vehicle occess would be provided from the north, east and south.
The facility would include a direct pedestrian bridge to the APM
system. A service facility would be provided adj t to the
LAX Master Plan Addendum Draft  June 2003 2-45
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Saquence purber 1 APM station and the readylreturn garage. The ready/return garage
Mty S would consist of a four-level focility that would accemmedate 9,000 @
“I";m"“:“ > o, PR ey — ready/return spaces.
o ciberty. o dinabied? N
Customers picking up vehicles would walk across the APM platiorm
et to the second level of the customer service building, where they
e T 1142 A would complete their transactions and procesd to the garage for
e e otk psk ey T \heir vehicles, The walking distance irom the customer service
building would be minimized to earch side of the garage. They would
{hen exit out of the west side of the garage onto 96" Street or east out
of the garage onto Airport Boulsvard southbound, Rental car returns
would enter on the east side of the garage off Airport Boulevard into
Jould b l6cated adjacent (o the readylietur
i et ‘dawn the northeast side of the garags.
e QTA and then queue. into. the: garage on =T
QTA & The QTA facility would includé
2-46  oraht June 2003 LAX Master Plan Addendum
Page: 86 ALTERNATIVE D DEVELOPMENT AND REFINEMENT
Sequence numter. |
Aaghor Denvy Schneidat
Sungect. Nato
Date. 172172053 V01800 AN : o
¥ r B TAHLE 2.24
2
P P —
B i RO PRELIMINARY PROGRAM REQUIREMENTS
it Becdy/Roturn and Customer Servica T =
Do V03 181808 A Readyfturn Parking (spaces) 8,000 6250
3 ¥ on-ie” — — Customear Service Building (square lesl) 150,000 144
s Bus Ploza {square best) E200 189
Landside APM Stolion lsquare feelh 0,000 4
Exclusive Use Service Centers
Stacage/Crarflow Porking (spaces)
Car Wash (bays) ""2‘; &g‘ﬁ
FuslingVacuum (stationa) 8 083
Chenuing kenes linchsdes cor wash and fuelvocuum) bl 1.05
Maintenance Buildings (square feot) 120,000 275
Open Spoce (Landscape Bequirements) MR 2388
Tetal Progrom Roquizements o — T

Yo
1 r':l-w:: rrarbes el peadylretum spaves s determined based s casparsan of e top b Gapent eat el
T :wwv«dmeenh zmmwwmbﬂm 30 square loctkar for ready spaces and 0 mpere lesthas

1 Rersage  ineh
fmternal circuleton.
iwmnm:wlxk&xghznm“wmmw-mmwxwm

5. Customer senvne ard maisimante buldisgs foctage

e NM‘:: : ravare estisastn based on comparskie maries wih @
& The mambr of siosuge spces was deterine

7, b ke ol

1. Landssaping wximated 10 bo |8 persret

Sourte, Londnuim & Brown Februay 200 EH

LAX Master Plan Addendum Draft  June 2003 2-47




Page: 87 13
Soguence fombar | =
My, Danvy Sehaeiser e
ket Now
unfu.mlmmaexm at
Saquence fumbar; 2
Mo Deray Scheeicer
Hote
Datg; TOEON ME2XAQ AN E
i area, wil B 15% apphcation? B
" r T e %
H :
; :
3 2
B a
3 £
g £
§ 2
=0
[
&
5
£
5
S ]
5 -
§ 5
3 2
E H
2
=
o
2
g
=
<
18
by
;:
1
| -
ALTERNATIVE D DEVELOPMENT AND REFINEMENT
Page: 89
m"""f"&:..:::m:, 2.3 GROUND ACCESS AND PARKING —
u_;._n:rmrmm 0TS AU N " et s T ALTEENETIVE D
ooy o

2.3.1 OVERALL LANDSIDE APPROACH

Modilications to the landside system in Allernative D would enhance
the safety and security of the airport by protecting the airporl’s critical
infrastructure components. Alternative D eliminates the threat of
vehicular blast in close proximity to congregati of gueul
passengers at functions such as tickeling and bag claim. Alternative
D decentralizes ground occess and creates four Jandside access
points and a contrelled airport road connected directly to the local
freeway system to mitigate the existing city traif i
leading 1o the single access point on the CTA roadway. iscussed
in Seclion 2.2, the new system would be composed of lour primary
facilities: the CTA, GTC, ITC, and RAC. These facilities are depicled
in Figure 2.3-1,

The landside surface transportation approach and methedolegy for
Aliernative D consists of decentralizing the vehicular traflic
associoted with the airporl over a large geographic area.
Decentralizing the vehicle traffic creates an improved level of service
compared to the existing operation in the CTA. The existing roadway
access system is congested, The CTA curblront, Sepulveda tunnel,
Sepulveda/-105 interchange, and Sepulveda/Century Boul d
interchange are existing landside Impediments lo customer
convenience. The Landside APM is o key element linking several
lacilities to the CTA. In addition, the new access system provides the
opportunity to control and menitor all access into the CTA, GTC, ITC,
and the RAC,

This section provides a description of the overall landside access and
parking system for Alternative D.

2.3.2 ON-AIRPORT ROAD ACCESS

Alternative D mests the overall roadway access demand for the
airpert by distributing the majority of vehicles serving the airpert to
the GTC, ITC, and RAC, which are linkad to the CTA via the APM.
Alternative D cllows lor direct on-airport occess vio eastbound
Century Boulevard, southbound La Clenega Boulevard, northbound
Aviation Boulevard, and Imperial Highway. The exsting on-girport
roadway access to the CTA would be limited. See Section 2.3.24 lor
a detailed description of the access plan to the CTA. Figure 2.3-2
provides o depiction of the ground access plan to the passenger
processing facilities, A description of the access to each facility is
provided below.
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Tor passenger drap off. Commercial vehicle traffic on the lower level
would be restricted to Curbs 1 and 3, which would be designated for
passenger pick-up. A direct connection betwsen the holding area
and the two commercial curbs would be provided via a separate
connector ramp.

A commercial vehicle holding area would be provided adjacent to the
GTC for staging of luxl.s:. door-to-doar vans, limousines, and other

roial

deployment to the GTC curblronts. The holding area limits the
amount of fime that commercial vehicles are driving around on area
roadwerys wailing to pick up passengers. By providing @ place for
commercial vehicles to stoge, it reduces traffic congestion lo
surrounding communities and roadways.

The single approach multi-lane roodway system allows o greater
opportunity to menitor all vehicles, approaching the GTC. An
illustration of the approach to the GTC from the primary entrance
road is provided in Figure 23.3, The use of video surveillance
systems to monitar activity and the ability te pre-screen vehicles
belore they approach the GTC would be an integral part of the
security of this facility. The roadway securily plan would extend
beyond the on-airport roadways to the surrounding regional highway
and arterial roadway network. This would provide lor additional time
and distance to identify and preview potential vehicle hazards.
Vehicles that are lo be inspected would be directed into a vehicle
checkpoint area for inspection. Mulliple checkpoint locations would
be incorporcted into the final ground access plan. For a more
detailed description of the GTC funclions. refer to Saction 2.2.

2323 INTERMODAL TRANSPORTATION CENTER (ITC)

Acoess 1o the ITC would be provided from the east and west sides of
the facility. The ITC would be accessible via 111% Street and Imperial
Highway along a proposed at-grade roadway. Traific signals would
be provided at these intersecti and at the entrance/exit 1o the ITC.

1 side of the ITC. cars and buses would be af o endt

The TTC would alse provide curbiront for charter, reglonal and other
bus activity. For a more detailed description of the ITC functions,
pleass refer to Section2.3 of this document.
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT
2.3.24 CONSOLIDATED RENTAL CAR FACILITY (RAC)

The RAC . jer convenience by locatin,
Bl e i i santiel location. THED
‘Gonsalidated RAC facility would include a direct pedestrian bridge to

{he APM system. All passengers would access the RAC facility to and
from the CTA by using the Landside APM system. This has the
distinet advantage ol eliminating all rental car busses from the
arterial roadway network. Primary vehicle access lo the cansaiidc{e
RAC lacilities would be via Airport Boulevard and 98" Street. =

Passengers retumning their vehicles from the south and the east
would access the facility via a left tum from northbound Alrpart
Boulevard to westbound 98* Street. Passengers returning their
vehicles from the northwest would access the focility via a right turn
frem southbound Airport Boulevard near 98% Sireet vio o new
dedicated ramp into the facility. There would be two primary axits
ramps from the facllity. One exit ramp would be onlo southbound
Aviction Boulevard and the other would be to westbound 98% Stre
Figure 2.3-4 depicts the location of the RAC Facility.

2325 AIR CARGO ROADWAY

The cargo roadway network would provide direct cecess for cargo
vehicles from the surrounding arterial strest netwark., This would
reduce congestion on the arterial readway network. There are four

separate cargo complexes in Allernative D that require direct occess
off of the arterial roadway network:

Century Carge Complex: Access to the Century Cargo Complex
would be accommodated from Century and Aviation Boulevards.
In total there are seven access points lo the Century Cargo
Complex, six from Century Boulevard and one from Aviation
Baulevard,

-

a
Imperial Cargo Complex: Access lo the Imperial Cargo Complex
would be accommodated from Imperial Highway and Aviation
Boulevard.

+ South Cargo Complex East: Access to the South Cargo Complex
would be occommodated from Imperial Highwery.

+ South Cargo Complex West: Access to the South Cargo Complex
West would be accommodated from Imperial Highway and 1-105.

2.3.3 OFF-AIRPORT PUBLIC ROAD ACCESS

ternative D would include a serles of improvements to the off-girport
transporiation network; it would accommodate the shill in traffic
patterns « ioted with the rel jon of the primary possenger
Jestination from the CTA to the GTC and the ITC. Verious

LAX Master Plan Addendum Draft  Juno 2000 2-63
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interesclion improvements would be made fto the ofi-airport
transporlation network to accommodate the shift in traffic pallerns
from the CTA to the GTC and ITC areas. Alternative D proposes that
one northbound lane would be added on La Cienega Boulevard from
111" Street to Arbor Vilae Street, and one southbound lane would be
added from Arbor Vitas Street fo 104 Streel. The intersection of La
Cienega Boulevard and Lennox Boulevard would be designed to
restrict traffic from traveling between Lennox Boulevard and the on-
airport roadways. These imp: are strategically designed to
improve those intersections that would experience the primary
increase in trafiic as a result of the plan.

234 TRANSIT

The existing MTA Green Line slation is located at the southeast
comer of Aviation Boulevard and Imper jal Highway. Allernative D
would provide an enclosed pedestrion connection with moving
walkways between the Green Line station and the ITC. The walkway
mperial Highway ond below 1-105 freeway.

css the CTA from the ITC via the APM system (=0
“station would dlso serve os the destination for
ngers that would be using the future rapid b{;E_E
5

The MTA
girport bound pa
¥ ;

235 PUBLIC PARKING

Public parking would be provided in three separate locations: GTC,
ITC, and in an expanded Lot B. Parking locations and number of
stalls is depicled in Figure 2.3-5. In the GTC, three garages would
provide approximately 7.515 stalls. Parking Garage 1 (P1) would
have five levels. Parking Garages 2 and 3 (P2, P3) would each have
three levels. Of the 7,515 GTC stalls provided, 4,253 would be priced
for short-term parking, while the remaining 3,262 stalls would be
priced for long-term parking. The parking structures in the GTC
would be designed to help diffuss blast impacts from surrounding
vehicles.

The parking facilities at the ITC would provide approximately 9,127
stalls, with all stalls priced for shert-term parking. These stalls would
be provided in three separate levels within the ITC.

The surface lot north of 111* Street would be incorporated into Lot B
and would provide 5,470 long-term parking stalls. A shuttle bus
would transpert people between this lot and the ITC for access to the
CTAvia the APM.
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P Table 2.3-1 compares the parking stalls available in Alternative D to
b, Dy ke et the existing conditions.
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2.3.6 EMPLOYEE PARKING

Alternative D employes perking would be provided in two locations:
the West Employee Parking Garage and the existing garage on the
southeast comer of Awion Drive and Century Boulevard. Both
locations are shown in Figure 2.3-5.

A 12,400-stall garage would be constructed on the west side of the
airport, south of World Way West. Employees would access this lot

e World Way West by wery of Pershing Drive. The new employes
garage would be designed to help diffuse blast impacts from
surrounding vehicles. 1t would be designed with a security-screening
checkpaint for all employees using the garage. Employees purki
in thie garage would be shuttled on World Way West or on the Airport
Operations Area (ADA) to their places of employment.

The exsling garage on the southeast comer of Avion Drive and
Century Boulevard would provide approximately 1,200 stalls.
Employess would access this parking garage via Century Boulevard.
Employees parking in this garage would be shuttled to the RAC
Londside APM station for access to the CTA GIC, or m.@
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

2.4 AUTOMATED PEOPLE MOVER -

ALTERNATIVE D
Alternative D would include two people mover systems: o Landside
APM system and an Alrside APM system, The Landside system would
become the primary connections betwean the landside lacilities and
\he terminal facilities at LAX. The Airside system would connect the
TRIT and the new West Saiellite Concourse. The APM system would
be continually monitored by security personnel utilizing video
surveillance to identify potential threats, Redundancy would ba an
integral part of ing the inued operation of the system in the
event of @ mechanical failure or threat. The CTA would be able to be
accessed by passengers through a busing operation should it be
necessary. Figure 2.4-1 depicts the alignment of these systems.
2.4.1 LANDSIDE AUTOMATED PEOPLE MOVER

SYSTEM
The Landside APM would be the primary mode of transporiation for
passengers and employees to access lo the CTA. The system would
provide service betwesn the CTA and the GTC, ITC, and RAC. The
Landside APM would also provide a continucus connaction betwean
the MTA Green Line and the CTA.
2.4.1.1 LANDSIDE SYSTEM ROUTES
To balance the passenger loads, two Landside APM roules were
designed to operate independently, with one roule serving only the
CTA and GTC and o second route serving the CTA. RAC, and ITC.
Altheugh o direct non-stop route connecting the ITC and CTA is
desirable, it would require o fourth pair of guideways, which cannot
be accommodated in the CTA.
2.41.1.1 CTA-GTC Route

Bliders on

i stations in

: L the e nith . Starting in the CTA in Terminal 3,
trains would go to the Terminal 4 station, then to the station in the
South Fier of the GTC, then to the station at the North Pier and tluangéE
return to the CTA to stations in Terminal | and Terminal 2. The train
would return along this route in the opposite direction on the other
wack. The route is highlighted in Figure 2.4-2. By repeating the
route in the cppesite direction, the Landsid APM system would allow
passengsrs to board the Landside APM ot any station and go to any
stetion withoul concern about being on the correct side.
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The proposed CTA-GTC route would have two guideways, providi
redundancy and allowing for the most direct trip for all passengers.
If there is o failure ol a station, or at one point along the guideway,
{ailure management switches would permit bypass loops or shutile
reules to be implemented for the system to carry at least hali the
normal capacity.

Traveling from a west CTA station to the first GTC station would take
about 5 minules. The train length would be varied by operaling
pericd to meet the fluctuating passenger loads, so that the operating
headway (iime between trains) would remain at appreximately 2
minutes during all periods, resulling in an average wtling time of 1
minute. Thus the total typical trip betwesn the CTA and GTC would
be less than 6 minutes.

2.41.1.2 CTA-RAC-TC Route

Riders on this route would include arriving and departing air
passengers who are: (a) parking at the ITC. (b} using the Green Line
light rail transit system or regionol buses to the ITC station (c) parked
in the long-term surface lot west of La Clenega Boulsvard ond are
shuttled by buses to and from the ITC, (d) charter bus users, and (e)
airport employess. Mesters and greeters who park at the ITC or use
the Green Line would dlso ride this route.

Arriving air passengers renling cars would ride the system from the
CTA to the RAC, and passengers returnil ars would
to the CTA to catch a flight. inic 1

of the future development in the Cantury Boulsvard. v

The CTA-RACITC route would run from a western station between
\he new landside Terminals 2 and 3 to a second CTA slation between
Terminals 1 and 4, then on to the RAC and ITC. There, trains would
reverse and return to the CTA stations via the RAC. This would give
direct service to the RAC users and service lo the ITC with one
intermediate stop. The route described is highlighted in Figure 2.4-3.
In addition. airport and airline employees working in the CTA would
take the Landside APM after being shuttled by a bus to the RAC
station from the employee parking lot.

The scheduled travel time betwsen the western CTA station and the
ITC would be about 7.5 minutes. Again, the train length would varied
by operating period and the operaling headwey would remain about
2 minutes during all periods, resulting in an overage wuait lime of 1
minute. A typical trip time between the ITC and western CTA station,
including headway, would be less than 9 minules.
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

24.1.2 LANDSIDE SYSTEM CAPACITY

The Landside APM capacity requirements were developed based on

the number of passengers that would be riding the system in the
peak period. The results of the analysis determined that three pﬂJrs
of guideways would be required to serve the CTA. Combining the
GTC and RAC riders would overload a CTA-RAC-GTC route. and a
route serving the CTAITC would cperate well below capacity.

The GTA-GTC roule would be designed to carry up lo 13,500
passengers per hour per direction (pphpd) in the peak hour with full
baggage loads, and 19,500 pphpd with carry-on baggage in a six-car
\rain. The RAC-CTA link copaeity would be about 8,700 pphpd in the
peak hour, The RACITC link would carry 9,600 pphpd in the peak
hour. Capacities on these two links of {his route vary due to different
baggege characteristics of the ITC and RAC riders.

2.4.1.3 LANDSIDE SYSTEM STATIONS

Landside APM stations would be designed as flow-t gh stations to
separale passengers enlering and exiting the trains. This station
leryout would minimize cross flow of passengers and congestion at
the train doors. It would also shorten the sialion dwell time and
would best accommodate baoggage carls as passengers travel
between airside and landside [acilities. Figure 2.4-4 depicts typical
station layout options. The flow-threugh option at the top of the figure
would be the station layout for the landside system.

Station widths would be adequate to accommodate passenger
eueuing af platform doors and vertical circulation elements, Station
lengths would be based on the ultimale train length, which could be
up to 300 feet long, plus circulation space. Vertical circulation would
be provided to accommodate level changes between the stations and
ficketing, baggage claim and curbside. Elevators, escalators, ramps
and stairs would be used lor vertical circulation.

2.4.1.4 LANDSIDE SYSTEM ALIGNMENT

Bath Landside APM routes would be designed to minimize
ir with existing facilities, and with existing and planned
roadways. The two routes would include three pairs of guideways at-
grade in the CTA. As the CTA-GTC guideway transitions out of the
CTA. it would be elevated above Sepulveda Boulevard and continue
elevated for the remainder of its route. This guideway would run
along Century Boulevard to Aviction Boulevard and turn nerth into the
GTC complex. Figure 2.4.5 depicls potential APM views from
Century Boulevard.

The CTA-RACITC guideway would run north along Sepulveda
Boulevard and then east along 98% Street to the RAC station. From
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the RAC slation, the guideway would continue along 88" Sireet and
turn south along Aviation Boulevard. As the guideway approaches
the ITC, it would split into an upper and lower pair of guideways. The
upper guideways would serve the ITC station and the pedestrian link
\o the MTA Green Line. The lower guideway would serve the
Landside APM maintenance and storage facility.

Approsimately six raction power substations with a footprint area of
approximately 50 by 50 feet would be located along the guideway at
5,000-foot intervals.

2.4.1.5 FLEET, MAINTENANCE AND STORAGE
REQUIREMENTS

Assurning a typical 404oct rubber-lired Landside APM vehicle, up ta
189 cars could be needed to mest the 2015 demand. At the peak
hour, approximately 11 trains would bes running between the CTA and
GTC and 7 trains between the CTA, RAC, and ITC.

The Landside APM maintenance and storage {aeility would be in the
basement of the ITC, [t would contain vehicle mointenance, open
shops, spare parts, tool and equipment slorage and a cleaning area.
Other functions of the faeilily include central control, offices, a
traction power subsiation, loading dock with o shipping/receiving
area and staif facilities.
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT
2.42  AIRSIDE AUTOMATED PEOPLE MOVER
SYSTEM

The Airside APM system would be the primary means of access lo the
West Salellite Concourse, The Airside APM would consist of a dual
lane shutlle system, with two trains connecting the CTA with the TBIT
and the West Satsllite Concourse. This 3-station system would be
located in o tunnel, passing under the apron, lodways and buildings
with stations Jocated beneath the fucilities bsing served. This system
would be used for cccess toffrom aircrait gales and the CTA.
Arriving passengers would use the system lo reach baggage claim
and public mesterfgrester areas. Depending upon the final
configuration and lecation of FIS facilities, the Airside APM could also
transport passengers headed lo customs from the West Satellite
Concourse to the CTA and TBIT.

2.4.2.1 AIRSIDE SYSTEM ROUTES

The roule would be designed as a short distance system with two
trains operating in separate guideways to allow for low headways
and high capacities. Riders would include lickeled passengers
departing tolarriving from gates in the TBIT or the West Sateliite
Concourse, as well as the employees working in these facilities. This
system would be in the "secure” area of these facilities.

2.4.22 AIRSIDE SYSTEM CAPACITY

Depending on peak ridership, the trains could be up to six cars long,

bul would probably not be longer than four cars. Based on lrcvel
distance and speed, the trains would operate with headways of
approximately 2.7 minutes. This would result in an average wait time

of gbout 1.4 minutes and an average trip time just over 4 minules.
Using maximum length trains, this system could carry up to 9,000
passengers in o peak hour.

In this short distance and dual lane shuttle configuration, cable
systems could be a viable allernative to sell-propelled vehicles. An
operating speed of 25 to 30 miles per hour has been assumed, which
i within the range of both cable propelled systems and lower-speed
seli-propelled systems.

2423 AIRSIDE SYSTEM STATIONS

Because this system is located entirely underground, access to and
from the stations platiorms would require significant vertical
circulation elements. Elevators, escalators, ramps and siairs would
be provided at every station. Station widths would be adequate to
accommodale passenger queuing at platiorm doors and vertical
circulation elements. Station lengths would depend en train length,
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT
2.5 CARGO FACILITIES— ALTERNATIVE D

The Allernative D Cargo plan would provid
square feet of cargo building space, :
exisling: cargo: facilities: an d nfigur rge
facililies. The Alternative D cargo facilities would acc modale
approximately 3.1 MAT of cargo by 2015. The amount of sort space
available for cargo carriers would be fully utilized by the year 2015

and would likely limit processing capability beyond 3.1 MAT,

Mternative D would retain all cargo lacilities in the Imperial Cargo
Complex and South Carge Complex East, and remove bulldings in
Cargo Complex Wes2 Complox, The
; vide @ more radilional and efficient ramp area layout =T
each of the fdciliies. The four carge complex creas, and the exsting
and proposed carge buildings within those oreas, are depicled in
Figure 2.5-1 and summarized below. MNew cargo securily
requirements are currently being developed by TSA.  Further
accessibility restrictions would likely be required of the cargo
facilities located al airports like LAX. LAWA would incorporale ony
new TSA requirement § i hose standards are

ol require addiional

+ Century Cargo Comples: Would consist of nine existing buildings
and one new building eonstructed on the site of a building that
would be demolished. The Century Cargo Complex would
provide opproximately 853,000 square feet of cargo building
space and 173,000 square feet of mail sorl space on
approximately 2,110,000 square feet of real estate. Mail sort
facilities are excluded from the corge space utilization
calculations 1o be with the lysis provided for the
other Master Plan alternatives.

+ Imperial Cargo Complex: Would remain in its present condition
with eight buildings, tolaling approximately 498,000 square feet on
1,649,000 square feet of real estate.

+ South Cargo Complex West: Would consist of four buildings, of
which, two are existing and two are new. One of the new
buildings would be built on the site of the exsling Imperial
Terminal while the other would be built on the site of the existing
LAWA Police Lost and Found facility. The Imperial Terminal and
LAWA Police Lost and Feund lacility would be demolished. This
complex would provide approximately 199,000 square feet in four
buildings on approximately 1,189,000 scquare fest of real estate.
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+ South Carge Complex East: Seven buildings would be retained
totaling cpproximately 692,000 square feel on 2,874,000 square
feet of real esiate.

Table 2.5-1 provides a summary of the lotal cargo space organized
by cargo complex. Table 2.52 provides a detailed list of new or
redeveloped cargo facililies and existing cargo facilities that would
remain.

A limited amount of automobile parking would be provided for the
carge complexes lo serve cuslomers and stafi. A ratio of
approximately one stall per 1,000 square fest of building area would
be provided on site. Additional parking at the ratio of 0.5 stalls per
1,000 square feet of building would be provided in the airport
employee parking areas and accessed via airport shuitles.

The Alternative D cargo lacilities would encompass 2,342,000 square
feet of building area {excluding mail {acilities) and 3,386,000 square

fesat of apron area on approximately 197 acres of real estate. The

new and reconfigured carge space would account for approximately
£ percent of the total 2,342,000 square feet of carge building space
available at the alrporl, See Section 3.2.4 lor a di ion on cargo
space utilization and the carge processing capabilities at LAX under
Alternative D.

Public parking, some employes parking, landscaping, circulation
space, and other suppoert for cargo operations would be provided
within the site boundaries {depicted with dashed lines on Figure 2.5
1.
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LAX Master Plan Addend

Talle 252

ALTERMATIVE D . NEW/RECONFIGURED AND EXISTING CARGO FACILTIES BY COMPLEX

Mew Cargo {NC) Facilities

1. Cantury Cargo Complex Bidgs.
NC 55,000 st
NC ]
NC sl
NC sl
NC ol
NC s
NC al.
NC A
NC si.
NC sl
NC sl
Total 55.000 st

2. Impericl Cargo Complex Buildings
HC sl

Existing Cargo (EC) Focilities to Remain

1. Cenlury Carge Complex Bldgs.

EC 176,000 s
EC 158,000 =i
EC 153000 sl
EC 0 sk
EC 130,000 =i,
EC 52000 =i
EC 57,000 sl
EC 70,000 i
EC 102,000 =i
Tetal 898,000 si

2. Impericl Carge Complex Buildings
EC 35,000

sl

NC sl EC 19,000 sf,
NC si. EC 78000 si.
NC sl EC 112,000 sf.
NC sl EC 65,000 sf.
NC sl EC 52,000 sf
NC sl. EC 71,000 si.
NC sl BC 36,000 s
Tatal sl Total 498,000 sf.
3, Sauth Cargo Complex Bldgs. 3. South Carge Complex Bldgs.

NC 39,000 sl EC sl
NC 60000 sh EC 0 sl
NC EC 53000 sb
NC sl EC 47000 s
Total 99,000 =l Taotal 100,000 sf
4. Scuth Cargo Complex Eost Bldgs. 4. South Carge Comples Enst Bidgs.
NC sl EC 4,000 sl
NC sl EC 135,000 sl
HC sl EC 178.000 sf.
NG . EC 200,000 sf.
NC el EC 51,000 =L
NC sl EC 18,000 si.
NC sk, EC 46,000 sl
Total ef. Tatal 692,000 =i
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT
2.6. ANCILLARY FACILITIES - ALTERNATIVE D

Page: 121
The ancillary lacilities in Alternative D are depicted on Figure 2.6-1 o Sy St
and summarized below. All areas are based on facility footprint Q“:'.“rznmm Tm12 P e——
measurements. ol
Seguence number. 3
261  AIRLINE MAINTENANCE v
Alternative D would require the removal of the existing American " WhemA e o e W
Airlines, TWA and US Airways maintenance complexes on the west -
side of the airport (551,000 square feel of building space). Two e st e
existing lacilities on the west side of the airport and south of World DA
Way West would be retained (612,000 square fest of building space). ﬁr
One existing 164,000-square foot [acility would be retained on the Semecs manger 4
west side of the airport, north of World Way West. In addition, two m’u“u;' -
new lacilities totaling approxd 300,000 square fest would be O ot o e —
located on the west side of the airport, south of World Wery West. Five
existing maintenance lacililies tolaling 292,000 square feet located
south of Century Boulevard, east of Sepulveda, and west of Airport
Beulevard, would be retained. Total airline maintencnce facilities
would encompass 1,368,000 square feet of building space in
Alternative D.
262 GROUND RUN-UP ENCLOSURE (GRE)
Alternative D would include two new 90,000-square foot Ground Run-
up Enclosures (GRE} at the airport. A GHE is a three-sided open-air
structure designed lo absorb noise associated with aircrafl engine
lests. A GRE would reduce neise impacts lo surrounding g
communities Impacted by aircralt engine lests. A GRE is capable of
the standard noise signature by 15 o 18 dBA.
are conducted on {He ramp areq near
located on the west side of the airport, sout
sast of the airline maintenance complex. An additiona! GRE would
be located on the east side of the airport, south of the exdsting Delta
airlines maintenance facility.
2.6.3 FUEL FARM
The overall fuel farm site footprint would be reduced from 662,000
square feet to 591,000 square feet to accommodale the north airfisld
modifications for Allernative D, described in Section 2.1. The fuel =4
farm would retain its existing capacity and would remain at its
existing location on the west side of the airport, north of World Wey
West. On-site modifications would be required due to the
redevelopment of the north airfisld complex.
LAX Master Plan Addendum Draft  June 2003 2-95
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2.6.4 LOS ANGELES WORLD AIRPORTS
ADMINISTRATION AND MAINTENANCE Page: 122
LAWA odminisirative offices would remain in the existing 42.000- i
square foot facility at the former airport trafiic control tower and the i A,
40,000-square foot facility on the west side of the airport, north of T et g gt Wt L
World Way West.
‘Sequante sumber 1
The existing LAWA mnce yard and storage lacilities are %:N&L,MW
comprised of three complexes totaling 135,000 square [eet. These Aot batdngs?
facilities would remain in the existing location on the west side of the i
airport, north of Werld Way West. These buildings ser Nagmar m-*
ive function Ef': stion of ? TRII003 2 2D
ey be nsidered ‘s the
existing lacilities re endof thefr useful life. e B St
S oo 3 2m1
2.6.5 FEDERAL AVIATION ADMINISTRATION (FAA) T
The FAA tower facility would not be affected by Alternative D. The KBS
existing 13.000-square fool air tratiic con!.r?jlléqwar is located in lhe u:.iﬂ)m:nbsm P - " .

CTA. B security-screeni s the
Pt One sits, adjacent lo Tarminal 1, for employses within the' CTA. =8
FAA employees may be required to screen through this facility prior

to gaining access lo the FAA tower.

2.6.6 FLIGHT KITCHENS

The two existing flight kitchens located north of Imperial Highway and

east of Main Street would remain, providing a total of 98,000 square

faet. Existing airiine catering located in airline maintenance fescilities
would be relocated ond incorporated Inio the new oirline
maintenance lacilities. In addition, there are currently 90,000 square

feet of Might kitehens located off-airport which would not be affected

by Alternative D.

2.6.7 GROUND SERVICE

Six existing ground handling facilities, totaling 158,000 square feet,
located north of Imperial Highway and east of Main Street, would be
retained. Additional ground handling functions would be located on
the apron and in the terminal area.

2:6.8 GENERAL AVIATION

Alternative D would accommodate two general aviation lacilities that
encompass 265,000 square jeet. The exisling 144,000-square foot
facllity north of Imperial Highway and east of Sepulveda Boulevard
would remain. A new 121,000-square foot facility would be loceted
north of Imperial Highwoy and west of Sepulveda Boulevard.
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT
2.6.9 AIRCRAFT RESCUE AND FIREFIGHTING
(ARFF)

Fire Station 51 and 80 would be exponded to accommodate the future
ARFF requirements and increase response capabilities at LAX, Fire
Station 51, located west of Sepulveda Boulevard and south of Century
Boulevard, would remain al ils current location and be expanded
from 9,000 square feel to 18,000 square feet.  Fire Station 80 would
be expanded from 14,000 square feet lo 18,000 square feet and
relocated due to the construction of the new Taxiways 5 and Q. This
new ARFF facility would be located east of the fuel farm and north of
{he U.S. Coast Guard facility. The 3,000-square foot Fire Station 95, at
the southeast corner of Century Boulevard and International Road
between Airport and Aviation Boulevards, would remain the same.

2.6.10  AIRPORT POLICE

The existing LAWA police headquarters, located on West 86th Street
and west of Sepulveda Boulevard, would be removed and relocated
to aceommodate Alternative D.

A new 110,000-square foo! airport police headquariers facility would
be built at the norit corner of Westct Parkway and Emerson
Avenue o acc date the i d sialffing levels due to
enhanced safety and security requirements. The new lacilily would
provide convenient access to the airport. The new focility would be
located across the sireet from the newly relocaled City of Los Angeles
Fire Staticn No. 5 to facilitate easy o ication beh b

of the emergency response team. The Police Lost and Found function
would be located in the new LAWA police headquarters facility.
Additional police substations would be located in both terminal and
landside facilities to further enhance public salety, security, and
police responsiveness.

26.11 UNITED STATES COAST GUARD

The existing 39,000-square foot U.8. Coast Guard fecility, including
the apron and helicopter landing areq, would remain in its exsting
location on the west side of the airport, north of World Way West.

2.6.12 CENTRAL UTILITY PLANT

The exdsting 18,000-square foot central utility plant would remain in its
current location within the CTA, A security-screening checkpoint
would be developed on the Park One site, adjacent to Terminal 1, for
employees within the CTA, Central utility plant employees may be
required to screen through this fecilily prior to gaining access to the
plant.
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2613 COMPRESSED NATURAL GAS/LIQUID
NATURAL GAS FACILITIES

The existing LAWA Liquefied Natural Gas/Compressed Matural Gas
(LNG/CNG) facility weuld remain in its present location. It consists of

a core locility of approximately 8,000 square feet located on an
approximately 131,000-square foot (3-acre) site at 7350 World Way
Wesl. Access to the LNG/CNG focility would be controlled by o =n
security checkpoint along World Way West adjacent to the new
employes-parking garage.

The 22,000-square foot off-airport CNG lacility, located south of 104*
Street and east of Aviation Boulevard, would be d and space
would be provided for Bl mew’ 22,000-squic “Toeilify at the:
southeast corner of Arbor Vitae Streat cnd  Aviation Boulevard. (=]
Access to the new CNG facility would be contrelled via the security
monitoring systems aleng the GTC entrance roadway. A remote
security gate may be developed on the enfrance road to the lacility to
control access.

2.6.14 TRANSPORTATION SECURITY
ADMINISTRATION (TSA)

Alternative D would accommedate and fucilitate the needs and
directives of the TSA at LAX. At this point, the requirements of the
newly formed TSA are continually evolving. LAWA officials are
currently working with the TSA to determine and gccommodate the
needs of the administration. Alternative D was designed to be flexible
in accommodating ol exsting and future federal security
requirements.

2.6.15 SUMMARY
A detailed list of all ancillary facilities and asscciated building area is
provided in Table 2.6-1.
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ALTERNATIVED DEVELOPMENT AND REFINEMENT
2.7 LAND ACQUISITION — ALTERNATIVE D

Majer infrastructure projects like the LAX Master Plan often require
the purchase of property in order to construct new facilities, Every
effort was made during the planning of Alternative D to limit property
acquisition to the minimum area required to implement the plem.
Alternative D would require a combination of full and partial parce!

quisitions, as well as ts across certain parcels in the
project area.

The Master Plan alternatives would require various amounts of
property ocquisition to provide space for airport focilities and
imp Various busi and other properties would need
o be acquired under Allernative D. The lond acquisition and
easement areas are depicted in Figure 2.7-1 and summarized in
Table 2.7-1. In addition, Table 2.7-2 provides o more delailed
description of each parcel. Figure 2.7-1 contains reference numbers
for each parcel that are keyed to the map reference number
appearing in the first column of Table 2.7-2.

The timely ccquisition of property is a key element to the Master Plan.
Alternative D phasing schedule. [lrland i [ within
1 v need {o be completed int i after the.

provide the sequence for ucqulé:lmn activities to accommedate this
schedule.

LAWA is in the process of acquiring the Airport/Belford and
Manchester Square arecs east of, and adjacent to, the airpart under
\he Aircraft Noise Miigation Program (ANMP). Some residents In
those areas approached the airport stafl and requested that their
properties be acquired rather than soundproofed. Should the ANMP
land acquisition for the Airport/Belford and Manchester Square areas —mq
nct be completed by the time the Master Flan is approved, the City of
Los Angeles would use the most appropriate and practical measures
ovailoble  (e.g., voluntary acguisition, leosing, andfor  public
condemnationt), io ensure that the designated areas are vacated to
accommodate the Construclion Sequencing Flan for the selecled

Master Plan alternative. Land purch or LAWA {
ground leases associated with Master Plan Allernative D are listed
below.

+ Approximately 77 acres' of property.

4 These measuses would be available to be used for ol build aliermatives 1o pursue any
lod thet cannat b ied

1 Excludes LAWA-owned en-girport properties.
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« Institutional uses on approximately 6 acres including the former
Community Aviation College (now Hollyweood Cinema Prnduc:llon
Resources Training School) and the Westchester Neighborhood
School.
+ Acquired commereial property with approxi stely 36 b
including light industrial, office, retail, and one hotel.

+ Approximately 3,676 remote, oif-girport parking spaces.

+ Approximately 9 acres of rental car space.

+ Approxmately 147,000 square fest of fraight/warshousing building
space.

Easements would be required over property owned by the Atchison,

Topeka and Santa Fe Rallway and four private property owners.

Table 2.7-1

ALTERMATIVE D - SUMMARY STATISTICS OF ACQUISITION AREAS

Total Building (st} No.
Ho. ol Parcel e — Tt Jaml
Reea Bus, _Acreage Industey _Office Retal] _Bosidenticl Hooms ~_ Sialls
B 18 5246 [} 145.581 16,550 0 0 3456 &
c 0 00 [] 0 0 ] ] []
D 10 679 1722 ] 104,883 ] 154 [
£ 9 1653 22528 #5025 [ 0 0 20
_F 0 038 16748 q 0 _ ] q a
Total 38 7686 243768 0607 121538 ] 150 3678
Nete: Eopevolent o Te & 3, ond V3. oot LAY, Mastor Pian and Tables A3, B3 and C3 i Appenda P

of the Dralt LAX Maste: P&
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

2.8 RELOCATION - ALTERNATIVE D

2.8.1 PRELIMINARY PROPERTY AQUISITION AND
RELOCATION PLAN

This section describes how the LAX Master Plan would relocate
residences and business in accordance with applicable statutes
designed to minimize community disruption, limit adverse economic
impacts and protect human rights. A final relocation plan would be
developed during Master Plan implementation. Applicable statutes
inelhsde the Federal Uniform Relocation Assistance and Real Property
Acquisition Act of 1970, os amended in 1987 (hereinafter the Uniform
Act), and the regulations implementing the Act (48 Code of Federal
Regulation (CFR) Part 24). These regulations require the project
sponsor lo compensate landowners and lenanis fairly for the
acquisition and lo assist in their ion. The rec i pport
relocating businesses to nearby areas lo maintain the econemic and
employment benefits to the economy.

2.8.1.1 RESIDENTIAL USES

Al this lime it is anticipated thal no residenticl properties would be
acquired under Alternctive D. Howaever, if necessary, all procedures
for residential aequisition and relocation would be identical to those
now employed by the LAWA Residential Acquisition Program
condurcted under the Alrport Noise Al t Plan in jance
with the Uniform Act.

28.1.2 BUSINESS USES

Similar to residential owners, business properly owners would be
compensated for their property and/or provided relocation a
in accordance with the Uniform Act. This can be a time consuming
and complicated process. In addition to the value of the lend and
buildings, the value of the business itself must be appraised and
evaluated. Each business would be evaluated separately and
individual negotiations would occur.

28.13 LAX NORTHSIDE AND MANCHESTER SQUARE

Alternative D of the LAX Master Plan calls for the development of the

LAX Northside Plan as cunenl}y entitled and modified with reduced

tralffic activity. All busi ified for acquisition or relocation in
Alternative D can be accommodated either on LAY property, or in the

ding business ity within the City of Los Angeles. At
this time, withoul a final relocation plan, it is impossible to say
precisely which businesses would relocate to the LAX Northside and
what their space needs would be. However, itis possible to provide a
preliminary list of businesses that would be compatible to relocate to
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ALTEANATIVE D - SUMMARY OF AIR FREIGHT USES IN ACQUISITION AREA

_ Dukdmpell
Tatol Wo.ol  Rlepeet
Mo.of Porcsl  Light Motel  Parking

Area Bus.  Acteage Ind. Diltee  Rotall _ Residential Pooms  Sialls
Al ] o wa nla nig ) e nia
az o nia n afa i i i ala
B o wia nla nla nfa wa s nia
< [ nfa nia wa o nia nia na
D o nia nla nla o nia nla nla
E 4 988 16T nia i i na nia
F o i nia o nla o nia nla
G ] nia ale o nia ria ™ nia
1 [ g nia i o nlx nls nia
Tatal 1 988 14667 ] v ] 0 o
"Al - Commercial

“Ad - Rezdental

Nate Tabes A1 51, and 1 i P st LAY bloseer Fian

2816 BUSINESSES REQUIRING RELOCATION ASSISTANCE

Al office, hotel, retail, commercial and light industricl uses acquired
under this cllernative can be relocaled to the LAX Northside
Development or absorbed in the local community.

To address these spscilic properties and to facilitate all business
locati to LAX Northside, the Relocation Plan envisions the
lisk of a Busi Relocation Program under the auspices

of the LAWA Business Development Bureau. This program would
administer compliance with the provisions of the Uniform Act and

ather regulations and weuld provide assl to individual k
owners.
2.8.1.7 SURVEY OF OWNERS, RESIDENTS AND BUSINESS

OPERATORS

areds.) rvey of &
the willingness lo relocate to the LAX Northside and the potential
costs, lime frames and special needs.

2.8.1.8 UTILITY RELOCATIONS
The acquisition areas contain a variety of above- and below-ground

ulility lines and faciliies. Investigation and planning for these
localions would be required to complete the work on lime.

Q
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LAX Master Plan Addendum

2818 WESTCHESTER SOUTHSIDE DEVELOFMENT

Allernative D of the LAX Master Plan idenlifies the LAX Northside
Development as the bossline for addilional development north of the
airpart.

2.8.1.10 SEQUENCE OF ACQUISITION

Master Flan property acquisition would need to be completed in the
first stage of Master Plan implementation. Relocation sites would
need 1o be available belore the acquired property can be vacated
and redeveloped. The land acquisition process can take many years
and it is recommended that cerlain planning actions, categorically
exempt frem the California Environmental Quality Act (CEQA) and
categorically excluded from MNational Environmental Policy Act
(NEPA), be underiaken at the earlie
aequisition ond pha >a

seloped in conjunction with

2.8.2 RELOCATION ASSISTANCE
The Uniform Act, as amended, governs the relocation of individuals

and busi P by p paid for in whole or part with
faderal funds. Since Alternative D requires the purchase of property
in order to complete construction of the project, the Uniform Act
establishes minimum stendards for relocation assistance and
compensation as follows:

+ Relocation advisery and financial assi shall be lable for
individuals and businesses that must relocale as a result of the
public acquisition of property; and

+ Basic standards and requirements for appraisals and acguisition
shall be followed in acquiring real property.

The provisions of the Uniform Act are sel forth in the Code of Federal
Regulations, 49 CFR Part 24, for federal and state agencies that are
either acquiring the property or providing the financial assistance to
do so. In order to comply with Federal, State and City of Los Angeles
regulations, LAWA would establish a relocation assistance program
with the following components:

2-114  Dam  June 2003 LAX Master Plan Addendum
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

2.9 COLLATERAL DEVELOPMENT-
ALTERNATIVE D

The LAX Northside Development Plen would develop approximately
340 acres of airport-owned land for various uses in Alternative D.

The LAY, Northside Devel t would be patible with and serve
the needs of the Westcl idential ¢ ity. A Village Area
would be developed as a new town center. The Village Area would
be pedestrion oriented and heavily londscaped to provide an
attractive and presperous commercial center for the residents and
airport visiters. On the east end, the project would include uboul
1,360,000 square feet of office space, 650,000 square feet of hatel use
{1,000 rooms) and 100,000 squars feet of retaillrestaurant space. This
new Village Area would be the proposed new town center lo serve
the Westchester residential community.

The LAX Northside Development would include a business park with
additional office, retail and hotel space, which would be located east
of the existing goll course. The business park would house
compatible airpert facilities and light industrial uses relocated from
the acquisition areas. The proposed development would likely
include 1,580,000 square leet of office space, 870,000 square fest of
hotel use (1,400 rooms) and 130,000 square feet of retailfrestaurant
uses. The LAX Northside Development would also include 1,170,000
square feet of research and development business park use and
750,000 square feet of airport related uses.

The criginal LAX Northside Development (see Figure 2.8-1) provided
enfitlements for 4.5 million square feet of development, subject to o
limitation on the total number of daily vehicle trips (a "trip cap’).
Alternative D includes o proposed reduction in the exisling trip cap
included in the original LAX Northside Development. The reduced
trip eap would limit the amount of lolal daily traffic generated by the
LAX Northside Development to a level comparable to that associated
with the Westchester Southside Development proposed under
Alematives A, B, and C. The lotal development of the subject
property shall not generate more than 3,152 project-related outbound
Vehicle trips in the am. peak hour, and 3,040 projectrelated=1
eutbound vehicle trips in the p.m. peak hour, resulling in a reduction
of 50 percent from the approved LAX Nerthside trips of 5340 in the
e.m. and a reduction of 57 percent from the approved LAX Northside
trips of 7,000 in the p.m. The amount of trips generated by a project
shall be based on the trip generation rates used in the June 2003
Supplement to the Drait EISEIR transpertation analysis and on
square footages of the proposed development, under the LAX
Northside Development. Estimates of the number of trips generated
by specific projects shall be made prior o issuance of building permit
and shall be documented so that the total number of trips generated

LAX Master Plan Addendum Oraft  June 2003
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by ongoing development is mon d and reviewed for

with the maximum allowable number of am. and pm. peak trips
deseribed above for each new on-site development. The precise
square footage and allocation of land uses associated with LAX
Northside under Allernative D have not been identified, but would
include o mix of office park hotel, retailirestaurant and

P (RMD) busi park uses, similar to the
eriginal LAX Northside Development.
A v of the LAX Northside Development is identified below in
Table 2.9-1.
Tabls 281
LAY, NORTHSIDE DEVELOPMENT
) 1,550,000 . .
Hotel (1400 rooms) B70,000 =q. It
Ratail Festauran 130,000 5. h
R/D Business Park 1170000 sq. il
Airport Relalad 750,000 . it
Tetal Development 4,500,000 sq. ft.
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ALTERNATIVE D DEVELOPMENT AND REFINEMENT

2.10 CONSTRUCTION SEQUENCING PLAN -
ALTERNATIVE D

The following is o general overview of the sequence of activilies that
would be required lo complste the phased development of
Alternative D. Construction on a large scale con cause vehicle and
pedestrion cengestion, increasing security sulnerability,. Planning of
each construction phase would include octions lo alleviate

| bilities. This ive establishes o phasing and sequencing
plan broken down into three distinct phases. This sequencing plan
was developed independent of financiel, operational and existing
|ease consireaints. The chronclogy lor these lucilities is depicted in an
order that is consistent with the pricrities established by the LAWA
stafl,  Figure 2.10-1 graphically depicts the Phase 1 projecls
associated with Alternative D.

Phase [
|. Recenstruct and recrown Runway TR/25L approximately 50 feet
1o the south, construct new full-length parallel taxiway between
Runways 7R/25L and 7L/25R, and relocate Navaids associated
with Runway 7R/25L.

2. Redevelop the Continental City lot into a new ITC containing
9,127 parking sialls, This facility would provide short-lerm
parking and would contain a physical link to the existing
Green Line transit station ot the corner of Aviation Boulevard
and Imperial Highwary. The link would provide power-assisted
moving walkways to assist passengers transferring o and
from the Landside APM systam.

3. Reconfigure the existing long-term parking lot west of and
adjacent to La Cienega Boulevard (southeast surface parking).
This facility would contgin approximately 5,470 parking
spaces. Passengers using this lot would be shuttled to the ITC
via @ busing operatien and transferred lo the Landside APM
for transit to the CTA.

4. Relocate existing oif-site wiility infrastructure impacled by
development program.

5. Construct a baggoge tunnel from the site of the future GTC o @
the existing CTA.

6. Consiruct o new access roodway system east of Aviation =R
Boulevard including Century Boulevard overpasses. These
roads provide access to and irom the ITC and GTC.

7. Construct o new RAC facility in the general location of the
existing long-term parking lots C and D. A 150.000-square foot
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LAX Master Plan A ]

cuslomer service center including o 9,000-stall, four-level E§_931 144

ready/return parking garage would be located north of 9&"‘ :

Strest. This project would be completed In two phases. Upan Ao Do St

the completion and opening of the GTC, the public parking e 40829 P
component of Lot C would be transferred to the GTC, and e By Lol
series of maintenance faciliies and vehicle storage lots would S

be distributed to the north of the service center. In the peried e ey Sealtos

between the completion of the RAC service lacility and the oo g3 18

o Toe AFM use? W ihis s

opening of the GTC, rental car companies would shultle

vehicles irom the exisling lots to the new customer
service/ready return garage.

8. Consiruct the West Employee Parking Garage containing
12,400 parking stalls. A lidated ploy ity
screening facility could be developed as part of this project.
Shuttle buses would transport employses between this lot and
{heir raspective employer locations.

9, Demolish the existing parking structures in the CTA, relocate
necessary ulilities and complele site preparation for new
terminal focilities.

10. Construe!  off-site roodway improvements required for
Alternative D as per the approved Transportation
Improvemnents Phasing Plan for Allernative D of the Master
Plan.

11. Construet four new terminals in the area currently cccupied by
the parking garages in the CTA.

12. Construel a new above ground Landside APM from the CTA to
the GTC, ITC, and RAC. An associoled Landside APM
malntenance lacility and test track would be located in the
basement of the ITC.

13. Install new baggage security and distribution systems in the
CTA and the GTC, including linkage between the two facilities.

14, Construct the GTC north of Century Boulevard and south of
Arber Vitge Sireet, between Aviation and La Clenega
Boulevards. This would also include the construction of three
new parking garages containing total of approximately 7,515
parking spaces. A new commercial vehicle staging area
would be developed north of the northern-most parking
structure at the GTC.
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ALTERNATIVE D CONSTRAINED ACTIVITY.

locetion of airport facilities to accommedate projected air traffic
demend.  Thus, eirport focility plonning is a local government
function. Local agencies plan for efficient and comp ible airports
and surrounding land use in their communities with the least amount
of eernal impacts on people ond the environment,

The starting place for the facility design concept for Alternative D was
to design basic airport and ground cccess facilities that enhance
airport safsty and security while retaining the ability to serve aviation
activity equivalent to the projected Na Action/No Project level while
reducing the impacts associated with the No Action/No Project
Alternative, This design approach wos an ilerative process that
reapplied projected market forces to the constrained facilities la
farecast the changes that weuld likely occur at LAX if this palicy and
the associated lacilities were developed. Finally, the airport and
ground access locilities were refined, as necessary. to best reflect the
forecast for the constrained markel chonges.

The most constraining component of an airpert defines the practical
eapacity’ of the entire airport. An airporl is a complex system made
up of components through which passengers and aircrait flow in a
sequenticl order. Aircraft arriving at the airport pass through the
airspace, Jand on the runways, travel on the taxiways and proceed to
the terminal gates to unload and reload passengers. Once loaded
and ready lor departure, the aircraft pass through these same
components in reverse order.

Passengers move through the system ina similar set of sequential
steps. Departing passengers trevel on local roadways and on-airport
roads, arsive ot the terminal from the curbiront. parking, or other
shuttle facility, are processed in the terminal and procesed to the
designated aircralt gate for boarding, Arriving passengers generally
proceed through these sleps in reverse order upen arrival at an
airport.  Exceptions for arriving passengers include domestic
connecting passengers who board other flights, internatienal arrivals
who move through FIS facilities and baggoge claim belore they
connect to other flights or use ground transportation facilities.

Each component of the acirport system, the girfield, terminal
passenger facilities and the curbfront, has an operational or
passenger capacity that is a function of the physical characteristics of
the component. The annual passenger level served by the overall
airport sysiem is related to the hourly capacity of ils weakest
component. The relationship bstween hourly aircrafl operations,

? The “unconstrained avimsion demand forecast profile” refers to both the volume crd
seannar i vhich et i
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ALTERNATIVE D CONSTRAINED ACTIVITY

alrport activity profile. It is reasonable to compare historical aviation

activity statistics among several airports; however, it is of litle value to

compare forecast levels of passenger and carge activity without

knowing the above listed market foctors for rh ]
[l s historical 1

A projected design day and annual performance measure of total
passengers and total cargo has been computed lor each Master Flan
clternative, Allernative D has a passenger and cargo activily level
that is determined by the ability of facilities in that alternalive io serve
the unconstrained market demand. Figure 1.2-1 summarizes the
Master Plan alternatives and their corresponding activity levels. The
Mo Action/Mo Project Allernative is limited by the capacity of the
curbiront in the CTA where passengers are dropped-off and picked-
up in front of the exsting terminals. The resulting annual passenger
performance measure of this allernative is approximately 78.7 milllion.
Alernatives A and B include a filth runway and were designed to

serve the 2015 ¢ d d forecast. All ive A and B
would sceo date approximalely 97.9 MAP* Allernative C's
proj i onnual pe activity level served is limited by the

capacity of the fourru
approximately 89.6 million
Ma lives C : Cu i Cli 5

the . er Pla aclion 33:2. ‘Extensive analysis is
included in that document, establishing the levels of passengers that
each alternative is designed to accommodate. Allernative D was
designed to accommodate opproximately the same level GE@B
passenger activity as the No Action/No Project Allernative.

system and is forecast

=H

3.3 2015 ALTERNATIVE D ACTIVITY

The following sections discuss the activity levels associated with
Alternative D in 2015. The plans have been developed to provide gate
facilities that would promote a regional solution to air travel for lh
Los Angeles region,

L The “unconstrained aviotion demand loracast prefile” refors bo both the velurme and
manner in which irdine operations are conducted.

LAX Master Plan Addendum Oraft June 2003 34
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ALTERNATIVE D CONSTRAINED ACTIVITY

3.3.1 AIRCRAFT ACTIVITY

Aliernative D peak hour aircrafl operations activity wos projected

- he ty of the existing four-runway system at LAX in (=]
s in litions. Given that the airport was operating with
high peak hour delays and a significant ber of c lled flights
during poor weather conditions in 1996, peak hour operations in the
2015 activity scenario were projected not to exceed the 1996 Ievel.s.@
However, operations were projected to increase in other hours as
warranted by market demand.

The resulting total daily aircraft operations are lorecast to be the
same as the Mo ActionMo Project Alternative and less 'Lhu
Alternative C. This diference in tolal operations is due to the fact that
Alternative D would not be designed to accommodate the same level

of cargo activity as Alternative C (and the other build alternatives). It

is also projecied that design day cargo aircrafl operations levels
would be below the unconstrained forecast operations demand.

332 PASSENGER ACTIVITY

As slated previously, Alternative D would be designed to
accommedate the same design day aircraft operations as the No
Action/No Project passenger level. The passenger activity that would
be expected in 2015 with Al ive D was d ined based on the
design of the Alternative D gale incilities and the projected airline
response to the constrained facilities. The following sections describe
the steps taken to dsvelop the Alternative D constrained design day
forecast schedule.

A passenger capacity analysis was conducted lo allow aircraft size
las measured by enplanements per departure) to increase beyond
1896 and 2000 levels without significontly exceeding the 2015
uncor d forecast enpl its per departure for each air
service region. This enabled the enplanements per departure ratios

for the domestic and international fleet to grow to a level between the
2010 and 2015 Master Plan f 1. The ge o fleet size
(again measured by enplanements per departure) was able to grow

to the 2015 unconstrained forecast level. On average. the proportion

of air carrier and commuter cperations resulls in an enplanements
per depariure ratio similar to the No ActionNo Project Alternative.
The ability to increase oircrall size, thereby increasing passenger—r
levels, was limited by the number and type of gates available under =
the Alternetive D terminal design. By comparison, Alternative C was
designed to test the limit of the market to serve passenger and cargo
demand within the constraini of a four-runway system at LAX. Gate
space is provided in Allernative C as necessary to accommodate the
projected increase in average flsst size thal serves both the

LAX Master Plan Addendum Oraft  Juno 2003 3-5
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ALTERNATIVE D CONSTRAINED ACTIVITY

international and domestic markets. As the projections in the
following section indicate, the design of Allernative D would
encourage airlines lo choose the most efficient use of the gate
facilities at LAX and suppl high-frequency domeslic service at
cther airports in the region.

3.3.3 AIR SERVICE CHANGES

Aliernative D is projected to meet B7 percent of the unconstrained
2015 O&D p demand and 82 pi t of the 2015
i tional p ger d d k \, Figure 3.3-1, Figure 3.3-2,
and Figure 3.3-3 present o comparison of forecast air service
operations belween the No Action/No Project, Alternative D, and
unconstrained demand at LAX. The forecast of air service changes at
LAX. as a reaction lo the airport facilities available under Alternalive
D, iz based on the foll jections and i

g proj F

+ High priority would be given by the airlines to accommodating

O&D passengers. However, it would still be important lo

maintain @ minimum level of connecling passengers fo
maintoin LAX's role as a hub and an international gateway.
Acce dating O&D p s would be imized to the
axient possible within these guidslines; resulting in 87 percent
of the 2015 troined O8D d d forecast being
dated in Al tive D. The projected number of
Alternative D 0D p as a p t of total
passengers would be similar to the forecast for Alternative C.

+ Commuter operations would likely be reduced from 1996
levels, consistent with the forecasts for No Action/Me Project
Alternative and Alternative C, in order to maximize the number
of passengers that could be served with a limited number of
operations. Il is also projected thal some of the forecast
commuter O&D demand would be served by domestic air
carrler flights,

+ D ic alr carrier cc ]k s would decrease
from 2015 forecast levels to reflect the projected loss of
a ¥ from flights.

+ The domestic air carrier hourly profile would be de-peaked
and service would be reduced from 2015 unconstrained
forecast levels in the Central, Eastern, and Asia-Pacific regions
\o reflect the projected response Irom the airlines to the airfield
constraints. The airlines would adjust their schedules to allow
for more profitable and less flexible inlemnational operations to
be scheduled at peak periods. Time zone and airport
operating ictions at ional d ions in both Asia

LAX Master Plan Addendum Draft  June 2003

36

Page: 155

Saguance rumber. 1
Auther. Darny Sehamier

Suject: Mete
e TR0 101424 PR

T crange e misT

CLN LY

ALTERNATIVE D CONSTRAINED ACTIVITY

and Europe place limitations on the arrival and depariure
times for flights to these world regions.

¢ Thep of d ic and international air carrier O&D
passengers would increase os the airlines atiempt to serve the
unconstrained forecast O&D demand with fewer operations.
As a result the projected percentage of connecting passengers
would decrease,

-

The cverage circralt size would increase from existing levels (Zl
without significantly ding the ained forecast

seats per departure for each ;ir service component, This is
reflective of the already large fleet size serving LAX.

Cargo operations would be equivalent to those forecast in I.he
2015 No Action/No Project Alternative.

-

Totul general aviation activity would remain ot 1998 and 2000
levels and cperations would move out of peak hours to crvaid
excessive arrival and departure delays.

Table 3.3-1 contains a comparison of the resulting 2015 Alternative D
aviation activity forecast, the actual 1996 and 2000 aviation octivity,
the unconstrained 2015 forecast and the forecasts for the other
Master Plan alternatives, The corresponding aircraft operations and
passenger activity profiles are contained in Appendix F.

3.34 CARGO ACTIVITY

The Alternative D cargo activity is determined by the amount of cargo
sort space ovailable to process corgo lonnags. This sert space
would be measured in square feet of cargo building space. The
Alternative D carge lociliies would be sized 1o cccommedale
approximately 3.1 MAT, which is the tolal cargo volume forecast in
the constrained No Action/No Project Alternative.

The effective constraint on cargo activity in Alternative D would be the
lack of sufficient carge building space to process the unconstrained
cargo aclivity forecast. The most effective representation of this
constraint is illustrated by the utilization rates, or lons per sguare foot,
for the aveilable warehouse space. A commen benchmark in the
industry is to process approxmately 0.9 to 1.0 annual ten of cargo for
euch square foot of cargo warshouse space available. Higher space
utilization rates, ranging from 1.1 to 1.42 annual tons per square foot,
are expected for d i P cargo, with lower space
utilization rotes, ranging from 0.5 to 0.6 emnual ton per square foot,
expected for international [reight due lo the added time associated
with custems clearing and fewer availoble flights.

LAX Master Plan Addendum Draft  June 2003
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ALTERNATIVE D CONSTRAINED ACTIVITY

The space utilization rate (ewcluding air mall) caleulated for
Alternative D is 1.22 tons per square foot. This rate is based on 2.3
million square fest of cargo building space and approximately 3.1

il B sk MAT of cargo. It is the weighted average of the domestic and express
Sequerce number: 2 cargo (approximately 2.09 tons per square foot) and international
T cargo {approximately 0.8 tons per square fool). Based on current
e i e - - cargo activity, the split is 32 percent domestic and 68 percent
el . international.
The cargo space utilization rates for Alternative D exceed hoth the
industry benchmark rates and the high utilization rales already
experienced ot LAX. Improvements in carge technologies and
building efficiencies would be needed to realize the future utilization
rates projected for Allernctive D, If regional air cargo demand
forecasis are achieved, additional cargo demand pressure will be
ploced on other regional airports lo process a greater proportion of
the regional cargo activity closer to the source of the demand.
LAX Master Plan Addendum Draft  June 2003 3-8
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e, How s thia possisle anawhy?

1887 ond in more current years when feasible and
appropriate, to provide more up-o-date information.

Adjusted Envi tal Baseline: This baseline compri

the same on-airport historical airport activity (1996) and

as in the Environmental Baseline -

st off-aportland e Gely

years of 2005 and 2015, Except for these two jactors, the
Adjusted Environmental Baseline Cenditions are identical to

\he Environmentel Baseline - Existing Conditions. This scenario

was developed in accordancs with CEQA guidelines, to satisfy

the CEQA need for determining project impacts.

Alz2 BASELINE UPDATE

In

ing an updated parison of the Draft EIS/EIR baseline

year, 2001 constitutes an anomalous year due lo the September 11,
2001 terrorist attacks on the World Trade Center and Pentagon.
Those cvents had o profound impact on aviotion as clmost all
domestic aviation activity citer Seplember 11 2001 was driven
downward by those events. In response 1o the attacks, Congress
approved the Aviation and Transportation Security fct. The Act
required that all security checkpoints be non-privatized and
operated by federal employees hired by the newly formed
Transportation Security Administration (TSA) end 100 percent
baggage screening be performed at all commercial airperts by
newly purchased Explosive Detection System (EDS) machines. LAX
coordinated with the TSA to meet Congress’ deadlines for federally

o

ted security checkpoints (N ber 2002) and 100 percent

baggage screening (Dscember 2002). The heightened level of
security at checkpoints also required the increase in the number of
passenger through lanes. This was accomplished by purchasing
additional Electronic Trace Detection (ETD) machines which
allowed more efficient passenger processing.

+

Since LAY traific is projected to eventually fully recover, 2001
baseline-related data tends to overestimate project impacts for
many disciplines.

Further, although the typical month for the design day
schedule (August) would be unaffected by September 11, 2001,
the ratio of peak month activity to annual activity is
exceptionally high, due to the overwhelming fourth quarter
decline in activity. This tends to und: imate envire tal
impacts for many disciplines.

A-2 Deaft June 2003
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APPENDIX A - EXISTING BASELINE COMPARISONS ISSUES - 1996 to 2000

For these reasons, the use of 2001 data as representative of current
comparisen condilions is inappropriate.

The most recent “normal” year for which a complete dalaset is
available is 2000, That year is evaluated in this report as the basis
for consideration and cc ison of how "current” conditions have
evolved to some extent from the baseline conditions gnalyzed in the
Draft EIS/EIR. The report also assesses whether the passage of
time from the publication of the Draft EIS/EIR has had any material
effect on the nature of the "No Action/No Project” alternative.

This change In aviation activity is discussed in detail in the following
sections of this memorandum.

A2 BcTiviTy CHANGES
A21  NATIONAL TRENDS (1996 to 2000)

+ In the five-year period between 1995 (a year for which FAA
annual daola was reodily availoble) and 2000, total
enph nts of US. e ial airlines increased from
544.8 million to BB0G million, an increase of 212 percent.
During this same period, domestic traffic grew from 496.3
million to 605.8 million, or 22,1 percent. International traffic for
U.S. airlines grew from 486 million to 548 million, a 128
percent increase. The couse of this commercial alrline
passenger increase is largely atiributed to the continued
growth of the U.S. economy; the Gross Domestic Preduct
(GDP) grew from $7.5 trillion in 1995 to 59.2 trillion in 2000,
During this period the average annual economic growih rate
{os determined by GDP) remained over 3 percent; an indicater
that passenger traffic should increase at a similar rate. In focl,
as measured in constant dellars, the GDP grew at an Average
Annual Rate of 4.1 percent between 1995 and 2000.

+ A number of trends were apparent in commercial air trovel
during the 1996 ta 2000 peried, the most notewerthy being the
confinued keen competition among airlines. A number of “low-
fare” airlines initiated service and while some lailed, others
were more successful. One of the original “low-fare” airlines,
Southwest, continued to expand during the period at a faster
rate than most other airlines. The “full-service” airlines such
as American, Della, and United also continued to offer
innovative service and expand their route systems to blanket
the country and the world. Airline clliances between domestic
carriers and foreign flag airlines slightly lowered cosls for the
members of each alliance.

LAX Master Plan Addendum Dralt  Juno 2003 A-3
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airline langueage) continued to decline from 1996 1o 2000. One
reason for the decline in fares was the use of newer and more
efficient gircralt, as well os the continued reduction in airline
ficket sales and distribution costs. Therefore, as the cosls of
aperation to the cirlines continues to decline, the dirlines heve
chosen to pass these economics on 1o the passengers in the
form of lower rates.

+ Turboprop gircraft continue to be replaced by regional jet

gircrall. Passengers perceive this type of agircralt as providing

a safer, quicker and more pleasant experience.
Regicnal/ P tralfic grew during the 1996 to
2000 period of cpproximately twice the rale of all alr
passengers, parliclly asa result of this trend.

+ Air cargo traffic also continued to grow during the 1995 to 2000
period. Revenue Ton Miles (a ton of air cargo flown | mile)
incresed from 23.2 trillion in 1995 to 30.1 trillion in 2000.

International trafiic grew at obout twice the rate of domestic m‘r@

corgo, bul both benefited as s and
continued to insist upon “just-in-time” delivery of goods.

A22 REGIONAL TRENDS

+ In the pericd from 1996 through 2000, the roles of the alrports
in the Los Angeles Basin remained constant. In 2000, LAX
continued to serve as the dominant air service airport with
almost 70 percent of the domestic enplanemenis and virtually
all of the international enplanements in the reglon, serving 67.3
million annual passengers (MAP) or 76.0 percent of the
regional lota); up from 74.3 percent in 1995. It is expected that
the market share will decrease over lime, however, the
number of passengers using LAX will continue lo increase. In
2000, a fotal of 150 destinations were served from LAX: 84
domestic; 5 tansborder (Camadian) and 61 other
international. John Wayne (SNA), Ontario (ONT), and Burbank-
Glendale-Pasadena (BUR) airports augment the air service of
LAX. In 2000, SNA served 7.8 MAP, representing 8.8 percent of
the region's traflic; down from 9.4 percent in 1996. Physical
and policy constrained to limit growth at SNA. The cities
served from SNA and OMNT are principally western u.s.
markets and select mid-continent hub airports. ONT gained
international senvice to Canada and Mexico during the period
and likely has the most potential of the secondary airports to
accommodate future growth. ONT passenger traffic increased
to 6.8 MAP in 2000, yet its market share fell from 8.0 percent in

A-d
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APPENDIX A - EXISTING BASELINE COMPARISONS ISSUES - 1996 to 2000
1995 to 7.6 percent in 2000. Passenger traffic at BUR declined
slightly between 1896 and 2000, dropping its market share to
54 percent. The only BUR market east of the Mounlain Time
zone is Dallas/Fort Worth.

Palm Springs (PSP) and Long Beach (LGE) conlinued to serve
a very limited passenger air carrier role in the region. PSP
traffic increased from 1.1 MAP to 1.3 MAP, but its market share
remained at 1.4 percent. PSP offered service to 13 domestic
and 2 transborder destinations in 2000, Despite its relatively
convenient location, scheduled air service at LGB expanded to
six markels in 2000 from one in 1996. LGB's market share
remains at less than | percent.

Ohnard (OXR) and Palmdale (PMD) have histerically provided
enly commuter flights to LAX. There has baen no scheduled
service from PMD since April 1988,

Table A-1, Passenger and Operations Comparison, 1996 vs.
2000, presents the possengers and aircrafl operations ot the
region's airparts in 1996 and 2000

Table A1

Passengsr and Operations Compariscn, 1996 vs. 2000

Passengees (000s) Masket Share
1998 2000 1956 2000
Primery
LA 57975 67303 % TN
Secondary
SHA 7308 nm L6% 2.4%
ONT 5253 6.75% e s
BUR 4838 4748 A0.5% 6.1%
psP LIS 128t 5% L4%
LGB 45 638 10 0e%
Commuter
Other’ 140 111 -5.6% 0.2% 0i%
Tatal Region TE.084 28,611 3.2% 100.0% 100.0%
Rizcraft aliens Market Share

1596 2000 ARG 1838
Frimary - = = o
LAX TE3868 TETAT 0% nI% 35E%
Secondary
SHA 468811 367,862 -45% 19.7% 18.0%
ONT 154314 155,501 0% B.A% 7%
BUR 184,803 150,763 4% 78% 5%
PSP 0,585 96,103 1.5% 38% 45%
LGB 477,364 e 5.6% 200% 176%
Commuter
Other* 242,699 206.319 -4.0% 10.2% 96%
Total Regien 2382442 2153425 23% 100.0% 100.0%

I = AAG = cvwroge anmaal compeund growth rate fom 1935302000, =
T Ofhee = Imparict Courty, Oxnard, end Palmdale. Van Nuys is not included. =
Sou wLendnaim i Brown, -

LAX Master Plan Addondum Draft  June 2003 A-5

Page: 174

Saguence member 1
Mughor Densy Schrider
Subjact Hote
Due; BI000 RS2 P
finca 1908




LAX Master Plan Addendum

+ Growth at many of the regions’ airporls continued lo be limited =0
by caps on daily or annual air carrier aircralt operations, the '
medmum number of lerminal gates, and veluntary/inveluntary

P fews. T | congestion and readway delays

also continued 1o influenee future demand and the allocation of

demand ameng the reglonal airporis.

+ The wholesale use of regional jets has not been experienced in
the Los Angeles Basin, even though regional jets hove been
deployed at airports acress the country for most flights under
300 miles, except for the densest markets. Turboprop aircraft
hove become almost extincl at many airports. Regional jets are
highly desired by the traveling public over turboprop aircraft
due 1o the availability of cabin service and lavatory lacilities,
reduced eabin noise, and a perception of safer operation. Most
regional jets are configured with 50 seats, although models
range [rom 36 1o 70 seats. Regional jets are also frequently used
to replace small norrow bedy aircralt in markets where demand @
is lower, Often the use of regional jets in place of narrow body
airerall in 'thin demand’ markets resulls in better air service dus
to an increase in the numbsr of dally scheduled departures.
Even so, there was no scheduled service on regional jets from
LAY in 2000 and the number of regional jet departures at the
other regional airperts had dropped 64 percent since 1996.

L]

+ Turboprop and prop aircraft rep a smaller | b

of the regional fleet in 2000 compared to 1996. Wide body {twin-
agisle] aircraft maintained their share of the regional fleet
between 1896 and 2000. The workhorse class of aircraft in the
region remains the norrow body (single-aisle) jet. Narrow
bodies can be as small as 80 seats (Fokker F28) or aslarge as o Eﬁl
single cluss Bosing 757 with 226 seals. Narrow body jets
expanded their share of the flest between 1996 and 2000. The
reduction in small turbopropfprop and regional jet aircralt
operations and the increased use of narrow body jets, resulted
in an increase of 11 p in the fs] ber of seats on
scheduled aircraft, from 120 to 133 seats in the region (12510 137
at LAX).

+ This increase in average gouge (seats per departure) means
more passenger seats are avallable for the same number of
airerall operations. In the region, PSP provides the most vivid
example. Scheduled departures declined 13 percenl in the 1996
to 2000 period while gauge increased 30 percent, resulting in an
inerease of departing seats of 13 percent.

+ At the same time that the average gauge was increasing, the
length of the heduled flight from the
regional airports alse increased. The average length of haul

Draft  June 2000 LAX Master Plan Addendum
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APPENDIX A - EXISTING BASELINE COMPARISONS ISSUES - 1996 to 2000

increased by 20 percent between 1996 and 2000, from 864 miles
io 1,038 miles (1,025 to 1,208 miles from LAX).
A23 COMPARISON OF 2000 TO 2001 AND
BEYOND
Although 2001 has not been used as an update comparison year for
the LAX Drait EIS/EIR, it is useful to acknowledge trends that were

observed prior 1o the September 11, 2001 lerrorists attacks to
analyze how traffic is recovering and to determine the impeet of the

recession that begem in 2001.

+ Following September 11, 2001, air travel declined at most U.S.

cirperts: in addition, the economic recesslon exacerbated the
schedule cuts. For the industry as a whole, revenue passenger
miles declined 32 percent in September 2001 compared to the
previous year. Compared to 2000, traffic decreased 26 percent
in October and 20 percent in November. During the holidays
(Decamber 20 to January 2) traffic declined 12 percent
compared to the hollday season o year age.! As shown in
Figure A-l, Revenue Passenger Miles (RPM) Percent Dscrecise
from 2000 to 2001, all of the top 10 carriers experienced
decreases in traffic in the fourth quarter of 2001, with the
exception of Southwest Airlines.

While individual airports have been affected differently, activity
at most airports app tobe ing. A review of individual
airport statistics shows that the industry averages reflect a wide
range of airpert traffic fluctuations (see Table A-2, Los Angeles
International Airport Scheduled Seats Comparison). The cost
reduction measures of the airlines hove disproportionately
aifected cerlain airports, while other airports recovered guickly
and are neow back to pre-September 11, 2001 activity levels.
Particularly hard hit hove been the large coastal airperts such
as LAY, which had much overlap in competing airline service lo
certain marksis, and small spoke airports, which often were
marginally profitable. Many of the small “spoke” airports have
seen ial jet service d ized

1

Air Transpart Association, 2002
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September 11, 2001 due o reductions in business travel brought
on by the economic recession. The protracted duration of the
recession has led many industry observers to believe that full-fare
business travel may never return to the levels experienced in the
1990s. Business travel has experienced a fundamental shift to
advance purchase licksts, extending trips ‘o take advantage of
lower fares that require Saturday night stays, and conducting
more fings via video co as.

Ac 0 01

+ Prior to September 11, 2001, the number of passengers served ot

LAX was relatively constant with 2000 levels; after the terrarist
altacks, LAX was one of the disproporiionately affected airports
inthe US, LAX p yer traffic declined by 25 p for the
fourth quarter of 2001 compared io the same period In 2000, As
shown in Figure A-4, 2000 ond 2001 Total Passenger
Comparison, LAX is showing gradual recovery; tralfic was down
33 percent in September, improving 1o a decr of 20 p t
in December. During January emd February 2002, passenger
traffic was down only 17.5 percent, compared to the same two
months in 2001.

In October of 2001, the airlines introduced regional jet service at
LAX. The introduction of regular regional jet service was likely a
reaction to reduced p ! d following September 11
2001 and the demise of United Shuttle. %El

June 2003

LAX Master Plan Addendum

# g
SEEEES BEBUEEIENISSTERLEGE i
% Page: 177
Sequance ramber 1
|z 833238 3BSEIENRISACARSEIEE g S e
R LR R 3 BT
282 ddadvs ddvdaavIAsTes CERL ] e
i = ]
. |8 EEERES @%EEﬁﬁgﬁ?ﬁﬁﬁiﬁgﬁﬁﬁs £
E :'*‘E"" EhgrEssnsunyosdEgs
Sg shifad RYgEciEEISiaiiiEis 3
ag SEBREE SEERIIIBEERESELERYY
#
| gs szases a3 98538
. | Slg Zg2g E : 54
k HERRE S bide’ =
2| g2 55488 s8sE zegs
185 335qe 25y FHEH
3 53 Ewode = seleld z --..E
§ BEBLES BEERE o
3 5 i
‘EIE
L -
58 s8¥EEE 382 3
gg 353%%; FEE 2
kS fEgass REYERES 3
. o cE® mw
3 E ZHBEBR RES g
|82 sidasg 5as .
5| g5 538853 5aa H
3 ﬂs BEBELY %8 .
1]
: {
3|2 BE82:E z#8% e
g ds sPgsis fnds ER
2 e FeSaED Sd= = E‘g 3
] - 3 - -
g I %&c%%g EES g 5s H
§ gERgRy 23d g 2
= é Friciciel ciciel e il 13
8 = £
: g B
E i 3 £ E i £ LTI 1 3 il
g B % .s23 .E-i E E-i =
Bpeci- z_gﬁ E§§3§§§-§ a s'% o
3 v Sdskainliiiieaaiisdilatag 2
+ In spite of the alorementioned events and economic downlums, ;
air travel has followed a general upward trend since the 1960s, Page: 180
increasing by an average of over 10 percent annually. An St
analysis of the major evenls mentioned obove shows that Sapeie
declines in air travel (or very limited growth) were typically wm v g sk it
followed by robust recovery. The general longer-term growth Trptanatin o i Ry hesds Thouid b previded.
trend helds true despite these temparary dips. While none of :
these events is comparable to what occurred on September 11, mmm
2001, the trends observed from these cccurrences can provide Dt 8722000 6:44.51 P » _— -
insight into the future. The new mill brings a 1 i - o
and o new “war against werldwide terrorism” that presents its e
unique set of uncertainties. However, il aviation history provides A, Doy Schide
any guidance, the current downturn will be offset by a B it s e g s
pronounced rebound. "t e 3 rbouns. e '
Two of the nation’s major air carriers, US Airways and United R ooy S
Airlines. filed for bankruplcy protection in the second half of 2002. e o 1.00:3 P )
Most of the major airlines were losing money before the events of i e Lol LRI,
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Regional jets inued to operate at LAY into 2002. In August of
2002, regional jets were scheduled to serve 13 markets, with over 59
flights per day! In 2000, all but two of these markets (Fresno and
Sanla Barbara), were exclusively air carrier markets and where not
served by commuter aircraft. It is expected that regional fet activity
at LAY will continue to increase in the future.

A24 AVIATION AT LAX

In support of the baseline year comparison update for various
environmental impact anclyses, a yeor 2000 design day flight
schedule was developed. This schedule was developed based on
LAY Air Traffic Control Tower (ATCT) daily airpert operations counts,
LAWA traffic siatistics, radar data, and the Official Airline Guide
{OAG) published schedule of arrivals and departures.

Bael = tions in the 2000 Desi ay Schedule

The ATCT daily activity counts from January through December 2000
were used lo define the wvolume of annual operctions that
correspond to the design day. The daily counts were reviewed to
identify the peak octivity menth and to compare fluctuations in
activity volumes by day of the week. August was identified as the
peak month with 68,871 total opsrations. Operations for the Peuk

Month Average Weekdery (FMAWD) in August were calculated to be

2,277,

The daily operations counts for all weekdays in August ware

reviewed to identily the day that would serve as the base for the

preparation af the flight schedule. Wednesday was considered a

good candidate doy becouse il is a "busy” day, has o good

represeniation of international activity, and is not likely to be aifected
by polential peculicr service patterns such as Monday or Friday.

Wednesday, August 16, 2000, was sslected as the represeniative day [?_@

for air carrier and commuter activity for the 2000 design day flight

schedule. The OAG schedule for this day was then modilied as
follows:

+ United Shuttle typically scheduled more flights each day than
would actually operate. Forty (40) flights were removed lo adjust
for this (737-300 and 737-500 aircrait anly). The number of flights
\o remove was determined by comparing the number of actual
flights to scheduled flights from the OAG.

+ Saturday is the typical peak day for international operations. To
fully reflect international service, 12 international flights from the

& Olficial Aidine Guids, August 14, 2002,
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Saturday, August 19, 2000 DAG schedule were added to the
design day schedule.

» Three charter fights were added to represent typical
operations.

August 3, 2000 was selected as o representative day for all-carge

operations, This was the busiest day of the month for cargc

operations. Design day carge operations increased from 76 in 1996

to 117 in the 2000 design day schedule.

+ August 3, 2000 was also used for general aviation operations.
The hourly distribution of general aviation operalions was
adjusted to correspond to the average hourly distribution lor
general cviolion operations for August. Design doy general
aviation activity remained ol 104 operations in 2000.

thts De: D chedul

The resulting 2000 flight schedule totaled 2.275 operations, some 40
more than the 199 baseline schedule and an increase of slightly
more than | percent. Commercial passenger operations remai
similar o the levels observed in 1996 (2,055 in 1996, 2,054 in 2000}.
The principal increase in design day operations from 1986 to 2000
was in all-carge activity, which mainly oceurs in oif-peak hours.
Several changes cccurred between 1996 and 2000 in the level of
activity for each air service category, primarily in the level of
commuier activity. Table A-8, 1996 and 2000 LAX Design Day
Activily, shows the number of design day operations and passengers
for each air service category in the 1996 and 2000 schedules.
Tables A-4, Hourly Forecast Design Day - Arrival Operations By User
- Year 2000, A-5, Hourly Forecast Design Day - Departure Operations
By User - Year 2000, and A-, Hourly Forecast Design Day - Total
Operations By User - Year 2000, show the hourly distribution of the
2000 schedule by region. Commuter activity was somewhat lower in
2000 than it was in 1996, while domestic air carrier and international
tralfic was higher.
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Table A-14 Page: 211

Bagueaca numser: 1
Design Day Pessenger Fectors Summary Austrar, Denvry Schaeider
Subject: Net

Daie: 427001 91408 PM

1596 Assumplions 2000 Assumptions "

Reglon __OBD Comnecting Lood Factor O&D Connosting Load Factas Hocke i

Domastic
Parilic TLIER TN T1E4% 6E.10% 31.90% 7351%
Central TALTE% A724% T1B4% GRIDN 31.90% 7351%
Easton TLIE% 224% Tha4% B8.10% 3190 Ta5I%
Commauser' 43.24% 50.76% A7BE% 4024% S0.76% 55.75%
Hepeaii T2 20.24% E9E0% BB.10% 31.50% a7.13%
Conada 59.71% A02TH TaATH BABEN /AN I
Meddco 5973% 40.27% THATS B458% B/IT% T8.TI%
Europe I 40.27% TEATS 6488% B1T% TBII%
AgioPocilic  5073% 0% TEATH BLEEN F512% RIIN

* Sased on 2000 domasiic and interrational OAD rétios and 1994 commiles DAD mfios

Source:  Landrum & Brown, 2002

Table /-15
Dusign 2
1986 Passengers 2000 Passongers
Connectin Conneciin
Region O&D g Tolg! __O&D' q Total

Demestic
Central 18,255 BATL 2526 20.556 5448 300002
Eaatern 23,332 B89 33l 28E1D 11,762 737
Commuler 3304 4291 7585 3731 4501 8,232
Howail 2074 3442 12,516 k] 3568 11,480
Tota! Domestle: 104,448 432080 147528 10608 51.768 156.277
international
Canada 1980 1384 33M ame am S0
Mexico 6105 4.181 0286 9376 sl 14,454
Eurcpe 4.733 3226 7.965 [ 3816 10,780
Asin-Pacific 350 7.028 17.378 _ 17.004 8300 26.304
Tetal Inernatienal: 23184 15.800 BSR4 FN053 20.315 57,358
Total Passsngess: 127,632 5E880 V6512 143562 72,083 215645
Y Bazed on 2000 demestic and jonal QD rotios ard 1934 OAD retias.

Seurce: Londrum & Brown, 2002

EENUEE L EURSUE S
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APPENDIX A - EXISTING BASELINE COMPARISONS ISSUES - 1996 to 2000

Table A-17

1986 and 2000 LRX Annucl Activity

2000
Domestic Alr Carrier 436,388
Commutor 172770
Tnternationsl 101,033
Cargo frf ]
General Aviaticn = 18412
Tetal TETATY

Sousee: LAWA records ard cir trofe eanral tewer counts, 2000

A25 LAND USE

The Geographic Information Services (GIS) off-airport land use
datebase used in the Dralt EISER has already been updated to
reflect year 2000 data.  That database identified parcel-level
information and consisted of two mjor components: off-girport land
uses and sensitive receptors (no idential)

Although the origina! off-girport land-use data was derived in 1934, it
was updated in early 2000 with data purchased from TRW.

Working with Psomas, PCR and Landrum & Brown cooperatively
updeted and refined the sensitive receplors database from October
1999 1o February 2000. As a resull, all GIS land-use and noise grid-
point databases are consistent throughout the Draft EIS/EIR.

Through similar research techniques, PCR plans to verify and update
the sensiiive receptors previously identified in early 2000 (e.g.
schools) if needed. Other off-irport land uses could also be updated
through the purchase of GIS data from a vendor such as TRW.

A28 GROUND TRANSPORTATION

i Traffi
Airport-generated vehicle trips are primarlly a function of O&D
5, not co ing 5. They are measured and

:.mu]yzed during the peak hour of airport activity, which is 11:00 a.m,
to Noon during the airport’s peak month/average weekday, which is
Friday in August. As a result, vehicular traffic is only indirectly related G:'EE

Page: 214

Sequencn numder |
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to MAP, and the cf in vehicular traffic ¥ years can

" FCH commurication with Mot Caraway of Psornas, 2002,
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appear counter-intuitive when caomparing to MAP changes during
those same years.
To determine the change in airpert-generated vehicle trips batween
1996/1997 and 2000, Ceniral Terminal Area (CTA) traffic count
information was collected from LAWA's in-pavement traffic count
program, The peak hour of commuter traliic is from 8:00 a.m. to 9:00
am, and from 5:00 pm. to 6:00 pm. The 1996 airport peak hour
\raffic data was collected in August, while the commuler peak hour
traffic count data was collected in March 1997. Both inbound and
sutbound CTA traffic counts were collected at that time.
To obtain year 2000 traffic count information for comparison to the
1996/1987 traffic count data, the corresponding data was abtained for
the airpert peak hour on Friday, Bugust 4, 11, and 18, 2000. The data
was averaged to produce trallic volumes lrem o representative
Friday in August. A similar methodology was used to estimate the
bound and cutbound CTA vol for the cc peak hours.
That data was obtained on March 17 and 24, 2000. The 1396/1997
CTA traffic counts were then compared lo the updated (year 2000)
traffic counts.

The inbound and outbound CTA traffic volumes fluctuated according
to peak hour aviation activity. During the airport peak hour, CTA
\raffic was approximately 7 percent higher in 2000 (see Table A-18,
CTA Trafie Comparison, 193 to 2000). During the morning
commuter peck hour, CTA tralfic was about & percent lower, and
during the evening commuter peak hour, it was about 2 percent
higher. These trends accurately reflect LAX aviation activity, whose
hourly peaking cf istics were adjusting bety 1996 end
2000, as discussed in the “Highlights of the 2000 Design Day
Schedule” in Section 24, Aviation ot LAX. Although the daily

passenger aclivity i d, the activity occurring during the
morning commuter peak hour decreazed, as activity shifted to
adjacent hours.

A-54 Dralt  June 2003 LAX Master Plap Addendum
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APPENDIX A - EXISTING BASELINE COMPARISONS ISSUES - 1996 to 2000
Page: 216
Table A-18 .
Aumer. Dany Sehnasder
CTA Tratiic Compasiscn, 1986 1o 2000 Sechoh
i u:.' o Lincaln g Verics by LAGOT durng the po st MTA, nd LA Dusnad of
CTA Tratfic! v L Tho iy ot bianos g
Tame Period inbound Culbaund Total i i
August 1996
Adrport Peak Hour! 5810 5380 11,280
March 1537
AM. Commuter Peak Hour 4,100 3200 7380
M, Commmuter Peck Hour* 4160 1480 8540
Augest 2000
Adrport Peak Hour* 6,500 5800 12100
March 2000
AM, Commuler Peak Hour* 3,760 170 £330
B M. Commuter Peak Hour' 4390 4410 2800
' Los Angeies Wesld Airpest, LAX AV rollic count date:
t Poic vt dafined os 1100 @m to 1200 nocn. Seusce: Updote Exating Condisons 10 1995, On- Alrpor Transporatiee:
966: Laigh Fisher Associotes.
' o0 e, o 8080 .+ Source: Upelte Existing Canditices bo 1906, On-Alsport Trantperess
I : L or Associaies
' P'&Murmradmw;:wsmpm Sowrce: Update Existing Candisions 1o 1955, Onfuspert Transpoetation;
Jura 3, 1536; Luigh Fisher Associates
% Awerage of peck hour trafhc on August 4 || end 18, 2000,
+ Aweroge o peak how trallic on Mesch 17 and 24, 2000
+ euroege el peaik hour traflic on Merch 17 and 24, 2000,
Sewree:  Laodrum & Brown, 3001
Off ort
Off-airport traffic analyses use the Adjusted Environmental Baseline
io to d ine traffic imp end mitigation under CEQA.
The Adjusted Environmental Baseline scenario does not use paseling
off-girport traffic conditions. Rather, it combines future off-girport
waflic conditions with baseline on-girport traffic  conditions.
Therefore, the off-airport traflic analysis is only dependant on the
baseline year as it perigins to the on-girport traffic, which is
discussed above. As a result, unlike the analyses for the other
disciplines, which use an existing baseline condition, the potential
changes in off-airport conditions that may heve transpired since 1998
are irrelevant for the off-airpert suriace transporiation analyses.
However, even though the Adjusted Environmental Baseline
Alternative uses only future traffic conditions, the regional traffic
facilities that are inc d into the modeling of these allernatives;
roadwary lanes, turning lanes, traffic signal improvemenis, etc. should
reflect the most recent chenges in the area’s road network.
Therelore, in coordination with the Los Angsles Department of
LAX Master Plan Addendum Dralt  Juna 2003 A-55
LAX Master Plan Addendi
Transportation (LADOT), the roadway network facility imp 1 Page: 2
that were implemented alter 1996 were identified. A lane _ag‘_s_j
configuration change on Lincoln Boulevard at Venice Boulevard was i o '_'_‘m'”;.'.-.m
the anly change that took place on off-airport roadways since 1996, e oy 020:10 AN
1= | In 2008 s
A.3  AirpoORT FACILTY CHANGES it
The baseline year used in the current analyses is defined as the froonlre v
airport activity that existed in 1996 end the facilities that existed in ?m’w‘"
1997, which is the year of the Natice of Intent (NONMOP, The facility P
changes at LAX which have become operational since 1997 are mmm
illustrated on Figure A-9, Changes in Exisiing Conditions 1987 to Date: 003 93130 A0 o " .
2000, These facility changes are brisfly summarized below. = aars s umaros bletng.
e
A3.1  AIRPORT PROPERTY pendining e
R el - e w447 2ou the ™
Since 1997, LAWA hos ocquired property under the Aircraft MNolse 'ﬂmmmnlmmm':‘:n:;ﬁm— ' ! e
Mitigation Program (ANMP) in two areas, Manchester Square and
the Baliord area. The land uses in the property acquisition areas are
primarily residential and have £ d fairly static. Changes that
have occurred between 1997 and 2000 are:
LAWA has acquired approximately 289 units of 2000 total units in
Manchester Square, which is bounded by Century Boulevard to the
north, Arbor Vitae Street to the south, Aviation Boulevard to the east,
emd La Cienega Boulevard to the west.
LAWA has acquired approximately 245 of 585 units in the Belford
Areq, which is bounded by Arber Vitae Street to the north, 98th Street
i the south, Bellanca Avenue to the east, and Birport Boulevard to
the west.
EHand LAWA does not
_Eﬁ.ir.l.'[f.lk?fﬂﬁ!?&ﬁépmﬁ:
B3.2 AIRFIELD
Since 1997, no changes were made on the north airfield and seven
modest modifications were made to the tadways on the south airfield:
+ New Taxiway Ad was constructed and began operation in 2000.
Taxiway Ad connects Runway 7R and Teodweay A and is 100 feet
wide.
+ New Taxiwey C3 was constructed and began operation in 2000.
Texiway C3 connects Runway 25 to Taxiway B and is also 100
{eet wide.
A-56 Draft  June 2003 LAX Master Plan Addendum
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A33 TERMINAL

There have been several reconstruction and renovotion projects
within the existing terminal buildings during the period from 1997 to
2000. These projects focused principally upon adding International =
arrivals processing facilities or Federal Inspection Saruicﬁ. {HS)
focilities and i i

Torminal 1

+ Terminal | medifications have been limited to relocations of
airline ticket counter positions, airline gate positions, and ATO
Offfice space, Several concessionaires have been replaced ond
updated with new concession opportunities.  In 1996, six
commuter aircraft affiliated with US Airways operated out of Gate
14, In 1999, USAir Express and States West (the commuter afilliate
of TWA Airlines in Terminal 3] structed a commuter aircralt
facility containing five aircraft’ parking positions in the TWA
maintenance facility west of the Tom Bradley International
Terminal (TBIT) for joint-use, This new facility was never utilized
and the regional compenent of these aitlines is now being served
via United Express as part of the United Airlines Commuter Facility
located in the United Maintenance Area. Gate 14 at Terminal | is
currently being used by Southwest Airlines. There have been
various concessions redevelopment within the terminal, which
resulied in no new net additional square footage to the terminal
building.

Terminals 2, 8, and §

+ No additional ircraft parking positions or net square footage
have been added to Terminals 2, 3, or 5. However, like Terminal
|, airlines have relocated fo and within these terminals, and there
has been concessions redevelopment in each.

T o e Te

+ The Tom Bradley International Terminal had a concessl

pansion and ion project pleted in 1998, although no
aircralt gates or parking positions were added. This project
added approximately 15000 square feet of terminal area,
representing a 1.5 percent addition to the exisling 993,244 square
fest. This area was limited to news and gills stores, food and
beverage concessions and sealing areas. As part of this
redevelopment the security screening areas were modified to
accommedate new passenger circulation. On the crrivals level a

LAX Master Plan Addendum Draft  June 2003 A-61
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new Interline Baggage Recheck facility was expanded to provide
a better level of service for passengers transferring from
international flights to domestic flights.
Terminal 4
o In 1998, America Airlines constructed a remote commuter apren
area with 13 aircralt parking positions in the area immediately
east of their low-bay hangar west of the TBIT building. These
aireralt parking positions were previously located in the apron
area around Gate 46. This provided American Airlines one
additional gate position upon the relocation of the commuter
aireraft. This tsrminal is also undergoling a renovation project that
will be completed in 2002, e prajec expanding the
e .y and| baggags claim areds; g ho
o space, concessions areas, and on FIS processing area o
accommodate international flights. A separate environmental
analysis dene prior to commencement of this project determined
{hat there was no capacity increass inherent in the project.

Commuter Terminal
¢ United Airlines commuter operations located in the maintenance

aren east of Sepulveda Boulevard remained unchanged from iis
configuration in 1997,

R34 ROADS AND PARKING

The only readway change at LAX was the reatignment of Avion Drive,
which provides internal access to the Century Cargo Complex
located south of Century Boulevard. The primary circulation roadway @
(World Wery West) and the primary access roads (Lincoln Boulevard,
Sepulveda Boulevard, Westchester Parkway/Arbor Vitee Strest,
Pershing Drive, and Imperial Highway) remain unchanged.

The number of short-term parking spaces in the CTA increased due
to the construction of Parking Structure 6. Located adjacent to
Terminal B, the slructure was opened in 2000. This hourly/daily-rate
garage includes 989 stalls; however, it adds only 686 new spaces to
the CTA since it replaced o 295-stall surioce parking lot. This parking
garage was accounted for in the Draft EIS/EIR as part of the future No
Action/No Project alternative.

A3S5 CARGO

Some changes have occurred in the Century Carge Complex and the
South Cargo Complex East. The exsting cargo facilites are
concentrated in four areas: the Century Cargo Complex (located
batween Century Boulevard and the south airligld), the Imperial

Oraft  June 2003 LAX Master Plan Addendum
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Carge Complex (on the northwest corner of Imperial Highway and

Aviation Boulevard), the Seuth Carge Complex West (along Imperial

Highway west of Sepulveda), and the South Cargo Complex East

(aleng Imperial Highway east of Sepulveda). Changes thal have

occurred since between 1897 and 2000 are:

+ Singapore Airlines Cargo Building - New B4,000-square foot
building located in the South Cargo Complex East and opened in
1998.

+ Mercury Air Cargo Building - Renovated 176,000-square foot
building located in the Century Cargo Complex and opened in
1998,

-

FedEx Expemsion - 73,000-square loot expansion of the existing
facility located in the South Cargo Complex East and cpened in
1999.

» Cargo Building A - Mew 153,000-square foot building "
located in the Century Cargo Complex replaced Cargo'
Buildings & and 6 and opened in 1993,

Al of these cargo changes were accounted for in the Drait EIS/ER’
as part of the future No Action/No Project alternative.

B36 ANCILLARY FACILITIES

Two new ancillary facilities have come online between 1987 and 2000:

+ USAir Express and Stetes West (the commuter aifiliate of TWA
Airlines in Terminal 3) constructed a commuter aircraft facility in
1999 comtaining five aircraft parking positions in the TWA
muintenance facility west of the TBIT for joint-use. This new fereility
was never utilized by the airlines and is now being used by the
LAWA Emergency Coordinator and the LAPD.

il
» A new United States Post Oliice opened in 1399 on the
comner of Arbor Vitue Street and Airport Boulevard. '

A3.7 COLLATERAL FACILITIES

Collateral facility changes locus primarily on the Manchester Square

and Belford areas. These changes are discussed in the Airport

Property section above.

+ A new 9,000-squere foot First Flight Child Development Center
was constructed on vacant land in 1997 to 1988 It opened in 1999 =
and is located at 9320 Linceln Boulevard.
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E.4  OPERATIONAL CHANGES
A4l NOISE ABATEMENT
Under FAA guidelines, aircrait noise analysis must be conducted for

the average annual day, and not for the design day. The issues
pt 1 below gnize this PAA requi t

+ Since 1996, heavy aircraft operations increased by only seven per
day (351 operations per day in 1996 and 358 operations per day in
2000). Prop aireraft have been reduced from 705 per day in 1996
lo 560 in 2000, with & commensurate increase in medium and light
jet operations (from 1,021 daily in 1956 to 1,228 per day in 2000).
Note that these flest mix siatistics differ from the design day
sehedule information presented earlier in the “Highlights af the
2000 Design Day Schedule” section of this reporl. This is due to
\he fact that the design day schedule is based on the Peak Manth
Average Weekdery and was modified for the analysis to include
several heavy international flights that occur on Saturdeys, as

plained in that section. By contrast the aircrait noise analysis is
based on the Average Annual Day fleet mix.

The “402000" input files used in LAWA's Quarterly Report for the final
quarter of 2000 were obtained and served os the basis for the
baseline contours for 2000, after quality control chacks and insertion
of ground noise sources. With the exception of 21 jet aircraft not
subject to the phose eut provisions of ANCA. the jet fleet was
composed of Stage 3 aircrait. Therefore the noise levels would be
expected to be reduced from previous yedrs, particularly in those
areas principally impacted by noise from departing aircraft. Using
this assumption, a comparisen of the flight portion of the 2000 contour
with the 1996 baseline reveals the following observations (see Figure
A-10, Comparison of Year 2000 and 1996 Noise Exposure Contours).

+ The noise contours along the approaches to both the north and
south runway complexes were somewhat longer under the 2000
baseline condition than they were under the 1996 bassline. This is
likely a function of the addition of approximately 200 more jets to
the operational mix each day and a shiit of traffic 1o the evening
and night hours.

» Conversely, the noise contours to the north and south of the
airport were narrower under 2000 conditions than in 1996.
This is a direct result of the completion of the phase out of

Draft  Jumo 2003 LAX Master Plan Addendum
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» Stage 2 jets, which were noticeably louder on takeoff than
are Stage 3 jets. Impact compulations have net yel been
conducted.

Additional is will be pleted as impact calculations
are prepared.

Ch & of Run

+ Since 1996, there hos been o slight shift of landings from the
inboerd runways to the oulboard runways, and of takesiis from
the outboard to the inboard runways during both the nighttime
and 24-hour period. Tt is unlikely that these shifts will present
substantive effects on the shape of the baseline noise contour
patiern.

of Distributions

+ An evaluation of the distribution of of jons between the day,
evening and night hours indicales a modest shift of between 2
percent and 4 percent of daytime operations into the evening and
nighttime hours among all three primary aircraft groups (heavy
jet Hiumflight jet, and propeller aireraftl, Cring fo the penalty
on evening and night activity imposed by the CNEL nolse metric,
this shilt may result in a tendency to increase the contour size
{rem 1996 baseline conditions. However, this tendency is likely to
be over-shadowed by the contour reduction occasioned by the
pletion of the co! ion from Stage 2 to Stage 3 jets at the
end of 1999, particularly along the sidelines of the contour in El
Segundo emd Westchester. The contour extensions to the east are
lass changed because the Stage 2 to Stage 3 conversion is less
pronounced along flight tracks that are predominantly used for

lendings.

es Activit

+ Ground noise for the baseline condifion was estimated based on
the assumplions of the future N ji Actio: nditions.

+ As discussed in the Land Use section above, the land use patterns
ise maps were last updated in 1888 to
bl

The United States Census for 2000 has
the Drait EIS/EIR was released for public
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vt Yoar 2000 popalation and dwelling unitinformation for thdS3)
2000 year have been developed.

es in T mpa from Lix
+ Although the air traffic routes from LAX have been modified since
1895, the noise contour paiterns developed by LAWA for the =
preparation of the "4Q2000" Quarterly Report do not indicate that
areas of the South Bay communities would be affected at noise
lavels in excess of 60 CNEL.

Cl es igh! Flow C! 5

+ During 2000, the number of over-ocean arrivals during the lote
night hours increased by approximately 10 percent.  This
percentage change did not result in o corresponeing reduction of
the number of late night arrivals over land. This was because
total nighttime landings increased from 12810 14} nightly.

+ The number of departures to the east at night increased. The 5
Automated Radar Terminel System (ARTS) data files used in the
development of the Quarterly contours for 2000 indiceate that the
number of east departures at night averaged 1.7 per night 614

lly) in 1996, as compared to 2.9 per night (1,063 annually) in
2000.

A42 AIR TRAFFIC CONTROL

From an airspace and air traffic control perspective, the years
between 1996 and 2000 have seen minimal changes:

The combination of five major approach control facilities, four from
the immediate Lo Angles metropolitan area and the San Diego
facility, have produced little in the woy of airspace medifications. The
combination of these facilit pleted in late 1996, has not
resulled in substantive modification to routes or procedures. The
internal coordination among the facilities has been enhanced by the
imposition of o single manag t team; b , airspace
boundaries baty the five focilities have changed litlle.

+ There have been six airspace changes since 1985, The two
principal chemges include an actual change in the mirspace
structure and a change in how airspace is managed. The first
change involved @ modification to the Los Angeles Class B
airspace that occurred on July 7. 1997. This modification involved
an extension of the Class B airspace to the southeast to better
contain turbojet and turboprop departures. Since much of this
modilication took place offshore, there has been little impact an
the general aviation operation. A smaller airspace modification

A-68
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APPENDIX A - EXISTING BASELINE COMPARISONS ISSUES - 1996 to 2000

occurred in 1998 with the closure of Marine Corps Air Station’
(MCAS) El Toro. As a result of the relocation of the Marine’
aviation units to MCAS Miramar, the El Toro Class C airspace was '
rescinded, thus making additional airspace available east of John "
Wayne Alrport. '
A jurisdiction change was made in airspace between the Los Angeles
ARTCC (ZLA) and Southern California TRACON (SOCAL). Alrspace
east of LAX in the vicinity of ARNES intersection was redelegated
from ZLA to SOCAL. A new sector was established within SOCAL.
This sector is identified as East Feeder. As part of the operating
procedures for this sector, a new arrival route (Paradise 4 Arrival)
was established, This provided SOCAL an opportunity to line-tune
arrivals frem the east and determine, ot o much earlier stage. what
runway complex would be utilized for the finarl approach and landing.
Ancther procedural change has been the elimination of some of the
confusion surrounding initial altitude assignments to LAX departures.
Depending on enroute traffic offshore, LAX departures were subject
to departure restrictions of either 2,000 fest or 3,000 feet. The 2,000-
{0t restriction has been removed and all departures now climb to
3,000 feet. This has eliminated coordination for the controller and
reduced the confusion that sometimes surrounded this procedure.

Air traffic has established ight Rules (VFR) route over the

Runway incursions have plagued LAX for the last seven years, with
the airport ranking cmong the highest in the notion for rumway
incursions. As a result, a new approach to the control of arriving
aircraft has evolved. Prier to 1936 SOCAL olten assigned runwoy
complexes eonvenient to where the arrival aircralt would park. This
olten resulted in an overloaded south runway complex. The concern
for runway incursions and the establishment of the East Feeder
Sector @t SOCAL has resulted in a more balanced runway
assignment for arriving aircraft.  Though this sometimes has o
negative impact on the ground movement of aircraft, it provides
airberne efficiencies.

Technological ad ts heve not iolized to the point that
airspace copacity has been enhcnced. The Center-Terminal
Automation System (CTAS) has been installed at SOCAL, but it is not
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Appendix B

2000 BASE AIRSIDE SIMULATION
ASSUMPTIONS AND RESULTS

The airside performance of exsling conditions at Los Angeles
International Airport (LAX) was originally defined by the Master Plan
based on 1994 aircraft activity. Due to changes in the volurne and
characteristics of aireralt operations at LAX between 1994 and 1996,
the dirside perlormones baseline was updated to reflect 1996 activity
in 1998, The airside performance baseline was updated again in
2002 to reflect 2000 conditions.

The assumptions and results of the 1994 qirside performance
analysis are documented in Chapter [l of the Draft LAY Master Plan -
Existing Conditions Working Paper. The 1996 girside periormance
analysis is documented in Appendix D of the Draft LAX Master Plan.
This appendix presenls the assumptions and resulls of the 2000
baseline cirside performance analysis for LA

B.1 OPERATING ASSUMPTIONS

Airside performance was defined in terms of aircrait tad time, delay,
and throughput, using simulation modeling. The FAA's SIMMOD
model was used for the simulations. The asst plions about the LAX
operating environment are the same as those used in the 1994 and
1896 airside simulations including the following:

+ Primary Bunway Operating Configurations
+ Noise Abatement Procedures

+ Airspace Operating Assumplions

+ Airfield Operating Assumptions

These assumplions are described in detail in Chapter I of the Drail
LAX Master Plan.

The design day schedule used for the 2000 bassline simulations was
developed based on actucl operations from August 16, 2000. This
day was selecled as representative of the Peak Month Average
Weekday (FMAWD) in 2000. The 2000 design day schedule
assumptions cnd activity are described in Appendix A - Existing
Bassline Update Document - 1986 to 2000.
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Appendix C
LOS ANGELES REGION'S SECONDARY AIRPORTS

The following sections discuss the exisling conditions and published
plans for each of the secondary dirports in the Los Angeles Region.
Figure 1.3-1, located in Section 1.3 of this document depicts the
following factlities in their geographic location.

Cc.1 ONTARIO INTERNATIONAL AIRPORT

Onntario International Arport (ONT), owned by the City ol Los Angeles
and operated by LAWA, is located approximately 35 miles sast of
downtown Los Angeles. About one-third of the airport's 1,463 acres is
available for future expansion, The airporl is well located within the
regional ground transporlalion system, lying between the I-10
Freeway on the north and the SR-60 Pomona Freeway on the south; it
is also accessible via o well-developed system of arterial and local
roadways. ONT has two parallel runways, both of which are capable
of accommodating large jet aircrall, but are loo closely spaced to
permit independent aircraft arrivals, The 26-gate terminal was
designed to allow far future expansion that could add 13 more jet
gates.

ONT's air service has grown over the past 15 years as development in
the reglon has expanded into the eastern end of the Los Angeles
region, known as the Inlond Empire, and dir travel demand in the
area has correspondingly increased. ONT served 6.8 MAF in 2000.
Scheduled service ins predominantly short-haul (68.7
percent) in 2002, but medium-haul now rep 276 percent and
long-haul 3.7 percent. ONT is the only secondary airport to offer
international non-stop air service. ONT offers service to two Mesxican
ciies: Guadalajore and Hermosille. Service to Hermeosillo was
added in 2002.

An update of the master plan for Ontario is currently underway. The
ONT master plan will recommend the needed improvements to meet
the projected demand. The local community supports the airport's
growth, and Ontario has the potential to capture a much larger share
of total regional demand.

The draft demand passenger forecast for the ONT master plan

update includes both regionally uncc d and ined

scenarios. The unconstrained forecast represents the demand

generated within the airport's catchment area. The regionally
ined scenaria thet cther airports in the LA region will

be constrained to capacities less_than _collecti

regional demand. LAY, Lon ]
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e x o e The regionally constrained scenario assumes that local paossenger

— demand in excess of the capacity of the other dirporis in the region
Seqsnes ke would flow, in part, to ONT. Even if ONT caplures a larger share of
Wﬂnm the local LA region OBD demand, significant passenger aclivity

would still be lost to airports outside of the LA reglon. Some
connecting passengers would be routed over other domestic hubs
and international gateways in other cities.

Through 2010, the regionally unconstrained and the regionally
constrained forecasts for ONT are identical. OBD trailic ot ONT is
forecast to | gnifi ly b 2010 and 2015, when other
regional airports would no longer be able lo accommeodate growth.

The ONT master plan forecast presents projected activity levels for
years 2010, 2020, and 2030, The regicnally constrained scenario
projects passenger demand to be 8.9 MAP in 2010 and 254 MAP in
2020. An interpolation of ¢ jer d d b 2010 and 2020
results in an activity level of 15.9 MAP in 2015!. This 2015 activity level
represents an increase of approximately 4.1 MAP over the regicnally
unconstrained scenario.

tod

~dem € :
regionally constrained scenario ONT is forecas!
of the unserved demand from the constrained mirports in the region
beginning between 2010 and 2015. This level of captured passenger
damand is lerecast o reach approxmately 11 MAP in 2020 and 13
MAP in 2030.

The ONT master plan forecast assumes thal the percentage of
domestic connecling passengers would be mainigined al the
historical level of 6 to 7 percent throughout the forecast horizon.
international passengers are forecast to increase from 40,447 in 2002
to 1.9 MAP by 2030.

o

! Since the ONT leracast does not prosent inferim year passenger data for 2015, an
ion was parl d to calculate the 2015 vahee, The interpolation assumed a
il vt rale between 2010 and 2020 of 8.8 peccont. The
2010 forecast of 9.8 MAP, increased for each ol 5 years ol 3.8 percent reaults in an activiny
Jevel of 15.8 MAP in 2015, Growing the 2015 interpolated forecast of 15,9 MAP eoch yearor 5
years rasults in the 2020 forecost demand of 25.4 MAP.
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APPENDIX C - LOS ANGELES REGION'S SECONDARY AIRPORTS

C2 JoHN WAYNE AIRPORT-ORANGE COUNTY

About 28 percent of the region’s 2015 domestic 08D demand (23.8

MAP) will be located within John Wayne Airport-Orange County’s 60-

minute access zone, but only 5.6 MAP in its calchment area. The 0
airport served 7.8 MAP in 2000. The airport has only one relatively
short air carrier runway (and a general aviation runway), limited
facilities, significant environmental constraints, and severe policy
restrictions. A court order issued in 1985 restricls passenger activity

to 8.4 MAP and caps daily air carrier operations until 2005. The
Orange County Board of Supervisors and the Newport Beach City
Council adopted an t to this settl t agreement that

will add 6 terminal gates and allew annual passenger activity to grow

to 10,8 MAP through 2015. The FAA has agreed to the amendment of

the 1985 setflement agreement that conlinues limits on the number of

daily commercial operations. Based on these lactors, the airport is
expected to continue to provide service primarily 1o short-haul
markets (59.6 percent in 2002), with limited service lo major medium-

and long-houl markets (326 percent and 78 percent in 2002,
respeciively).

C.3 BURBANK-GLENDALE-PASADENA AIRPORT

Burbank's catchment area is the second largest in the region, with
17.7 percent of the region’s 2015 domestic O&D demand (14.9 MAP),
Approxi ly 24 million alr lers are projected to
originate their trips within the 60-minute occess zane in 2015.
However, the forecast that was prepared as parl of the recenily
completed Part 16] study shows Burbank with an activity level of only

72 MAP in 2020. The lorecast took inte mccount the physi:ui
constraints of the airport's infrastructure and the policy constraints of

the governing body that owns the airport. The forecast found that the
girport hos envi tal, physical, and policy co ints that will
severely limit its ability to fully serve the demand potential of its
market area.  Scheduled passenger service remains almost
exclusively short-haul (68.7 percent) and medium-haul (17.0 percent)

in 2002, with only 1.3 percent of scheduled departures destined for o
long-haul market (Honolulu).

C4 LonG BEACH AIRPORT

Approximately 43 percent of the reglon’s domestic O&D markel is
projected to fall within Long Beach's B0-minute access zone by 2015,
making it the airport most accessible to the greatest number of the
region's O&D p gers after LAX. H , the catchment area
for Long Beach overlaps the B0-minule access zones for LAX and

LAX Master Plan Addendum Draft  June 2003 c-3
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e John Weryne Airporl, both of which have more extensive exisling
e EATAT P airline service. Long Beach's potential to attract additional
e s a0 pecae? Haal why aor? passenger activity is further constrained by the current City of Long
Semance number 1 Beach policy limiting air carrier flights to 41 per day. With new
T~ service by jelBlue Airways and renewed inierest from American
P oM 1R - ; o Airlines, the airpart will be closs to its policy limit of air carrier flights

in early 2003. The airpait’s scheduled service in 2002 is split [oitly
evenly among short-haul (25.0 percent), medium-haul (326 percent),
and leng-haul (42.4 percent ) destinations.

C.5 PALM SPRINGS INTERNATIONAL AIRPORT

This airport is located 105 miles (rom Los Angeles in Fﬁvsrside
County, ol the edge of the Los Angeles region, and is a resort
destination--not an alternative arrival location for Los Angeles. Palm
Springs’ scheduled gir service is limited to commuter aircraft (89.3
percent) and only 3.6 parcent of departures bound for destinations

easl of the Pacific and Mountain Time zones. Palm Springs served

1.3 MAP in 2000.

C.6 OXNARD AIRPORT

Onnard Airport is located approximately 65 miles from downtown Los
Angeles. Osnard's catchment area in 2015 is forecast to contain 3.9
MAP in 2015. The airport consists of a single short runway with
limifed terminal, parking, and ground access facilities. The airport’s
only seheduled air service is to LAX. Increased air service at Cxnard
villl depend primarily on local demand and the willingness of airlines
to establish service lo other markets. In addition, the airport sponsor
has no plans to improve airport facilities, thus limiting the airport's
potential to provide direct service lo most markets. About 80,000
passengers used the airport in 2000.

C.7 PALMDALE REGIONAL AIRPORT

Palmdale Regional Airport is located on land leased from the Air
Force at the Palmdale Production/Test Installation Air Force Plant No.
42, a military installation. This focility is separate and apart from the
adjacent 17,000 acres purchased by the City of Los Angeles in the
|8BDs for future airport development. Civilian use of the Plant 42
girlield is permitied under a joint use agreement with the Air Force.
The airfield includes two air carrier-length runways. The terminal
facilities on the Plant 42 property consist of one 9,000-square foot
termingl with two aircraft parking positions. The airport is
approximately 61 miles from the Los Angeles Central Business
District with access from State Route 14 (no direct freeway access is
provided).

.
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International 040 Enplansiseats for Alrports with Greater than One-Half Million lnternationsl &0 Enphaned Passengers
€Y 2000, 1995, and 1990

2000 15590
Ing't 1t

Bk Airport Code  ORDEnp % Share O&D Enp % Share

1 Mow York Kennedy K TEHEM 2,642,640

2 Les Angeles Inbeenational LAX 1719283

3 Miami intemational MIA 2,551,529

4 San Francisco Intomaticnal SFO 22477200

5 Newark Intermations! EWR 2078962

&  Chicago O'Hore ORD 1531159

7 Hoston Logan s 1,537,516

5 New York La Guardia 16 1416856

§  Atania HarsGield ATL LITSETD

10 Orlendo Intsrnational MED 1146412

11 DallasFr, Wenh ntermationsl DEW 1,120,215

12 Hston Bush Intercestinentil 1AM 79,681

13 L Vepss McCaran LaS T 2%

14 SeattiefTacoom Intereational SEA sy L%

15 Detroit Wayne County orw ETOEET  20M

16 Philadelphia lstemational PHL THEADY 1A%

17 Minneapolis/5t. Paul MR RIS L%

I8 Washingion Dulles 1AD THES L%

19 Denver International DEN 0TS LA

0 Hosehulu lstematicnal HNL 665410 1.5%

21 San Jusn Luks Munoz siU BA0028 1.5%

31 Washington Resgan National DCA 619362 1a%

21 Guam laemational GUM 595580 1A% 685,140 2.1% 3810 1A%
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Table 12
Enplaned Passeagons Traveling frem the U te Intersatioaal Destinations
By Waorld Reglen {exchudes Canads}
CY 2000 |
Region

Gusewary City Adis  HShen Tea]
Bew Yok 12422070
Miswi 1,340578 LT
Les Angeles 1769824 7626928
Chicago 1626245 3,961,542
San Franciico 1.487.901 3,267 466
Atlsaa 1,306,172 2,561,618
Henatilu 1an 2 164
[ 536361
Washingtos, [, 1462330
Dallas P Worth 418,059
Cuam. o
Hoston, 1400137
San buan 31480

w 609,359

Orlands. 685,
Seatile 263858
[ 350,013
Minnzapaln 382473

tate
Fort Lasderdale 9891 401278
Cincianati 208359 33345
Pinsburgh 789,750 291,507
Saafond 20211 M 114
Anchorage 378 249,763
Fhoenix 66311 19839
Paltimore 126,963 184343
San Joae. 14399
Portand o 119505
Denver X150 19503
San Amoain o (1 LRI o st 103,815 0316
Subiotal BaETIE RSN IREOEN PR 6301 441 36501841
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APPENDIX D - INTERIM YEAR ACTIVITY ANALYSIS
D.1 2005
e: 278
AZGDEnrctiwtypmms{oerermtmesdevelnped for use in the ‘P:i"iﬂ
girside simulations. The output of the 2005 Alternative D airside Author; Desny Scsneider
simulations was used to provide input lo the SEIS/EIR noise analysis. ﬁﬂmﬁmmm .
The Altemnative D activity profle was develcped based on the b o e
capacity of the alternative in 2005. Runway 251 would be closed for P———)
construction in 2005 and LAX would consist of a thres-runway airfield. A DA B
Ho new gate facilities would be constructed by 2005 with Alternative O L o8 A comdtorsar HOT equias 3 A2 L P
D and the available gate facilities would be the same as the No " pace. S il
Action/tlo Project Alternalive. Dot 12 hen thees wil ba 3 Wrrgorany

1f Alternative D had four runways in 2005, its capacity and resulling
activity profile would be equivalent to the No Action/Mo Project
Alternative. The No Actionfo Project Alternative would have the
ability to gecommedate 71.2 MAP and 779,500 annual operations.

With only thres runwoys ovailable, airfield capacity would be
reduced. It is assumed that the airlines would choase to not schedule
a portion of the co activity in resp to the constraint. In
addition, it is ossumed that general eaviation activity would be
reduced from the 2005 Mo Action/No Project Alternative levels in
response to the deloys and congestion that would resull from the
closure of Runway 25L/7R.

The capacity of a three-runway airfigld was determined through an
iterative process thal invalved testing the 2005 No Action/Mo Project
activity profile against the three-runway airfield using the FAA's
Airport and Airspace Simulation Model (SIMMOD). This testing
process determined the hourly profile of cetivity that could be
accommodated on a three-runway airfield at reasonable delay levels.
Delerys were permilted (o increcse beyond the maximum range of 10
1o 15 minutes per opsration (the range used in the development of the
2015 activity profiles for Allernative D and the other Master Plan
allernatives) because the runway closure would be a temporary
condition. It is assumed that the airlines would accept higher delays
on a temporary basis in order to serve demand, See Appendix E for
a discussion on the girside simulation assumptions for 2005,

Based on the capacity of a three-runway airfield. Alternative Din 2005
would have the ability to accommodate 70.8 MAP and 745,000 annual
operations.

LAX Master Plan Addendum Draft  June, 2003
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D.2 2008

A 2008 interim year activily profile was developed for Alternative D to
assist in the landside modeling for the SEIS/EIR. The following
sections present the eapacity constrainis associated with Alternative
D in 2008 and the expected impact on air service.

D.zl AIRCRAFT OPERATIONS CAPACITY
CONSTRAINTS

Allernative D consists of a four-runway airfield in 2008. Similar to the 0
2015 case, the 2008 Alternative D peak hour gircraft operutions
activity was delined based on the capacity of the existing four-runway
system at LAX in visual operating conditions. Peak hour operations in

the 2008 activily scenario wers assumed not lo excesd the levels
observed in 1995 and operations were permitted to increase in other
hours as warranted by market demand.

D22 PASSENGER CAPACITY CONSTRAINTS

There would be no new gate or landside facilities eonstructed by 2008

with Alternative D. The level of passengers that could be expected in

2008 with Alternative D was therefore determined based an the ability

of the existing ramp to ac date larger aircralt and the ability of

the existing landside facilities to accommedate o higher level of
origin and destination (O&D) passengers. Allarnative D in 2008 would
have the ability o accommodate the 2008 unconsirained forecast

fleet size by making use of the remote west pad for aircralt parking. C:T'—:E!
The existing landside facilities would have the capacity lo process the
activity generated by the runways and gates.

D.23 CARGO CAPACITY CONSTRAINTS

The cargo laciliies avallable in 2008 for Allernative D would be
equivalent to the those available in 2015. Therefore, cargo aclivity
Aliernative D in 2008 wos assumed to be equivalent to 2015
Alternative D eargo levels (3.1 million annual tons).

D24 AIR SERVICE IMPLICATIONS

The air service impacts of the above constraints far Alternative D in
2008 are summarized below:

+ High priority was given to accommodating O&D activity. By
limiting the amount of connecting activity, Alternative D would be

D-4 Draft  June 2000 LAX Master Plan Addendum

APPENDIX D - INTERIM YEAR ACTIVITY ANALYSIS

able to occommedate 100 percent of the 2008 unconstrained
forecast O&D demand.

+ Commuter operations were reduced (from 1996 levels) consistent
with the No Action/No Project Alternative ond Alternative C. In &
order to mendmize the numbsr of passengers that could be served
with @ limited number of operations, It was assumed that some
commuter service would be replaced by air carrier service. [t was
also assumed that commuter connecting service through LAX
would decrease in order to meet 100 percent of forecast O&D
demand. This results in 38 percent of forecast commuler
connecting passengers not being served at LAX in 2008.

-

Air carrier connecting aclivity was decreased from 2015 forecast
lavels to reflect the loss of connecting passengers from commuter
{lights.

+ The domestic gir carrier hourly profile was de-peaked ond service
was reduced irom 2015 forecast levels in the Central, Eastern, and
Pacific regions o reflect the response from the irlines to the
airfield constraints, Nl is assumed the airlines would adjust their
schedules to allow for more profitable internatianal operalions (o
e scheduled at peak periods.

+ 1t is assumed that the percentoge of domestic and international
air carrier O&D possengers would increose os the airlines
attempl to serve the unconstrained forecast O&D demand with
fewer operations. As o result the percentage of connecting
passengers would decrease.

+ The average aircraft size was increased from existing levels
without significant! ding the 2008 unconstrained forecast
seats per departure for each air service compenent.

General aviation activity was maintained o 1996 and 2000 levels,
although activity was moved out of peak hours.

Alternative D would have the ability to serve 73.3 MAP and 781,000
annual operations in 2008, Allernative D would meet 100 percent of
the unconstrained 2008 forecast O&D passenger demand and 90
percent of the 2008 forecast international passenger demand in 2008.
Cargo facility constraints would prevent Alternative D from reaching
\he forecast 2005 annual carge tonnage demand level in 2008.
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APPENDIX E - ALTERNATIVE D AIRSIDE ANALYSIS

El.lL21 2015 Terminal Facilities

In Alternative D, due lo the relocation of Runway 24L ond ils
associated parallel texiways, exdsting Terminals 1, 2, 3, and Tom
Bradley International Terminal (TBIT) north concourses would be
jemolished and ligured into cne east) linear factlity with a
iotal of 18 gates. TBIT would be expanded to accommodate aircrait
on the west side of the terminal. A new West Satellite Concourse
would be constructed west of TBIT and would contain 43 aircrait
gates. In total, there would be 32 commuter positions and 121 jet
positions in 2015.

El.l22 2005 Terminal Facilities

None of the new termingl facilities would be constructed by 2005,
Therefore, the 2005 terminal lacilites would be identical to the Ne
Action/Mo Project Alternative (see Appendix ] of the Draft LAX Master
Plan for @ description of the No Action/No Project terminal facilities).
CGiates located at the terminal would include 3 commuter positions
and 112 jet positions. There would be 29 remocte commuter positions
and 19 remoie jat positions.

E.L13 CARGO AND GENERAL AVIATION AREAS

1n 2015, one building in the South Cargo Complex would be removed
{o make room for a proposed general aviation facility. There would

be o total of two general oviation facilities in Allernative . The
existing facility north of Imperial Highway and east of Sepulveda
Boulevard would remain and a new facility would be Incated nerth of
Imperial Highway and west of Sepulveda Boulevard.

This development would not be completed by 2005, Therefore, the
2005 cargo and general eviation | {lities would be identical to the No
Action/No Project Alternative.

E.l.2 DESIGN DAY ACTIVITY

Design day flight schedules were developed for Alternative D for 2005
and 2015. The methodology and assumptions for ossigning gates to
the flights are discussed in Section 3 of this appendix. Detailed
profiles of hourly aircralt operations for Alternative D are conlained in
Appendix F. The resulting design day operations are summarized in
Table E-1. For a detailed discussion of the methodology and
assumptions used to derive the design day schedules see Section 3
of the Draft LAY Master Plan Addendum and Appendix D.
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Table E-1
DESIGN DAY ACTIVITY SUMMARY COMPRRISOR

_Dagign Doy Operations ___
2005 _EE
s Cartier Li13 73
Commuter 435 532
Haweii -1 | 53
Total Domestic 1598 1.560
Intarnasions! 380 _498
Total Commarcial 1879 2,058
Carge ur 117
GAand M1 ] )
Total 2178 2270
Neter: Carod el cpart ehudod gt

Commercial operations would be lower in 2005 them in 2015 due to

the closure of Runway 25L. Without the use of Runway 25L in 2005,

the airlines would most likely choose 1o schedule fewer flights than
they would with four runways available. It is assumed that fewer
commuter flights would be scheduled as a result of the temporary
runwary closure. In addition, general aviation activity is assumed to

be lower due to the congestion that would result from the runway=r]
closure. If Runwaoy 25L was open, the 2005 No ActionNo Proiecl
schedule would serve as the 2005 Alternative D schedule.

In 2015, Alternative D would hove the same number of total
commercial opsrations as the No Action/No Project Aiernative and
Aliernative C  {refer to Chapter V, Section 33.2 of the Draft LAX
Master Plan for a description of the activity asscciated with the final
iteration allernatives).  Allernative D carge and general aviation
operalions would be the same as the Mo ActionMNe Project
Alternative.

E.1..3 AIRCRAFT GATE ASSIGNMENTS

Flights in the design day schedules were classified into general
airline groups for the purpose of assigning the aircraft to the gates
and allocating passengers to the terminal arec. Similar to the other
alternatives, the airline groups were formed by classifying the airlines
in the schedule cccording to operating characteristics, while
maintaining the dominance of some single carriers at LAX. The
airline groups are listed in Appendix A of the Draft LAX Master Plan.
The resulting layout, gate size, and alrline allecation for Alternative D

E-8 Draft Jumo 2003 LAX Master Plan Addendum
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APPENDIX E - ALTERNATIVE D AIRSIDE ANALYSIS

for 2015 and 2005 are ilustrated in Figures E-3 and E-4 respectively.
Alternative D in 2005 maintains the same gate layout used for the No
Action\No Project schedule.

Table E-2 shows the number of gates thal can be accommodated in
Alternative D in 2015, See Appendix A Section 3.1 and 3.2 of the
Draft LAX Master Plan for the gate layouts and number of gates that
can be accommodated in the final leration alternatives. Alternative
D provides fewer gates than the No Action/No Project Alternative (153
compared to 163), however the Alternative D layout would include &
NLA positions. Alternative C also has six NLA posilions but can
accommodale more passengers than Allernative D with 168 total
gates at a larger overall size.

All flights in the 2005 and 2015 design day schedules for Allernative D
were assigned lo o gate lo determine future terminal loadings and to
simulate airside operations, Alrcraft gale assignments were made
based on the user allocation and moaximum gate size assumptions.
Ranges of minimum inlergate times, dependent on airline group,
were assumed between gate uses. The minimum intergate times
used in the other aliernatives (see Appendix A of the LAX Draft
Master Plan) were also applied in this alternative.

The results of the Alternative D gate assignments are illustrated on
Figures E-5 and E-6. The ulilization of each gate throughout the day
is shown by solid flight bars that mark the total time that a flight
occupies the gate. Upside down triangles at the beginning and end
of each bar denote an arrival and departure operation, resp tively.
The absence of a triangle indicates a low operation. The aircrait type
is displayed on the fiight bor, as spoce permils. The {light bars are
color coded by airline group.
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APPENDIX E - ALTERNATIVE D AIRSIDE ANALYSIS

The assumptions used for the Allernative D simulations are described
in this section.

E.l4.1 RUNWAY OPERATING CONFIGURATIONS

Simulations were conducted for the three primany’ runway aperating
configurations at LAX at the 2005 and 201 5 levels of activity:

+ West Flow Visual Approaches (Visual)
+ West Flow VFR Instrument Approaches (ILS/LDA)
+ West Flow IMC (IFR)

The anticipated use of the runways for arrivals and departures under
each operating plan for the final feralion allernatives and Alternative
D in 2015 and 2005 is shown in Figures E-7 and E-8.

All alternatives with four runways would operate like the existing
girlield. This is the case for 2015 Alternative D, Alternative C, and the
No Action/No Project Alternative. The primary use of the runways is
assumed to be arrival operations on the outboard runways 24R/6L
and 25L/7R and departure operations on the inboard runways 24L6R
and 25R/7L. Simultanecus approaches to the outboard and inboard
runways are conducted only in west flow under visual approach
procedures.

In 2005, Alternative D would have only three runways due o the
temporary closure of Runway 25L for construction. The north
runwarys, 24REL and 24L/ER would operate similar to the ossumplions
used in the four runway cases, Runway 24REL is assumed to be
primarily an arrival runway, and Runway 24LER a departure runway.
Runway 25R/7L would be operated as o mixed operations runwory
with bath arrivals and departures.

E.l4.2 AIRSPACE OPERATING ASSUMPTIONS

Airspace routes for Alternative D would be the same as the No
Action/No Project Alternative and Allernative C. Airspace arrival
routes were defined from each arrival fix to the runway ends and
departure roules were defined from each runway to each departure

fix. Roules were also defined for local traffic from Ontario, Santa

Ana, Santa Barbara and Burbank Airports.

! Eas Bow perisrmance was nol modeled dus (o its low annual cocurrence, Rather, east flow
imased based en previous

LAX Master Plan Addendum Draft  June 2003 E-23
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oyt e — eienr bbb Figure E-3 illustrates the primary airspace roules from and to the

airspace fixes as well as the local airports for west flow. Existing
patterns at Santa Monica, Hawthorne, and El Monte Airports are
included in these illustrations as a reference. These locations were
identified as the most liksly to be impacted by changes 1o the LAX
airspace.

The routes corrsspond to onficipated palterns under instrument
approaches, In visual procedures, the north approach may be
intercepted about 5 or 6 noutical miles closer to the airport. The
arrival routes in Alternative D would be the same as the No Action/Mo
Project Alternative where an addition of a second Civel outer fix has
been incorporated.

E.1.42.2 EastFlow

Figure E-10 illustrates the primary airspace routes from and to the
airspacs fixes as well as the local airports for east flow. The east flow
airspace assumptions are similor to that of the west flow. [Ths east!

e B

ation simulated east flow
oft nd the east flow
(=]

El1.43  AIRFIELD OPERATING ASSUMPTIONS
For the simulation of Alternative D in 2005 and 2015, assumptions
were mads aboul the direction traffic weuld flow on the taxiways and

about how flights should be gated within the simulation. These
assumptions are discussed in the lollowing sections.

E.1.4.3.1 TaxiFlows

The anficipated flow of aircralt between the runways and the terminal
gates assumed for the 2015 and 2005 simulation analysis is illustrated
in Figures E-11 and E-12 respectively. These taxi flows are based on
the visual west flow cperating plan. These general routings are
applicable to all of the west flow opsrating plans. The anticipated
taxd flows for east flow are shown in Figures E-13 and E-14. The east
flow condition was not simulated for Alternative D, rather
perlormance was estimated based on previous simulations.

E-24 Draft June 2003 LAX Master Plan Addendum
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runwarys was used for arrivals and departures in the VFR visual west
{low configuration.

The runway use in 2015 is similar to Allernative C. As shown, Civet
and Filmore traffic is split between the complexes due lo the high
number of flights originating from these fixes. All four runways were
usad for arrivals and departures in the VFR visual west flow
configuration.

In general, arrivals from any fix would be able to reach any of the
available approaches as needed, in order to balance demand and
minimize delay, Departure traffic to the Thermal outer fix was
primarily ossigned to the south runways. As needed, Thermal
departures were diverted lo Dagget and assigned io the north or
south runways to balonce departure demand and minimize delay.
Departures to Exerl ouler fix were assigned primarily to the narth
runways but were diverted lo the south runways, as needed to
minimize delay.

E.1L5.2 AIRCRAFT DELAY AND TAXI TIME

The average annual all weather delay lor Alternative D and the final
iteration alternatives is summarized in Table E-3 and illustrated in
Figure E-17 for 2015.

Tabls E-3

2015 ALL WEATHER AVERAGE DELAY AND FLIGHT CANCELLATIONS

Average Cancelled
Alemotive Delay Hights
Mo Action/MNo Praject 1334 ]
Aliernative A 086 45
Ahprnctive B 1088 26
Aiermative C 1382 46
Alternative D 1158 -]

Hote: Delay 4 expressed in minubes ped cparclon

As in the final iteration enalysis, flow control and flight cancellations
were modeled in cases that result in excessive arrival airspace

flow control process before
SIMMOD model. BFlights we

‘proge “arrivals price to midnigh
require flight cancellations during non-visual configurations.
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Setjeer Kot
ot it PFEAK HOUR THROUGHPUT ALTERNATIVE D
Wil abaut Sl bme 093 Impact? {Peak 3 Hour Average)
2015 Allemnative D
" PeakAmval  Peak Depariute Pealk Total
Canfiguration AnnualUse O Cprsls O
VFR VisusiWest Flow 60.70% s . 7% 1
VFRILS West Flose 15.45% 3 ] 135
VIR Egst Flosty a70% 86 n 135
Average VFR 90.50% b % 142
TFH West Flow 810% 4 (] 130
All Weather Average 109.00% 72 5 14

2005 Altornative D

Peak Artival  Peak Dupasture Poak Tatal
Cenfiguration Annwel Use  Operation DOpersli Crpes 3

VFR ViswalWest Flow E9.70% 2] ' -] 1
VIR ILS Wizt Flow 1549% 63 B2 12
VIR East Flow —571% 63 B 123
Average VER 80.50% & 69 131
[ER West Flow % -] 2] 18
All Weather Average 100.00% &7 B8 130
Hetes:

1 P hour throsghput for armivals, depattares. and total aperat b
2 East d 1o b ) 5 woat flow,

Table E-7
2015 ALL WEATHER PEAK HOUR JUGHPUT
———PegkHou Opsrations

Allgmative Amivals Departure  Total

No Action/Ms Project 3 7 140 la[
Aleenative A a2 B 172

Alsenative B al [ 172

Alternative C 73 7l 138

Abernative D 72 £ 141

Nete:  Peck hour thaoughput for arrivals, depariutes, end tete] opesctions may not camaspond to the
sama baus
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E2 ALTERNATIVE D ADDITIONAL INTERIM
YEAR AIRSIDE ANALYSIS

The DEIS/ER required the analysis of additional interim years for
Alternative D. The year 2008 was determined lo be the peak traffic
year for construction and airport trafiic, theraby requiring design day
flight schedules with gate i for the traffic modeling (but
not airside simulations). The year 2013 was defined as the peak
ernissions year for air quality analyses in the DEIS/EIR. The locilities
available and the resulting activity levels in 2013 would be similar to
2015. Therelore, dirside performance was estimated for 2013 based
on the 2015 analysis in order to provide data for the air quality
medeling.  Detailed simulations were thereiore not necessary for
2013.

The following sections discuss the 2008 cnd 2013 Alternative D
analysis. For a detailed discussion of the interim year activity refer to
Appendix F.

E.2.1 2008 ALTERNATIVE D

By 2008, the construction in the south airfield would be completed
and a parallel taxiway between the south runways would be open.
The north airfield facilities would remain unchanged from the exdsting
airfield.

No new terminal facilities would be available in 2008 with Alternative
D. The NLA would be required lo park at the remote gates In the west
pad area. Aliernative D in 2008 would retain the existing carge and
general aviation facilities.

A design day llight schedule was developed for Alternative D in 2008.

The methedology and assumptions used to derive the design day
schedule are discussed in Appendix D. A detailed profile of hourly
aircraft operatiens for Alternative D in 2008 can be found in Appendix
F. Alternative D would have the ability to serve 73.3 MAP and 781,000
annual operations in 2008.

As discussed in Section 1.3 of this appendix, flights in the design day
schedules were classified into general airline groups for the purpose
of assigning the aircrait lo the gates and allocating passengers to the
terminal area. The resulting layout, gate size, and airline allocation
{or Alternative D in 2008 are shovm in Figure E-18.
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Appendix H

CONCEPT DEVELOPMENT

H.1 INTRODUCTION

The following figures d t the g is and development of
the Alternative D concept. The development of Alternative D was
an llerative process thal included Los Angeles World Airports

(LAWA) senior manag and k of the Iting
leam.

H.2 IniTIAL CONCEPTS

In the inltial concept classification categery, five (5) concepts were
developed (Figures H-1 through H-5) These concepls were
focused in the area defined as north of Imperial Highway, east of
Aviation Boulevard, south of Arbor Vitos, and west of Interstate
405. The intent of the concepts were to:

1) Remove privale and commercial vehicles from the Central
Terminal Area {CTA),

2) Create new permanen! passenger pick-up and drop-off
facilities,

3) Increase short and long term parking capacity:

4) Provide a direct cutomated people mover (APM) system to
connect o the CTA and the Metropolitan Transit Authority
(MTA} Green Line Station.

The initial concepls were developed without consideration given
to the following hard constraints:

1) Available land (not currently owned by LAWA),

2) FHWA coordination requirements,

3) Commercial, and industrial property acquisition limitations,
4) Envirenmental processing and mitigation requirements

It was determined through several meetings with LAWA senior
management and members of the consulting feam that the only
viakle locations for passenger pick-up and drop-off facilities were
identified as Manchester Square and the land envelope defined
as the area bounded north of Imperial Highway, east of Aviation
Boulevard, south of 104* street, and west of La Cienega
Boulevard,
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It was concluded that these were the two most viable sites given

the following factors:

1) Accessibility to the arterial street network,

2} Curbiront requirements,

3) Bullding height and use restrictions within the runway

profection zone,

4) Commercial, and industrial property acquisition limitations

Al the completion of the initicl concept development it was
determined that the land envelope defined as the crea bounded
norih of Imperia! Highway, east of Aviation Boulevard, south of
104* Street, and west of La Ciensga Boulevard was nol feasible
because of significant access constrainis due to close proximity to
the Intarsiate 405 and 105 interchange and the limited space lor
queuing, circulation, and storing of vehicles on the surrounding
roadways.  In addition, the site area has severcl height

restrictions due to FAA airspace criteric.

H.3 ALTERNATIVE DEVELOPMENT

As Manchester Square emsrged as the preferred location for
passenger pick-up and drop-off lacilities, six (6) new alternatives
were developed. These alternatives entaoiled various

cr ions to acee

I} Passenger pick-up and drop-off focilities,
2) Terminal facilities,

3) Parking facilities,

4) APM stations,

5) Access roadways,

B) MTA facility

te facilities that included:

Altarnative | (Figure H-6) - creates a multi-passenger pick-up and
drop-off faeility campus around o central parking core. While this
concept met the curbiront demand it was determined thal a
closed ring roadway circulation system was a disadvantage and
created similar congestion and wvehicular circulation problems
that currently exists within the CTA, In addition, the terminal
configuration would require multiple APM stations causing longer

transi! times beyond acceptable standards,

H-2 Draft June 2003
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APPENDIX H. CONCEPT DEVELOPMENT

Alternative 2 (Figure H-7) — creates a single passenger pick-up
and drop-ofl facility with adjacent parking. To meet the curbfront
requirement, the facility would need to be three levels. This
presented significant issues related to accessibility from arterial
streets and vehicular flow within the access system.

Alternctive 3 (Figure H-8) - otlempled to de-centralize the
passenger pick-up and drop-off facilities with adjacent parking in
order 1o meet the curblront demand. The concept was deemed
insfficient requiring multiple APM stops and considerable land
area, Also, il was determined that passenger focilities located in
the runway protection zone were not recommended. The de-
centralization of facilities also created significant signage and
passenger way finding challenges.

Alternatives 4 and 5 (Figures H-8 and H-10} - were two similar
ideas of a concept to utilize Manchester Square as the primary
location for passenger pick-up and drop-off fucilities. No parking
adjacent to these iacilities was associated with this concept. All
short and long-term parking would be located nerth of I-105, seuth
of 104" Strest, wesl of La Cienega Boulevard, and east of Aviation
Boulevard. It was determined that separating long and short-term
parking facilities from the primary passenger pick-up and drop-off
areas was not advemtageous.

Alternative & (Figure H-11) - was based on the ideas generated in
Allernatives 4 and 5 including both long and short-term parking
facilities associaled with the passenger pick-up and drop-off
facilities. Cermmercial and private vehicles would access these
lacilities with upper and lower level curblronts, In order to gst the
necessary curbirent linear fostage, parallel piers were developed.
The arrangement was sel at an angle to allow for proper turning

ter 't_I'[C} ~connacting

Alternative 6 was selected to move forward based on its ability to
meet the curbiront demand on a land envelope large encugh to
accommodate both parking and passenger facilities thal was
accessible to the arlerial street network and not within a runway
protection zone. The concept was relined into Alternative D based

heal

on sig creating an cccess system
capable of delivering the most efficient vehicular flow in and out of
the facilities.

radii for consistent vehicular flow in and out of the sﬁﬁe@gmﬁiuun}'_'
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LAX Master Plan A ]

H.4 CTA SECURITY MODIFICATION
ANALYSIS

An analysis was conducted which looked primarily at the existing
CTA evaluating oppertunities which existed lor medifications to
\he infrastructure to accommodate the primary APM component of
Aliernative D. The intent was to modify the existing CTA terminals
to accommodate the need for expanded cutbound bagg
make-up areas for 100% Explosives Detection System (EDS)
screening as well as increased areas for security screening and
passenger processing. These oplions maintained the parking
structures in the CTA and the existing road structures. In some
cases additional roads were built at a third level to help with
vehicular cireulation.

While it was determined that the CTA could be modified to
accommodate security mandated directives, these approaches
{ailed to address the threat of private and commercial vehicles
presenl to the facilities and gates. In addition, all of the
approaches {ailed to make any significant changes to undersized
and aging p jer processing faciliti

Option | (Figures H-12 and H-13) - shows in plan the componanis
of Alternative D with an additional 500" bay built on to the
backside of all lerminals to help accommadete the additional
areas needed for passenger security screening and the 100% EDS
scresning of all checked baggage. The APM would be located
atop existing parking  structures with pedestrian bridges
connecting stations with the terminal faeilities.

Option 2 (Figures H-14 and H-15) shows a modified CTA. which
places new baggage claim [acilities on the rool of exsling or re-
built parking garages. A new third level arrivals curb would be
located adjacent to baggage claim with the APM at a level above.
Moving baggage claim to o new acility would allow the lower
level of the CTA to be utilized primarily for 100% culomated EDS
screening of all checked bags as well as opportunities for
expansion of concessions and a limited amount of passenger
processing.

Option 3 (Figure H-18) is a variation of Option 2 placing the third
level arrivals curb on the opposite side of baggage claim in an
elevated structure.

Option 4 (Figure H-17) is a variation of Option 2 that re-builds all
the parking structures with an integrated arrivals hall, and a
baggage claim iocility at the second level, The existing open
space between the existing arrivals curb and parking structures
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APPENDIX H. CONCEPT DEVELOPMENT

would support an expanded second level roadway system for a
new arrivals curb.

Option § (Figures H-18 and H-18) moves the APM to the upper
level roadway of the existing CTA. The existing upper level
roadway would be maintained for emergency vehicle access. A
new departures curb and ticketing hall would be built alop of the
reconfigured or rebuilt parking gorages.

Option & (Figures H-20 and H-21) moves the APM to the upper
level roadway of the exsting CTA. A new ticketing hall and
baggage screening syslem would be built at the second level of
the existing or rebuill parking structures. The upper level
roadway access would be mainiained for emergency vehicle
access. The existing open space between the arrivals curb and
the parking structure would support an expanded second level
roadway system for a new deparlures curk,  Departing
passengers would use an overhead pedestrion bridge lo access
the gates. The area in the exisling terminals previously used for
ticketing ond airline ticket olfices would be converted lo
concession areds.

Figures H-22 and H-23 show o recommended approach for
medifications in the CTA including a renovation of the exsting
processors for expanded licketing, security screening. and
baggage scresning by creating a third level accessible across the
roadway system to the APM.

While the CTA con accommodate some chonges in ls
infrastructure to adapt to fulure security and security related

space expansion regui the landside will conti o ba
consirained.  All of the options had considerable drowbacks
reloted to cost/benefit il ion and phasing. Each of

these options considered allowing private and cammercial
wvehicles into the CTA, a threat that Alternative D eliminates.

H.5 ALTERNATIVE D REFINED CONCEPTS

As pert of the refinement of Alternative D, additional concepts
were evaluamted to delermine which elements, and their
corresponding configurati d further analysis. The
following figures depict several configurations that were
considered for Alternative D.
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East Land Envelope Constraints Diagram (Figure H-24) - depicts

the hard and soft constraints surrounding the east land envelope.

The consultant team was given direction by senior LAWA stall as

to which facilities were 1o be considered as hard constrainis.
Every altempt was made to avoid impacts to the fallowing areas:

+ Hotel and commercial area located at the northwest corner of
Century and La Ciensga Boulevard,

+ Hotel, commercial, and industrial area located ot the
southwest corner of Century and La Cienega Boulevard

+ US. Customs facility located at the northwest corner of La
Cienega Boulevard and 111" Street, and

+ Commercial area located at the northwest comer of La
Cienega Boulevard and Imperial Highway, up o | 11* Street.

Aliernative D1 (Figure H-25) - "Alternative D Airlield” key leatures
include:

vz 24L and 24R

¢ Toxiway Alpha extension

+ New north CTA gates {removal of Terminals 1, 2, and 3)

+ New Midfield Satellite and Tom Bradley International Terminal

(TBIT) gates

+ Primary curbiront and consolidated rental cor facility located
in Manchester Squars

+ New parking structure located ot the northeast corner of
Imperial Highway and Aviation Boulevard (old Conti | City
property)

+ APM connection between the CTA, Manchester Square, and
parking structure at the old Continental City property

+ Green Line connection
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From an operational and customer service perspective, the best
design is Option 1. It involves conslructing the customer service
bullding and readyireturn area on the current Budget, Avis and
National sites. Though it would require relocating those
companies to Lot C, there are a number of key advantages to this
option:

|. The cusiomer service building would be used in the final

phase long-term consclidated rental car facility.

L

The ready/return crea s located directly across the street
from Hertz, Avis, National and Budget, which makes
shuttling vehicles quick end easy. Those companies
represent 66% of the LAX rental car market (based on 2000
figures).

3. The site could accommodate approximately 2,500
readyfreturn spaces. To incremse capecity ond reduce
shuttling, it may also be possible to deck the site and
construct a quick turn around focllity (QTA) where vehicles
can be quickly washed, vacuumed and fueled. This area
could then be used as a storage sile once the final phase
long-term consolidated rental car facility is built.

4. Double busing is minimized which is beneficial frem botha
customer service and environmaental perspective.

Ultimately, the biggest advantage 1o this option, and the others as
well, is the foct that the all invelve the use of a common busing
operation. Commen busing would drastically reduce curb
congestion and iradfic in the terminal core. At Houston George
Bush Intercontinental Airporl, for example, the rent-c-car (RAC)
industry uses 125 vehicles to transport rental car customers. A
common bus flest of only 24 Gilliy 40-icot low floor buses is
replacing those vehicles. Logieally, this also improves air quality.
Dallas/Fert Worth International Airport estimates that the commen
busing operation ot its consolidated rental car facility has
reduced particulate emissions by more than 460 tens each year.

Site Accessibility (Figure H-34)

The general site area that was considered for the Phose 1-
Consolidated Rental Car Options includes Lot C, exdsting rental

ear areas west of Airport Boulevard, and the Belford Area {LAWA
owned). Primary access to the site is via Sepulveda Boulevard,
Alrport Boulevard, 86" and 98" Street and Arbor Vitae Street.
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APPENDIX | - COMPARATIVE SECURITY ANALYSIS OF ALTERNATIVE D
AND THE NO ACTION/ NO PROJECT ALTERNATIVE

Appendix I

COMPARATIVE SECURITY ANALYSIS OF
ALTERNATIVE D AND THE NO ACTION/ NO
PROJECT ALTERNATIVE

1 EXECUTIVE SUMMARY

Alternative D, the Enhanced Safety and Security Allernative, provides
Los Angeles International Airport (LAX) a much higher degree of
safety and security than the No Action / No Project (NAMNP) Allernative
in the proposed LAY Master Plan. Alternative D allows lor the
dispersal of people and securily processes away from eritical points
on the airport complex. This allows for consistent levels of screening,
an increased ability for law enforcement and security personnel to
respond to threats, and the protection of people and critical lacilities
essential to the continued aperation of the airport.

The postulaled threat against LAX is terrorist aclions, particularly
those using a vehicle or truck bomb. LAX's primary function is the
movement of passengers and cargo into and out of the airport. The
level of security implemented at LAX must not limit the ability of the
Airport to accomplish its primary function. Analysis shows that the
potential of a vehicle bomb to cripple LAX and inflict a high number
of cosuclties is the primary wilnerability ond focus of security
plemning.

Alternative D's unique 1ess az an enhanced safely and
security plan lies in the esiablishment of a new and more effective
concept of securily operations for LAX, This concept involves the use
of multiple concentric rings of security that provides security
measures around each primary LAX facility. The establishment of
these multiple concentric rings of security will allow LAX to begin its
security process long belore ony passenger or vehicle enters the
Central Terminal Area (CTA). The use of concentric rings in the
development of a deterrent and mitigation strategy is based upon the
concept of p g d i ing. and responding (PDAR)
to threats to passengers and the airpert. This is best accomplished
through the dispersal of potential hostile events in such a manner as
to allow increased distance and time from a threat to give law
enforcement and securily personnel time lo assess the threat and
respond to il

=N
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APPENDIX | - COMPARATIVE SECURITY ANALYSIS OF ALTERNATIVE D
AND THE NO ACTION/ NO PROJECT ALTERNATIVE

5 THREAT
5.1 LOS ANGELES INTERNATIONAL AIRPORT
(LAX) AS A TARRGET

The obvious and primary adverscries to LAX are transnational
terrorist groups ond the criminal element. Eoth need to be
considered in developing the final concept and design for Allernative
D. The external threats to all elements of the airport, but particularly
at the CTA. include terrorist and non-terrorist groups using traditional
bombing tastics. such as the lollowing evens:

+ On April 19, 1995, at 9:.02 AM, a large vehicle bomb containing
epproximately 4,800 pounds of an ammonium nitrate and fuel oil
(ANFO) mixture concealed in a 1993 Ford F700 20-foot cargo van
detonated at the north side of the Alfred P. Murrah Federal
Building in Oklahema City, Oklahoma. The investigation revealad
that Timothy McVeigh had conducted pre-attack analyses of
numerous Federal buildings looking for one that met his
requirements. He developed o three-pronged largeting criterion
that called for a building occupied by children as well os agents
of the Federal Bureau of Investigation (FBI) ond the Bureau of
Alcohel, Tobaeco, and Firearms (BATF) as retribution for the
Waco, Texas incident a year earlier. He was clso looking for o
target with minimal protective measures. He selected the Murrah
building it rep ted an y soft target that
allowed him to park his vehicle within 10 fset of the building. The
Murrah Federal Building bombing proved that a small group of
anti-government individuals can cause significant loss of lifer and
damage to property using relatively unsophisticated explosive
devices.

+ The 1983 World Trade Center (WTC) bombers used a truck bomb
lo cause significant damage to the WTC. This atlack, in addition
to the Murrah building bombing in Oklahoma City, supports the
concern about the vulnerability of a facility to an unsophisticated
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Preface

Page: 4, Sequence #3

¢

When will the FAA have a say? Is the FAA veto only? In the event of a conflict between FAA
and the LAWA, who is the referee to determine a final resolution?

Response: The FAA has been continually reviewing the Draft LAX Master Plan throughout its
development. It is anticipated that the Los Angeles City Council should make its decision on the LAX
Master Plan in the fall of 2004. Once the City Council takes action on the selected alternative, the
FAA will prepare a Record of Decision relative to an Airport Layout Plan (ALP) that depicts the City
Council's decision. It is currently anticipated that the FAA’'s Record of Decision on the Airport Layout
Plan would take in late 2004.

The Los Angeles City Council makes the decision on which alternative to implement. The FAA issues
a Record of Decision that depicts the City Council’'s decision.

NEPA and CEQA require that prior to approval of a proposed project, the approving agency/body
must determine whether the necessary environmental document has been completed in fulfillment of
the applicable requirements. In the case of the LAX Master Plan, the FAA will have to determine
whether the EIS meets the requirements of NEPA prior to approving the project through a Record of
Decision, and the Los Angeles City Council will have to determine whether the EIR meets the
requirements of CEQA prior to approving the project by resolution. Should either or both approving
authorities determine that the EIS/EIR does not meet the requirements necessary for the agency to
approve the project, the affected lead agency(ies) would need to assess and determine the nature,
extent, and process for, providing the necessary information. Such an assessment and determination
would depend on the specific facts of, and reasons for, the approval authority's decision.

Executive Summary

Page: 17, Sequence #3 and #4

¢

Didn’t TSA say they prefer one complete baggage check as early as possible?

Response: No, the TSA stated that the baggage screening should take place as close as safely
possible to the aircraft to reduce the distance and time to transport the baggage to the aircraft after
inspection, to minimize the possibility of tampering. It was envisioned in the Master Plan that a single
baggage inspection facility would be developed. The advanced planning process will further refine
the location and number of screening areas.

Page: 17, Sequence #5 and #6

*

How will emergency response get from the LAX body to the outlying GTC across open public
areas? How will evacuation be accomplished?

Response: The specifics of emergency response and evacuation provisions and procedures would
be determined in conjunction with the more detailed advanced planning and design of the GTC.
Please see Response to Comment SAR00006-6 and Response to Comment SPC00064-8 regarding
emergency response. In addition, please see Appendix | of the Draft LAX Master Plan Addendum
and Topical Response TR-SEC-1 regarding evacuation.

Page: 17, Sequence #8

*

This increases potential through put for more flights per gate.

Response: As discussed in Appendix D, Section 3.1, of the Draft LAX Master Plan Addendum, the
most constraining component of an airport defines the practical capacity of the entire airport. In the
case of Alternative D, the gate faciliies are the limiting factor. The Alternative D airfield
improvements do not increase capacity. The taxiway improvements enhance safe aircraft operations
and reduce the potential for runway incursions. Enhanced airfield safety is achieved through airfield
facility modifications that mitigate the primary causes of runway incursions at LAX. Further, airfield
safety and improved airfield efficiency are achieved through taxiway development that matches the
future fleet of larger aircraft. The increase in runway length proposed in Alternative D would reduce
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5. Responses to Comments from Dennis J. Schneider

airfield congestion and eliminate excessive coordinated crossings in the air. None of these airfield
improvements allow LAX to serve additional demand.

Page: 18, Sequence #2

¢ How will baggage be delivered from the GTC? Will people have to carry it? Is this defined or
slated for future development?

Response: Please see Section 2.2.8, Ground Transportation Center (GTC) of the Draft LAX Master
Plan Addendum regarding accommodations for baggage between the GTC and the CTA.

Page: 18, Sequence #3

¢ Will the remaining gates be more utilized than ones replaced? Are they to be modernized to
handle larger aircraft more frequently? Will all gates be modernized or only some of them?
How will this be controlled for limiting future growth?

Response: The average size of the gates is increasing as well as load factors, the gates on average
are very highly utilized and would remain so. By replacing the remote gates with contact gates, that
portion of the gates would become more utilized, however there is an overall reduction in gate
numbers from 163 to 153. Please see Table 2.2-2 of the Draft LAX Master Plan Addendum. The
design day schedule that was developed assumed a fleet mix and a utilization of gates that are higher
on an annual passenger per gate ratio for all comparable airports similar in size and nature for LAX.

Page: 18, Sequence #5 and #6

¢ What controls on cargo access will preclude access to the planes since 50% of the cargo is in
the belly of the passenger aircraft? How will cars at the GTC and RAC be screened? If no
parking at curbside in these is enacted, how will the cars parked in the adjacent parking
structures be screened?

Response: All cargo destined for passenger aircraft is subject to security screening today and would
likely be subject to enhanced security measures in the future as technology improves.

Please see Section 2.2.8 of the Draft LAX Master Plan Addendum regarding vehicle screening at the
GTC. Please see Section 2.2.10 of the Draft LAX Master Plan Addendum regarding vehicle
screening at the RAC.

Page: 18, Sequence #10

¢ |If the GTC is the "PRIMARY POINT OF PICKUP AND DROP-OFF" were the press conference
comments that people in the RAC and ITC Green Line transfer areas would go directly to the
GTC mean that security needs to be able to easily get to all three off-airport sites? What
proportions will be initially checked at each site?

Response: The security needs, provisions, and procedures for the GTC, RAC, and ITC would be
determined in conjunction with the advanced planning and design of those facilities. Please see
Response to Comment SPC00165-10 regarding vehicle access to the GTC. Also, please see
Section 2.2.8, Ground Transportation Center (GTC) of the Draft LAX Master Plan Addendum
regarding security screening.

Page: 18, Sequence #12

¢ Will the new ITC become a broad access to other mass transit such as buses and rapid
buses?

Response: The ITC would provide curbfront for charter, regional, and other bus activity. Additional
buses will be accommodated at the park-and-ride facility at the Aviation/Imperial Green Line station,
with access to the ITC via a pedestrian walkway over Imperial Highway. LAWA will work with the
LAC-MTA and other transit providers during the advanced planning stage of the ITC to accommodate
their services.
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Page: 18, Sequence #14

¢ For those rental car agencies not included in the 10 consolidated will they be bused to the
RAC for processing or will people go to the GTC and be transferred to the outlying car
agencies from there?

Response: Alternative D assumes that all car rental patrons of both on-airport and off-airport
companies would travel from the CTA via the Automated People Mover to the RAC. Customers of
off-airport rental car companies would than be shuttled to the individual private company. The RAC
would include a passenger drop-off and pick-up curbfront for servicing these off-airport rental car
patrons.

Page: 18, Sequence #16

¢ Will there be separate lines to each facility or will they all be in series? Will hotel and other
stops also be included in the same line? How will security be enacted if people can get on
and off at the various stops?

Response: Please see Section 2.4, Automated People Mover - Alternative D of the Draft LAX
Master Plan Addendum for a description of the APM system. Please see Figure 2.4-1 of the
document, which depicted proposed APM stations. Please also see Topical Response TR-SEC-1
regarding security concerns related to the APM.

Page: 19, Sequence #2

¢ Since the Jan 2001 document never specified Alt D will this document refer to that
documentation in table format so that it is consolidated for Alt D review? Where is such a
table?

Response: The Draft LAX Master Plan and Draft LAX Master Plan Addendum documents will not be
consolidated. However, documentation contained in the Draft EIS/EIR and the Supplement to the
Draft EIS/EIR is consolidated in the Final EIS/EIR Please see Table F3-1, Summary of Activity by
Alternative - 2015 and Table F3-2, Summary of Facilities by Alternative - 2015 for a comparison in
table format of the Master Plan alternatives.

Page: 21, Sequence #1

¢ What accommodations for the additional traffic to the West Employee Parking Garage? What
security controls will be in place? This structure would be a great launching site for attacking
aircraft.

Response: Please see Section 2.3.6, Employee Parking, of the Draft LAX Master Plan Addendum
and Section 4.3.1, On-Airport Surface Transportation, regarding West Employee Parking Garage.
Please see Response to Comment SPC00260-3 regarding security concerns on employee parking
garage.

Page: 21, Sequence #2

¢ The fuel farm is not shown as moving in other detailed drawings. Will it be too close to the
new runways?

Response: Please see Section 2.6.3 of the Draft LAX Master Plan Addendum describing
modifications to the fuel farm. The fuel farm would not be too close to relocated Runway 6R/24L.

Page: 21, Sequence #3

¢ The definition of Group VI airfield is not firm. When the separation distances are found to be
inadequate in two years will the plan be modified to accommodate the new numbers? If it is
so critical to the north side, why is it not done on the south side where the majority of cargo
facilities are situated?

Response: FAA has established separation standards for Group VI aircraft. Alternative D was
designed using FAA’s most recent separation standards for Group VI aircraft.
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5. Responses to Comments from Dennis J. Schneider

Additional constraints exist on the south side complicating the ability to provide additional separation
beyond the 800 feet designated in Alternative D without undesirable impacts to existing facilities. The
difference in runway to taxiway separation between the north and south airfield would allow for NLA
to hold perpendicular to the north runways without penetrating the runway OFZ. Although this will not
be possible on the south side, the center parallel taxiway would provide improvements in airfield
safety resulting in an expected decreased risk of runway incursions.

Page: 21, Sequence #4

¢

1.

Does the People Mover system preclude any other use of the MTA right of way along Aviation
Blvd? This will be critical for future development of a mass transit system to support LA
because this right of way from the South Bay all the way to Downtown LA.

Response: The APM does not use the MTA alignment along Aviation Boulevard.

Planning Objectives

Page: 23, Sequence #1

*

Growth Master Plans for these two airports were previously written when the South Side
Development plan was done in the late 80s/early 90s. Why are these not being implemented
instead of redoing those plans? If the Alternative D is a result of comments to A, B, & C, why
are these not deleted from the alternatives?

Response: Airport master plans are typically updated every 5 to 10 years. While some of the
physical improvements recommended in master plans of the late 80s/early 90s might still be relevant,
other priorities and conditions have probably changed. For example, Palmdale’s inability to sustain
scheduled air service was not factored into the old projections, and changes in population growth
patterns and air service patterns at other regional airports need to be factored in.

Please see Topical Response TR-ALT-1 regarding the range of alternatives analyzed in the Draft
EIS/EIR and Supplement to the Draft EIS/EIR.

1.1 Policy and Planning Objectives

Page: 23, Sequence #3

*

If the community needs have been taken into consideration, why has the Manchester Square
area been designated for airport use when it is currently residential and in Mar 2001 the LA
City Council determined that it should be put in the Westchester/Playa del Rey Community
Plan Update as a park because of the paucity of recreation open space in this area?

Response: In the proposed Westchester/Playa del Rey Community Plan update, no change in the
zoning or land use designation for Manchester Square is proposed. The City is proposing to add the
following footnote to the Plan: "Area Under Study.” Please see Topical Response TR-MP-3 regarding
the use of Manchester Square and Subtopical Response TR-MP-3.6 in particular, which addresses
changes to the General Plan and zoning designations of acquisition areas.

Page: 23, Sequence #5

*

The Mayor signed a no expansion pledge and this document expresses the intent to restrict
present capacity. Why is it then saying that it plans to add new facilities as a number one
priority.

Response: Alternative D, Enhanced Safety and Security Plan, has been designed to serve a level of
future (2015) airport activity comparable to that of the No Action/No Project Alternative, and will make
the airport safer and more secure convenient and efficient. Alternative D is consistent with the policy
framework of the SCAG 2001 RTP, which calls for no expansion of LAX and, instead, shifting the
accommodation of future aviation demand to other airports in the region.
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Page: 23, Sequence #7

*

Shouldn’t safety of residential areas be at the same level as airport users?

Response: Master Plan Goal 2 is to ensure the safety of all airport users. Included in Master Plan
Goal 5 is the protection of the surrounding neighborhoods.

Page: 23, Sequence #9

*

Efficient operation? How will baggage movements be accomplished? This critical action is
not firmed up at all. Studies are being released to state that the economic benefits are
NEUTRAL for Alternative D. Studies to determine regional economic benefits should be done
to determine if equivalent expansion/development at locals other than LAX is more rewarding.
This study should include secondary impacts such as lost efficiencies due to exacerbating
LAX area congestion and increase pollution resulting in health and social welfare impacts.

Response: Curbside check-in facilities would be available at the GTC for those passengers wishing
to check-in at that location. In additional baggage carts will be allowed upon the APM system.

The Southern California Association of Governments (SCAG) Economic Development staff makes
available the vast economic and demographic data available for the SCAG region, counties,
subregions, and cities. Please refer to SCAG’s report, The State of the Region 2003, released in
February 5, 2004. Also refer to the 2004 Draft Regional Transportation Plan (RTP) for information on
the regional economy, aviation and the other transportation modes, environment, and environmental
justice. Both of these studies are available on SCAG’s website at http://www.scag.ca.gov. Please
also see Section 4.4.1 of the Final EIS/EIR regarding employment and economic output for
Alternative D.

Page: 23, Sequence #11

*

Use of regional highways is another euphemism for all of the major streets through the
communities around LAX. In Westchester-Playa del Rey there is no more room to expand
these streets without removing homes or moving them far too close to homes. Additional
manipulation of signals to foster flow is also limited as the egresses from the residential
areas has already limited the number of autos able to leave and pedestrians to safety cross
streets.

Response: Comment noted. Please see Topical Response TR-ST-4 regarding airport area surface
traffic concerns.

Page: 25, Sequence #1 and #2

¢

The Master Plans already exist for Ontario and Palmdale. Why were these never
implemented? Why, for instance, is a top post still existing to recruit business for LAX
instead of placing even greater emphasis on other regional airport

Response: Master plan updates for both Ontario and Palmdale are currently underway. The master
plans will recommend the needed improvements to meet the projected demand for both passengers
and cargo. For additional information, please see Topical Response TR-RC-1 regarding the LAX
Master Plan role in the regional approach to meeting demand.

Alternative D, Enhanced Safety and Security Plan, has been designed to serve a level future (2015)
airport activity comparable to that of the No Action/No Project Alternative, and will make the airport
safer and more secure, convenient and efficient. Alternative D is consistent with the policy framework
of the SCAG 2001 RTP, which calls for no expansion of LAX and, instead, shifting the
accommodation of future aviation demand to other airports in the region.
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1.2 Facility Constraints

Page: 25, Sequence #2

¢ Master Plans already exist for Ontario and Palmdale. Why were these never implemented?
Why, for instance, is a top post still existing to recruit business for LAX instead of placing
even greater emphasis on other regional airports?

Response: Please see the responses to the comments pertaining to Page: 23, Sequence #1 and
Page: 25, Sequence # 1 and #2 regarding the master plans for Ontario and Palmdale. Alternative D
is consistent with the policy framework of the SCAG 2001 RTP, which calls for no expansion of LAX
and, instead, shifting the accommodation of future aviation demand to other airports in the region.

Page: 26, Sequence #4

¢ Page 1-4 has an incomplete sentence indicating the constrained activity profiles are
somewhere in Chapter V of the LAX Master Plan Draft.

Response: As indicated on pages 1-4 and 1-5 of the Draft LAX Master Plan Addendum, the
constrained activity profiles for Alternatives A, B, and C were discussed in Chapter V, Concept
Development, of the Draft LAX Master Plan in Section 3.3.2, Final Iteration Constrained Activity.

Page: 26, Sequence #6

¢ The footnote stating a 98 MAP estimate for Alt A or B states that it assumes voluntary air
service adjustments such as reducing the number of flights to LAX.

Response: Comment noted.
Page: 27, Sequence #2

¢ This basic premise of limiting Alt D via gates indicates an assumption of specific numbers and
types of gates. This addendum does not have this detail and in LAX working Group meeting
LAWA officials were unable to define how gates were to be modified.

Response: Detailed information about the Alternative D aircraft gates was described in Section 2.2.7
of the Draft LAX Master Plan Addendum, Aircraft Gates. Figure 2.2-4 in Chapter 2 of the Draft LAX
Master Plan Addendum, 2015 Alternative D Gate Layout and Utilization is a detailed illustration of
each aircraft gate proposed under Master Plan Alternative D.

Page: 29, Sequence #1

¢ Figure 1.2-1 graphs Alternative Capacity Constraints. Where is the back up materials listing
the assumptions?

Response: Detailed information regarding various build alternatives and their forecast capacities can
be found in the Draft EIS/EIR, the Draft LAX Master Plan, the Supplement to the Draft EIS/EIR and
the Draft LAX Master Plan Addendum.

Page: 30, Sequence #2

¢ It is commendable that the space utilization rate takes improved modernization into
consideration. Has the ground trucking limitation also been considered? What is that
limitation?

Response: It is not clear what the commentor is referring to by ground trucking limitation. Please
see Sections 4.3.1, On-Airport Surface Transportation and 4.3.2, Off-Airport Surface Transportation in
the Supplement to the Draft EIS/EIR.
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1.3 Regional Impact of Alternative D

Page: 36, Sequence #1

¢+ Note the previous section 1.3.2 states the 2015 regional demand as 146.5 while Table 1.3-3
shows the 2015 demand as 167 with 30 MAP as potential unmet...

Response: Please see Topical Response TR-MP-2 regarding the SCAG Regional Transportation
Plan.

Page: 36, Sequence #3

¢ SCAG forecast of 2015 is 10 years beyond the planning horizon of the LAX Master Plan? It will
take almost that long to finish this LAX project. Doesn’t this plan look that far into the future?

Response: As described in Figure S3-15 in the Supplement to the Draft EIS/EIR, 2015 Conceptual
Summary Schedule, Alternative D could be constructed by 2015. As described in the Draft LAX
Master Plan, the LAX Master Plan is a plan for the LAX through 2015.

Page: 37, Sequence #2

¢ With 12 years in the future why can’t emphasis to create this infrastructure be done?

Response: The cost and environmental consequences involved in upgrading other facilities to
accommodate extensive international passenger and cargo volume would likely be prohibitive.

Page: 37, Sequence #4

¢ Stating that regional airport share matches use demonstrates market balance does not take
into consideration disparity in ticket pricing and flight availability. With incentive pricing
equal to LAX ticket costs many people living in other areas of the LA region would use their
local airports.

Response: Comment noted. Operations were accounted for in Table 1.3-4 accounting for flight
availability.

Page: 39, Sequence #1

¢ Figure 1.3-2 Forecasts demand based on 1997 information. The 2000 Census showed marked
changes and high growth in outlying areas. If this is to be an accurate representation it
should use more current information than that of almost 6 years ago.

Response: Please see Appendix A of the Draft LAX Mater Plan Addendum regarding the Baseline
Update.

Page: 40, Sequence #1

¢ For 60 minute travel distance assumptions was the "present" SCAG estimate of 36 mph on
fwy assumption used or the 18 mph for 2015? Similarly, what assumptions where used for
economic AND population growth for travellers?

Response: Neither. Please see Response to Comment AL0O0018-110.
Page: 41, Sequence #1

¢ Data Source and dates covered? The chart says it was prepared in 2002, but what year data is
this?

Response: Data Sources: US DOT and OAG; Dates: 2000 and August 2002;
Page: 43, Sequence #2

¢ Concentration of air service at a primary airport may be true in medium sized markets, but
other major cities such NY, Chicago, or Washington DC have multiple airports served.

Response: Comment noted. However, even in these multiple airport regions the airlines tend to
concentrate on one of the airports in the region. In Chicago, United hubs at ORD while they do not
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serve MDW. In Washington D.C., United hubs at IAD and offers limited service out of BWI and
National. In San Francisco, United hubs at SFO while offering limited service out of OAK and SJC.
This is an example of how airlines typically concentrate the majority of their efforts and a single
primary airport though they may offer some service to other regional airports. This trend is even more
pronounced with regard to international service.

Page: 43, Sequence #3
¢ Domestic vs Int’l with LAX having a high O&D rate may not bear the assumptions out.

Response: Though LAX has a high O&D rate, it plays a very important role in domestic to
international connections for trans-Pacific travel to Asia.

Page: 44, Sequence #2

¢ Recent LA County studies show that Palmdale has a sizeable market that warrants air service.
Response: Comment noted.

Page: 49, Sequence #1

¢ The argument that Gateways are becoming more important because their % of passengers is
increasing is spurious. Explain why this same data can not also be explained by the
deregulation efforts to concentrate air traffic into specific hubs.

Response: Please see Section 1.3.5 of the Draft LAX Master Plan Addendum, which described
various influences on the role of international gateways.

Page: 50, Sequence #1
¢ What documentation exists to demonstrate this strong statement?

Response: Please see Chapter |, Section 3.2.2, Regional Airport Facilities, of the Draft LAX Master
Plan.

2. Alternative D Development and Refinement

Page: 52, Sequence #2

¢ The limitation of growth at LAX is an impetus to growth in other regional airport ONLY outside
of those owned/operated by LAWA.

Response: As described in Chapter 2 of the Draft LAX Master Plan Addendum, the Alternative D
design would encourage other airports in the region to develop facilities to accommodate regional
demand beyond the level served at LAX.

Constraining LAX’s ability to accommodate the demand for air travel in the Southern California region
would likely create stronger demand for increased levels of air service from all other air carrier
airports in the region regardless of their ownership or operator.

Page: 53, Sequence #1

¢ Why do Explosive Detection System (EDS) baggage screening in the CTA instead of at the
initial point of check in? Isn’t the objective of closing off the CTA to preclude bombs inside
the CTA?

Response: As described in Chapter 2.2.8 of the Draft LAX Master Plan Addendum, Alternative D
would separate the commercial and private vehicle landside components from the passenger terminal
facilities and gates in the CTA. This would eliminate the threat of blast in close proximity to large
congregations of queuing passengers at functions such as ticketing and baggage claim. Further,
Chapter 2.2.8 also stated that the GTC would be designed to accommodate second level security
screening at any time.
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Page: 53, Sequence #2

*

How would emergency facilities be easily accessible to both LAX and the GTC since they are
separated by uncontrolled public space?

Response: By LAX it is assumed the commentor is referring to the CTA. The CTA and GTC would
both be easily accessible to emergency response vehicles and their associated teams via the existing
and proposed road network. Though the CTA would be closed to private vehicle traffic it would still
be accessible by some vehicles such as the FlyAway buses and emergency vehicles. Emergency
response teams may use the public space and surface streets in the airport vicinity just as they would
today. The public space between the GTC, ITC and other parts of LAX would not differ much from
public space adjacent to LAX today.

Page: 53, Sequence #3

¢

Have any incursions occurred on this side in the past five years? What Grades -- ie A, B, C D?
What percentage of these would NOT have been precluded by the separation -- ie operator
error?

Response: Please see Response to Comment SPC00275-28. It is not possible to calculate the
number of runway incursions that would not have occurred had the airfield been designed differently
without being purely speculative.

Page: 53, Sequence #5

*

How can airfield mods improve level of service without adding capacity? If the purpose on the
north side is to support NLA how is it explained that the north runways are insufficient for
fully loaded takeoffs?

Response: Airfield improvements can improve level of service without adding capacity because the
airfield is a system of runways and taxiways. Alternative D does not add any additional runways.
Therefore, the total hourly throughput capacity would remain unchanged. The proposed airfield
modifications would improve safety and efficiency for taxiing aircraft thereby improving level of
service.

As described in the Draft LAX Master Plan Addendum, the purpose of modifying the north airfield is to
improve safety and efficiency. However, the modifications would be designed to safely accommodate
the Airbus A380, which is scheduled to enter commercial service in 2006. Airbus has stated that the
A380 would require 10,000 feet of runway at MTOW for departure operations. Runway 6R/24L would
have 11,700 feet of pavement length and a Take Off Distance Allowed of 12,000 feet with the
application of Declared Distances and a 300 foot clearway west of the runway end.

Page: 53, Sequence #7

*

Although the RAC will have many of the rental agencies in one place, won't some still be "off
site?" There are better ways to connect the Green Line to the CTA wherever it is placed.

Response: Yes, it is anticipated that some rental car companies would remain off site and would bus
their customers from the GTC to their respective facilities. Please see Response to Comment
SPHL00022-2 regarding the most feasible alignment of the Green Line.

Figure: 56, Sequence #1

*

Alt D calls for high density mixed use called for west of Sepulveda between La Tijera and
Westchester parkway adjacent to residential areas.

Response: Comment noted. Please see Chapter 2.9, Collateral Development, in the Draft LAX
Master Plan Addendum for information about the LAX Northside Plan.
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2.1 Airside Facilities - Alternative D

Page: 57, Sequence #1

¢ Group Vlrunway spacing criteria have not been finalized by the FAA. Will the criteria call for a
change in these runways in another 5 years?

Response: USDOT FAA Advisory Circular 150/5300-13 defines separation standards for Group VI
runways and taxiways.

Page: 57, Sequence #3

¢ WOW another runway change potentially done NOT in the present budget estimate! Will it be
50’ north or south?

Response: Life cycle runway reconstruction would be considered airport maintenance costs and are
planned for by LAWA. Repaving north or south, as the commentor suggests, would alter the location
of the runway centerline, and therefore separations. If a given runway were widened by 50 feet, 25
feet of pavement would likely be added to each side thereby maintaining the existing runway
centerline and separations.

Page: 58, Sequence #1
¢ This graphic doesn’t show taxiway E17. Where is this?

Response: It is unclear which graphic the commentor is referring to. Taxiway E17 is located at the
westernmost end of Runways 6R/24L and 6L/24R and is perpendicular to the aforementioned
runways.

Page: 58, Sequence #2

¢ Where is taxilane D? Only 100" Group V? Why not make it Grp VI modified at least so it
doesn’t have to be done twice?

Response: Taxilane D is adjacent to the proposed north linear concourse between the CTA and the
east end of Taxiway E. As described in the Draft LAX Master Plan Addendum on Page 2-10,
Taxilane D would provide modified Group VI separation for taxiing aircraft approaching the departure
ends of Runway 6R/24L.

Page: 58, Sequence #3

¢ Would removal of this service road complex make parking VIP aircraft on the north
impractical?

Response: No.
Page: 59, Sequence #2

¢ This statement differs from verbal briefings in that we were told all NLA operations are on the
north side.

Response: Comment noted.
Page: 59, Sequence #4
¢ They may be installing an end around taxiway on the south complex!

Response: Comment noted. An end around taxiway on the south airfield is not proposed as part of
LAX Master Plan Alternative D. However, this does not preclude the potential for future construction
of an end around taxiway on the south airfield.

Los Angeles International Airport 10 LAX Master Plan EIS/EIR Responses to Comments



5. Responses to Comments from Dennis J. Schneider

Page: 62, Sequence #1
¢ What is RVR 06 and RVR 18 visibility?

Response: RVR is an acronym for Runway Visual Range. 06 and 18 are aviation speak for 600 feet
and 1,800 feet. RVR 06 would mean a Runway Visual Range of 600 feet or a pilot could theoretically
see 600 feet down the runway.

Page: 62, Sequence #2

¢ What are the "declared distances" to be used to make use of the constrained site?
Highlighted below are the four values. Is this used to define how near buildings may be
placed? If so, what are the values?

Response: See Section 2.1.4 of the Draft LAX Master Plan Addendum for a description of Declared
Distances and their purpose. No, Declared Distances are not related to buildings.

Page: 63, Sequence #3

¢ Does this "clearway " define the area for 25L where the cargo buildings are along Aviation and
Century? What values are acceptable?

Response: No.
Page: 64, Sequence #1

¢ Does the TODA of 500' on west and 1000’ on east make 24L adequate for NLA? The
"apparent” runway would be equivalent to 12,000’

Response: TODA, with implementation of the Alternative D Master Plan, could potentially be 12,000
feet for Runway 24L. TODA of 12,000 feet for Runway 24L would only be available if a 300 foot
clearway is present off of the west end of the runway.

Page: 64, Sequence #2

¢ The statement is that there is a 1000’ clearway on the west end for 25L but isn’t that blocked
by the new employee parking structure?

Response: No, the parking structure would not be located adjacent to the west ends of the south
runways.

2.2 Terminal/Passenger Processing Facilities - Alternative D

Page: 66, Sequence #1

¢ Passenger convenience seems to be enabling the passenger to exercise by toting all luggage
from the GTC to the CTA.

Response: Curbside check-in facilities would be available at the GTC for those passengers wishing
to check-in at that location. In additional baggage carts would be allowed onto the APM system.

Page: 67, Sequence #1
¢ What is an FIS facility?

Response: A Federal Inspection Services (FIS) facility is located at all terminals, which
accommodate international passengers. They include Customs, Immigration, Public Health, and
Agricultural inspections facilities as well as necessary office and support services.

Page: 67, Sequence #4
¢ What are the new baggage functions in the new terminal facilities?

Response: New baggage systems in the main terminals would include 100 percent EDS baggage
screening facilities, including a baggage sortation and distribution system for each individual airline or
airline alliance. In addition new baggage claim devices would be provided for the passengers to
claim their luggage.

Los Angeles International Airport 11 LAX Master Plan EIS/EIR Responses to Comments



5. Responses to Comments from Dennis J. Schneider

Page: 67, Sequence #6

*

A baggage tunnel is to be built despite statements to the contrary! Will luggage check in be at
the GTC or not?

Response: Curbside check-in facilities would be included in the GTC. A tunnel was investigated for
the delivery of baggage from the GTC to the CTA. Another option investigated, included the
dedication of one car of the APM system to transport baggage. The advanced planning process will
examine this issue in greater detail.

Page: 67, Sequence #8

*

How is compartmentalization accomplished? The illustrations show open areas. Where is the
evacuation plan showing where passengers will be evacuated will be evacuated to the central
terminal area?

Response: The open areas shown on Figures 2.2-2 and 2.2-3 were illustrations of the APM station,
ticketing and baggage claim areas of the CTA. These areas are prior to the security screening that
takes place before ticketed passengers go out to the concourse and holdroom area. For security
breaches, the airside secure area would have security doors placed in locations, which would allow
concourses to be isolated and searched, so that operations could continue in other areas of the
terminal. The evacuation of the terminal areas would be out onto the existing roadway system. For
passengers on the concourses in the event of an emergency they would be evacuated onto the apron
area. Complete evacuation plans would be developed as a part of the advanced planning process.

Page: 73, Sequence #1

*

Explain why the number of gate types handling larger aircraft does not increase capacity to
handle passengers and cargo. Since airline space is being increased about 60% explain how
it will limit to existing capacity. What are the present gate configurations? This is based upon
1996 data what about all of the upgrades implemented since?

Response: Larger aircraft can accommodate additional passengers and cargo however Table 2.2-1
provided a breakdown of the number of existing gates by aircraft type and the proposed number of
gates. There is a reduction in the number of large gates, widebody and larger from 76 in 1996 to 58
in 2015. The amount of terminal area is projected to increase from 3,997,000 to 6,555,000 to provide
additional amenities for the passengers and to improve deficiencies within the existing terminal
buildings. The existing buildings are currently inadequate to handle the existing passenger activity
with an acceptable level of service. Any changes between the 1996 configuration and the year 2000
were discussed in Appendix A, Existing Baseline Comparison Issues 1996 to 2000.

Page: 75, Sequence #1

*

Despite the call for removal of the west pad gates, please explain why these gates cannot be
reestablished. If these west pad gates are used to segregate VIP aircraft where will these
aircraft be parked in the new alignment?

Response: The Master Plan proposes a limit of 153 contact gates. The area formally used for
scheduled commercial operations would be used for remote aircraft parking only. No busing
operation would occur for scheduled or charter operations. VIP and operations that may be required
for security reasons may continue to operate at the west pad location.

Page: 75, Sequence #2

*

Why did gate position mix change between 1996 and 2002 to reduce the group V and increase
the Group lll narrow body aircraft if the industry is going toward larger aircraft? What area of
the airport was downgraded?

Response: Table 2.2-2 was revised to reflect the corrected data. There were minor adjustments to
the fleet mix at the airport due to the addition of the International Arrivals Facilities constructed at
Terminals 4 and 7. No area of the airport was downgraded.
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Page: 77, Sequence #1

*

If most of the commuter gates are added on the back of the western terminals will Southwest
be moved there? If commuter flights are more frequent, won’t moving these gates to the far
end of the runways make them less accessible?

Response: No, Southwest would probably be relocated to the south side of the existing CTA where
the current taxilane infrastructure between concourses is more compatible with narrowbody aircraft
fleets. The commuter aircraft fleet is typically affiliated with a major carrier to provide a certain
amount of feeder passengers for connections to other cities. The average distance from the west
satellite to the end of the runway is substantially less than the distance from the existing United
commuter facility to the north airfield complex

Page: 78, Sequence #2

¢

The statement is made that the GTC will be designated for "second level" screening. How will
this be accomplished since there is presently no way to ensure fully controlled delivery of
either passengers OR baggage from the GTC and the CTA. Similarly, explain how the ITC will
be modified to provide the same level 2 screening. If this capability is "designed in," why isn’t
it utilized?

Response: If second level screening were to occur at the GTC it would also be required to occur at
the ITC and the consolidated rental car center. The facilities could be designed in a manner, which
would allow that to occur. This would require that all bags be screened or checked -in prior to
accessing the APM system. If second level screening were to occur in these facilities a policy
decision would need to be made regarding meeters and greeters at the airport. They could either be
prohibited to ride the people mover to the CTA or they would be required to pass through security
along with passengers which would increase the demand, size and cost of the security screening
station.

Page: 78, Sequence #3

*

If re-checked bags are made available at the GTC how will they be controlled? How will they
be transported in a fully controlled manner along with non-contiguous site?

Response: The bags would be controlled in a positive claim area where the passenger would be
required to provide a claim ticket prior to exiting the claim area. The same transport system that
brings the baggage from the GTC to the CTA would be utilized to move baggage from the CTA back
to the GTC.

Page: 78, Sequence #4

¢

Why is the CNG station being place in an area near all of the passengers?

Response: The CNG facility is being placed in the northwest corner of the GTC site on the opposite
side of the parking garage from the APM platform. This facility must be placed in a location where it
can be accessed from public streets. By placing it in close proximity to the GTC it will reduce the
vehicle miles traveled (VMT) for commercial vehicles reducing the overall environmental and traffic
impacts.

Page: 79, Sequence #1

*

Apart from moving the potential for a car bomb impacting checkin gates, how will a similar
multi-level structure at Manchester Square protect all of the people who are checking in?

Response: It is envisioned that the GTC would be a transitional place for passengers and meeters
and greeters to move from their ground transportation mode to the APM system in a minimum of time.
This would significantly reduce the occupancy of the GTC piers and the number of people in close
proximity to the roadway system than what currently exists in the CTA. In addition the new facilities
can be built utilizing newer technologies in materials and building configurations to minimize the
impacts of blast.
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Page: 79, Sequence #3

*

How will this transport be done without baggage tunnels that are very questionable in cost
and safety?

Response: Please see the response to page 67, sequence #6.

Page: 79, Sequence #4

*

If baggage is being checked for explosives in the CTA but is being checked by skycaps in the
GTC, how will bag matching be accomplished? Why do two checks of baggage instead of
one?

Response: Bag matching would be accomplished prior to going through second level screening in
the CTA. The skycaps only check the baggage in and place a baggage tag on it, they do not perform
the security checks.

Page: 80, Sequence #2

*

Will atunnel be used or will passengers be given carts to carry they luggage on the automated
people mover? How much help would be available to people with their luggage? What about
people with children, elderly, or disabled?

Response: The Master Plan investigated various options for the movement of baggage from the
GTC to the CTA. The baggage tunnel was one of those options. In all cases passengers would be
allowed to take baggage carts on the APM system. All facilities will be designed and constructed in
accordance with the requirements of the Americans with Disabilities Act (ADA). The Draft LAX
Master Plan and Draft LAX Master Plan Addendum are program level documents. It is acknowledged
that certain facility improvements and/or issues may require further definition during the advanced
planning stage in a more specific manner, as necessary and appropriate.

Page: 80, Sequence #3

*

Does this mean that people will retrieve their luggage in the CTA and then recheck their bags
to the GTC? How will this massive exercise be accomplished?

Response: People who wish to recheck the luggage for retrieval at the GTC would be able to do so.
Passengers would be permitted to carry their baggage or utilize baggage carts on the APM. Please
see response for sequence #3, page 78.

Page: 81, Sequence #1

*

One of the arguments for the GTC was that there would be rapid movement of people out of
the area. If seating and reception areas are created form meeter and greeters where is this
rapid movement going to be facilitated?

Response: The primary meeter greeter area for the airport would be in the main terminal areas of
the CTA. The CTA would provide full passenger and meter/greeter amenities and services. The
meeter greeter area of the GTC would be a very limited space to provide some seating areas and
restroom facilities. It is anticipated there would be no concessions amenities located in the GTC.

Page: 82, Sequence #1

*

How many languages will the kiosks be capable of handling? Will there be anyone in this area
or will it be fully automated?

Response: There would be third party personnel who would provide curbside check-in facilities for
all carriers at the airport. It is up to the individual airlines to decide whether to staff the GTC with
support personnel. It is envisioned that the kiosks would be capable of providing information in
several languages. With the rapidly changing array of technological information sources, it is
anticipated that self-check kiosks would continue to evolve and provide a greater range of capabilities
than they possess today.
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Page: 83, Sequence #1

¢ How will entrance from the North or West be accomplished? Will all traffic be moved to the
405 Freeway and if so, will the direction signs stating, "LAX next 5 Exits" be removed?

Response: Please see Section 2.3, Ground Access and Parking Alternative D for a description of
the access points for the GTC. The extent of signage and any required modifications to it have not
yet been addressed.

Page: 85, Sequence #1

¢ If charter bus access is set up in this facility, will public transportation buses also be in this
facility? If they are, what holding facilities will there be to aid travellers? How will baggage be
handled? What provisions for people traveling with children, elderly, or disabled?

Response: Please see the response to page 87 sequence # 1.
Page: 85, Sequence #2

¢ What levels of traffic increase are anticipated on Aviation Blvd., the eastern boundary? How
will directions to access to this area be facilitated since it is not near the freeway? Will the
traffic be increased along La Tijera, how much? or via Manchester Blvd, how much?

Response: See Section 4.3.2 of the Supplement to the Draft EIS/EIR, Off-Airport Surface
Transportation, for traffic volumes.

Page: 86, Sequence #1

¢ How close to the runway clear zone area will this 4 story rental facility be placed?

Response: The Master Plan would locate the Consolidated Rental Car Facility outside of the runway
protection zone. This location and height would have no effect on the operation of the existing or
future runway location.

Page: 86, Sequence #3

¢ This facility will be for the "on-site" rental agencies, how will it integrate with the "off-site"
ones? What % of agencies will be on vs off site? What % of rental cars will be on vs off site?

Response: Off-site airport car rental companies would need to provide shuttle buses to pick up their
customers at the consolidated rental car center. Until the Consolidated Rental Car Facility is closer to
completion it is unknown how many rental car companies would choose to remain off-site and by
extension how many cars.

Page: 87, Sequence #1

¢+ Ifthe Bus Plazais being left at Lot C how will bus riders move from the bus to the trains?

Response: The bus plaza in Lot C would be relocated. LAWA will work with the MTA to determine
the best location and level of facilities provided.

Page: 87, Sequence #2

¢ As Lot Cis in the Westchester-Playa del Rey Community Plan area, will the 15% landscaping
meet it’s requirement for this application? Will any of the area require rezoning? What are
they and how much?

Response: The Lot C area would need to meet the requirements and codes for the area which has
jurisdiction over its use and development. No required zoning changes would be needed since the
area currently is occupied by airport-operated parking lots and retail car rental agencies.

Page: 89, Sequence #1

¢ The views of the ITC show very large open spaces and long, open areas. Will there be any
moving sidewalks or other support for people who can’t walk long distances? The illustration
is populated will a small number of people. What numbers are anticipated to arrive at one
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time? If, for instance 5 buses and a train arrive at the same time will people be able to drive
carts holding luggage? | note that the there are no carts for luggage visible. Where and how
will they be disbursed and controlled?

Response: Figure 2.2-8 is an artist rendering of the conceptual facility. The advanced planning
process will investigate in further detail the size and configuration of the ITC. Generally accepted
planning standards will be followed in terms of determining the need for moving walkways. Luggage
carts would be allowed on the trains and there would be multiple points in the ITC to access and
acquire a cart for use. The ridership numbers and capacity numbers for the APM system were
published in the Draft EIR/EIS. The anticipated headway time between trains is approximately two
minutes, in the event that a train was full, another train would be available within two minutes.

2.3 Ground Access and Parking - Alternative D

Page: 91, Sequence #1

¢

The illustration shows primary access off the 105 freeway; how will this increased traffic be
handled? This same 105 freeway stretch is expected to handle the increased truck traffic from
an increase of 1M-2M annual tons of cargo. How will this be integrated with the auto traffic?

Response: The proposed on-airport roadways would be sized to accommodate the estimated traffic
volumes exiting the I-105 Freeway to access the ITC and GTC facilities. Few trucks are expected to
use the proposed interchange, since it is primarily intended to service passenger facilities. Please
also see Topical Response TR-ST-4 regarding airport area surface traffic concerns and Topical
Response TR-ST-1 regarding cargo truck traffic.

Page: 93, Sequence #1

*

Entry points to the APM are not yet defined. What are they and how will the non-LAX owned
parking be accommodated? What about hotels and other local business access? Why will
the APM not provide interference on it’'s N-S path for the south runway complex as it was the
stated reason why the Green Line was not extended. How will employees get to the West
Parking garage and then to LAX functions? How will this consolidated lot be used to deliver
employees when the Northside Project is implemented?

Response: The APM would have stations at the ITC, RAC and GTC. All commercial vehicles
including off-airport parking providers and hotel/motel shuttles would drop off and pick up passengers
at the GTC curbfronts.

Please see Response to Comment SPHO00004-6 regarding connecting the Green Line to the CTA.
Also, please see Response to Comment SPHL00022-2 regarding the most feasible alignment of the
Green Line.

Please see Section 2.3.6 of the Draft LAX Master Plan Addendum regarding employee parking. It is
not expected that future employees of LAX Northside facilities would park in the West Employee
Parking Garage.

Page: 94, Sequence #1

*

The orange, dedicated road appears to have an access from Century east of Aviation. There
are several other yellow streets (assumed to be the existing ones) that do not show any
ramping to the dedicated streets. Will these be underpasses? What is done to preclude these
streets being used to interrupt the dedicated ones by a truck bomb?

Response: 104th Street would be closed east of Aviation Boulevard, and its traffic rerouted to 102nd
Street by means of a new north/south roadway just east of the proposed airport roadways. 102nd
Street would pass under the proposed on-airport roadway leading to and from the GTC. Also please
see Response to Comment SPC00165-10 regarding vehicle access to the GTC. Please see Topical
Response TR-SEC-1 regarding security.

Page: 94, Sequence #2

*

The verbally briefed Lennox Blvd. connections are not shown. Does this mean that they will
NOT be used? If they are, how will it be integrated into this. The La Cienega access is shown
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below what is now Lot D. How will the increased levels of traffic in this area be handled since
many people will get off at La Tijera, La Cienga, and Manchester to take advantage of the La
Cienega entrance? How will traffic from these arrive?

Response: The Lennox Boulevard interchange at the 1-405 Freeway is a proposed improvement in
the preferred traffic mitigation plan for Alternative D. Please also see Response to Comment
SPHF00047-2 regarding Lennox Boulevard and SPHSP00006-4 regarding overall airport access.

Page: 95, Sequence #1

¢

Employees would be required to leave their building and go a block or two to escort each
car?!! Has this increased loss of work time been accounted for? How much is this
anticipated to cost?

Response: The Draft LAX Master Plan Addendum states "Employees would be required to escort
their visitors." This was not meant to imply that LAWA administration employees would be escorting
their visitors beginning at the visitors’ parking lot. Visitors to the LAWA administration building would
have to travel past a security checkpoint in order to access the parking lot.  Visitors would be
required to walk to the administration building, under video surveillance, and check in with a security
guard in the lobby of the building. Employees would escort their visitor beginning from that point.

Page: 95, Sequence #2

*

What about VIP Limos, etc for entry to the CTA? How will these be accommodated? Will VIPs
be required to access via the GTC whereas Flyaway buses will go into the CTA? Will Flyaway
buses be diverted to the ITA so that only the emergency and cleared vehicles will enter the
CTA roadway system?

Response: Limousines would be required to drop off their passengers at the GTC. From there,
passengers would travel on the Automated People Mover to the CTA.

FlyAway buses would be able to access the CTA roadways directly to drop-off and pick-up
passengers at the terminal curbsides.

Page: 96, Sequence #2

¢

If commercial vehicles will enter via Arbor Vitae and Aviation how will they get to the GTC? s
there a planned off ramp of the 405 at Arbor Vitae or will traffic get off at La Tijera and
Manchester? The present holding area is quite large. What is the comparison of present to
planned areas?

Response: Commercial vehicles which are accessing the Commercial Vehicle Holding Area prior to
picking up a passenger at the GTC would enter this facility from eastbound Arbor Vitae Street east of
Aviation Boulevard. From there, commercial vehicles would use the GTC roadways to access the
various GTC curbfronts. Commercial vehicles would use the main GTC entrances to drop off a
passenger at the GTC.

The Southern California Association of Governments’ Regional Transportation Plan includes a
planned northbound off-ramp from the I-405 Freeway at Arbor Vitae Street. However, this project is
unrelated to the LAX Master Plan. The proposed Lennox Boulevard interchange would be the most
convenient exit for drivers on the 1-405 Freeway to use to access the GTC or ITC, as the roadways
would lead directly to these facilities.

The commercial vehicle holding area for Alternative D is planned to accommodate future demand.

Page: 96, Sequence #4

¢

During "rush hours" this is one of the few N-S roads. It already backs up significantly. How
will all of the larger commercial vehicles be accommodated? Aviation is extensively used by
cargo trucks at present. How and where will these truck (and the many additional ones) be
diverted?

Response: Alternative D proposes to add an additional lane of traffic in each direction on Aviation
Boulevard between Arbor Vitae Street and Imperial Highway. Additional traffic mitigations at
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individual intersections along Aviation Boulevard are also proposed. There are no plans to "divert"
truck traffic from using this street.

Page: 97, Sequence #1

¢ What direction is the view? If this is west, then | assume the ITA is on the left and GTC on the
right. The distances shown on the illustration is much greater. How will the parking be
invoked to allow short travel distances? How will baggage be handled to get from the Green
Line to the ITC and then, to the APM?

Response: This view is an artistic illustration of what the facilities would look like. This actual
drawing is not to scale. Please see Section 2.3.5, Public Parking, regarding parking. Passengers
would handle their own baggage from the Green Line to the APM Station at the ITC.

Page: 98, Sequence #1

¢ All rental car companies will be located here? Which will and which will not? What
percentage of cars NOT covered by this facility.

Response: It is estimated that approximately 8 percent of all rental car patrons would use rental car
companies not located at the RAC.

Further coordination with the rental car companies will need to be conducted before the exact number
of rental car companies utilizing the facility is determined.

Page: 98, Sequence #3

¢ If the access to this facility is Airport and 98th then is it anticipated that Arbor Vitae will
become a main access road? Will most traffic travel from the north along Airport from La
Tijera and/or Manchester? Please provide detail flow information.

Response: Drivers could use a variety of arterial streets to access the RAC facility, including La
Tijera Boulevard, Airport Boulevard, Century Boulevard and Westchester Parkway/Arbor Vitae Street.
A series of traffic mitigation improvements are proposed in conjunction with the implementation of the
RAC facility.

The Draft LAX Master Plan and Draft LAX Master Plan Addendum are program level documents. It is
acknowledged that certain facility improvements and/or issues may require further definition during
the advanced planning stage in a more specific manner, as necessary and appropriate.

Page: 98, Sequence #4

¢ Westbound 98th would require an exit on Sepulveda. Is it the plan to divert all rental car traffic
via La Tijera and Sepulveda? How much traffic is involved and how will it be accommodated?

Response: Westbound 98th Street would have access to Sepulveda Boulevard northbound. There
are no plans to divert all rental car traffic via La Tijera Boulevard and Sepulveda Boulevard. Specific
driveway access and egress for the RAC facility would be determined during the advanced planning
stage of the project.

Estimated traffic volumes to the RAC facility during the AM, PM, and airport peak hours are presented
in Table S18, On-Airport Travel Classification 2015 Alternative D, Mitigated of Technical Report S-2a
of the Supplement to the Draft EIS/EIR. The traffic mitigations associated with the RAC facility are
presented in Table F4.3.2-30 of the Final EIS/EIR.

Page: 98, Sequence #5

¢ General cargo traffic notation: How will this cargo traffic get out of the area? Will it all be
directed to the 105 Fwy? What about N-S destinations?

Response: Cargo is expected to primarily use the 1-105 Freeway, Imperial Highway and Century
Boulevard. North and south points may be accessed via the I-405 Freeway.

Los Angeles International Airport 18 LAX Master Plan EIS/EIR Responses to Comments



5. Responses to Comments from Dennis J. Schneider

Page: 99, Sequence #2

*

Transit users access the CTA from the ITC via APM. What accommodations for baggage?

Response: Presently no baggage handling systems are proposed between the ITC and CTA.
Passengers would be required to carry their baggage with them to the CTA.

Page: 99, Sequence #4

*

If the Green Line is the Rapid Bus from Downtown, why not send it to the Bus Terminals, or
better yet, put all of them in one place!

Response: It is unclear as to exactly which Bus Terminals the commentor is referring. The MTA
does have plans to use their right-of-way along the west side of Aviation Boulevard for a potential
rapid bus line. It is likely that the MTA would strive to achieve a connection between the rapid bus
line and the Green Line. As with the Green Line, LAWA will work with the MTA to achieve an
appropriate interface between the rapid bus and the airport facilities to easily accommodate patrons.
Consequently, the sentence the commentor is referring to in the Draft LAX Master Plan Addendum is
to be revised and submitted as errata in the Final EIS/EIR. The sentence will read as follows:

"The Green Line station adjacent to the ITC would also serve as the destination for airport bound
passengers who would be using the future MTA proposed transit improvements from downtown Los
Angeles."

Page: 100, Sequence #1

*

This drawing of the RAC shows the center line of the runways. How far off center must the
area be clear since the RAC is to be several stories high?

Response: The Draft LAX Master Plan and the Draft LAX Master Plan Addendum are program level
documents. It is acknowledged that certain facility improvements and/or issues may require further
definition during the advanced planning stage in a more specific manner, as necessary and
appropriate.

Appropriate airspace analyses will be conducted to ensure that the facility meets FAA guidelines
before the final location and height is determined.

The traffic impact study and the traffic mitigation plan for Alternative D are presented in Chapter 4.3.2,
Off-Airport Surface Transportation, of the Final EIS/EIR.

Page: 101, Sequence #1

*

This map, Figure 2.3-5 shows parking stalls owned by LAWA. What about all of the private,
commercial parking? How will it be supported to reorient to the new accesses and how will it
be accommodated?

Response: LAWA has no control over the number of parking stalls which private, off-airport
operators provide. Shuttles from private parking facilities will be required to pick-up and drop-off their
patrons at the GTC curbsides. These shuttles are included in the on-airport and off-airport traffic
analyses.

How does this compare with existing parking?

Response: A comparison of the existing number of parking spaces versus the number of parking
spaces provided in Alternative D was shown in Table 2.3-1 of the Draft LAX Master Plan Addendum.

Page: 102, Sequence #1

*

According to these gross numbers the statement that no new parking is being added is
FALSE. How do these numbers associate with the map on 2.3-5? Where do all the non-LAWA
owned parking come into the equation? Is the mix of long and short term parking about the
same or is it being changed? What are the new comparison numbers?

Response: Figure 2.3-5 of the Draft LAX Master Plan Addendum depicted the proposed public
parking areas and their respective number of spaces based on duration, i.e., short-term and long-
term. Table 2.3-1 of the Draft LAX Master Plan Addendum listed the existing and future number of
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spaces based on the facility. The total number of existing off-airport parking spaces was provided in
Figure 2.3-5 and Table 2.3-1 of the Draft LAX Master Plan Addendum. Please see Response to
Comment SPC00165-16 regarding the split between short-term and long-term spaces.

Page: 102, Sequence #2

¢ The East Surface lot appears to be an expanded Lot B. Where do the extra spots come from?
Is this to include the spaces from the present Proud Bird? Is the Proud Bird being removed or
will it be staying? If so, what parking will be for the Proud Bird? Is it double used -- LAX &
Proud Bird?

Response: Please see Section 2.3.5, Public Parking, of the Draft LAX Master Plan Addendum
regarding an expanded Lot B. This does not include the parking spaces from the Proud Bird. It is
anticipated that the Proud Bird would remain. Airport passengers would not use the restaurant’s
parking lot.

Page: 102, Sequence #3
¢ In addition to the two employee lots isn’t there employee parking in the NW corner of Lot C?

Response: Some airline employees currently park in the northeast corner of Lot C. Under
Alternative D, this employee parking would be eliminated.

Page: 102, Sequence #4

¢ How will the employee entrance be screened at the CTA? Why would employees be shuttled
away from LAX to take a people mover back?

Response: Any employee needing access to secure areas would go through the same security
screening process that exists today. Employees would not be shuttled "away" from LAX but rather
travel a short distance from the parking garage at Century Boulevard and Avion Drive north to the
RAC APM station.

2.4 Automated People Mover - Alternative D

Page: 104, Sequence #1

¢ On the second, extensive APM route from the ITC & RAC how long will it take? What
additional stops are contemplated to accommodate the hotels, businesses, and rental car
activities.

Response: A trip time from the ITC to the RAC was not provided. However, a typical trip time
between the ITC and western CTA station, including headway, would be less than 9 minutes. No
additional APM stops are contemplated beyond those mentioned in the LAX Master Plan Addendum.
A potential collector APM serving the hotels and the RAC might be part of the future development in
the Century Boulevard corridor. However, this is not a component of Alternative D.

Page: 104, Sequence #3

¢ Since the train is going on one side of the CTA and then to the GTC and completing the circle,
if you got on the "A" train instead of the "B" it could take an enormous time to get to a
particular terminal without a major walk. What is to be done to preclude this?

Response: Adequate signage would be provided to ensure passengers get on their desired train.
Page: 105, Sequence #1

¢ Taking a bus from the parking to an APM station means that luggage must be dragged by the
traveller at each point. What accommodations are established to reduce this burden? Any
"future" mention in this plan must be done as part of this proposal AND IS NOT PART OF THE
$9billion estimate. Is this a way to run a railroad by allowing the inconveniences of having to
change conveyances?

Response: Portable luggage carts would be provided to assist passengers in moving their baggage
from a parking garage to the APM station. A driver of a vehicle arriving at the GTC could also drop
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off passengers and baggage curbside near the APM station, park their car in a garage, and rejoin
their party. This is very similar to what occurs today.

Page: 105, Sequence #3

¢ The routes established require purchase of the lands behind all of the hotels. This is in
conflict with the proposed W-PdR Community Plan which calls for use of this area as a
walkable support area for travel related businesses and local retail business.

Response: Any conflicts with the APM corridor would be addressed by a General Plan Amendment
and Zone Change. Although acquisition is proposed along 98th Street, the APM has the potential to
be supportive of hotel and retail businesses along 98th Street and LAWA is working with the Gateway
to LA Business Improvement District to address their concerns. These areas are designated
subareas 1620 and 1640 on the Westchester-Playa del Rey Community Plan Update Change Map
and area 1640 is noted as "pedestrian bridge symbol.”

Page: 105, Sequence #4

¢ How many stops between the ITC and CTA? If none, how fast will this have to travel to go the
approximately 3+ miles in 7.5 minutes?

Response: There is one APM stop between the ITC and CTA, at the RAC facility.

A vehicle would have to travel at a rate of 24 miles per hour to travel 3 miles in 7.5 minutes.
Page: 106, Sequence #1

¢ There are no stops noted. Verbal statements have been made about stops not yet assigned.
What are the stops to be implemented and why? Signage, etc.

Response: Figure 2.4-3 of the Draft LAX Master Plan Addendum depicted all the proposed APM
stations.

Page: 109, Sequence #1

¢ What is the peak number of passengers in an hour? How does this relate to 78 MAP? What
about if there’s 100 MAP? 78MAP/365=213,700 peo. per day with 50% over nominal in an hour
itis 11,870 per day

Response: Please see Section 2.4.1.2, Landside System Capacity, of the Draft LAX Master Plan
Addendum regarding the peak hour number of passengers. Million Annual Passengers (MAP)
includes both connecting (those passengers which do not use landside facilities) and origin &
destination (O&D) passengers. The APM analysis was based on an O&D forecast and therefore
would not relate to the MAP figures listed above.

Page: 110, Sequence #1

¢ How many cycles per hour are assumed? How many stations are in the assumption? How
many people does a car handle? If each 40’ car carries about 50 people standing (the
illustration has 6-7 shown) filled then one 6 car train is about 300 people. If | assume 11 trains
X 2 cycles per hour plus 7 trains X 1.5 cycles per hour the max hourly capacity would be about
99000 people?! 189 cars X 300= 56,700 people.

Response: Please see Sections 2.4.1.1.1, CTA-GTC Route, and Section 2.4.1.1.2, CTA-RAC-ITC
Route of the Draft LAX Master Plan Addendum regarding operating headways. Figure 2.4-3 of the
Draft LAX Master Plan Addendum depicted all the proposed APM stations. Please see Section
2.4.1.2, Landside System Capacity, of the Draft LAX Master Plan Addendum regarding APM
capacity.
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Page: 111, Sequence #1

*

How high would these APM stations be? Handicap access? Where will the screening be
accomplished in this station? How will luggage be handled? How will the carts be
accommodated? If an elevator is present, how many people with luggage will it handle for full
evacuation? Where will the luggage and people screening be done to detect bombs, etc?

Response: Please see Section 2.4.1.3, Landside System Stations, of the Draft LAX Master Plan
Addendum regarding station layout. The people mover would fully comply with Americans with
Disability Act (ADA) requirements as part of the design. Please see Section 2.2.8, Ground
Transportation Center (GTC), of the Draft LAX Master Plan Addendum regarding security screening.
Presently no baggage handling systems are proposed between the CTA, RAC and ITC. Please see
Section 2.2.8, Ground Transportation Center (GTC), of the Draft LAX Master Plan Addendum
regarding accommodations for baggage between the GTC and the CTA. The APM cars would
accommodate portable luggage carts.

The Draft LAX Master Plan and Draft LAX Master Plan Addendum are program level documents. It is
acknowledged that facility improvements such as elevator capacity will be determined during the
advanced planning stage in a more specific manner, as necessary and appropriate. Please see
Section 2.2.8, Ground Transportation Center (GTC), of the Draft LAX Master Plan Addendum
regarding security screening.

Page: 111, Sequence #2

*

Are the platforms may be wider than large buildings? Where will they be placed?

Response: The Draft LAX Master Plan and Draft LAX Master Plan Addendum are program level
documents. It is acknowledged that certain facility improvements such as platform design may
require further definition during the advanced planning stage in a more specific manner, as necessary
and appropriate.

Page: 112, Sequence #1

*

Does this picture imply that the APM is moving buildings to accommodate the APM? If so,
which ones and how many?

Response: Figure 2.4-5 depicted potential APM views and does not reflect the relocation of existing
buildings.

Page: 113, Sequence #1

*

If a singe set of APM lines are going to the West Satellite Concourse, what kind of internal
transportation will facilitate movement from one end of the terminal to the other? Sinceitis to
be at different level, how will people be moved from one level to another? Since people may
need carts to carry luggage (not everything is always checked), how with this be done?

Response: The Draft LAX Master Plan and Draft LAX Master Plan Addendum are program level
documents. It is acknowledged that certain facility improvements and/or issues may require further
definition during the advanced planning stage in a more specific manner, as necessary and
appropriate.

Page: 113, Sequence #2

*

Will these APM cars be the same as the other system? How will they be maintained? If the
western end maintenance facility is insufficient how will more cars be brought in?

Response: The Draft LAX Master Plan and Draft LAX Master Plan Addendum are program level
documents. It is acknowledged that certain facility improvements and/or issues may require further
definition during the advanced planning stage in a more specific manner, as necessary and
appropriate.
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Page: 115, Sequence #1

*

If most of the commuter gates are consolidated all in the way back, isn’t this causing more
people to ride this airside APM and making it less convenient?

Response: The location of the commuter gates would not be an inconvenience to passengers.
Please see Section 2.4 Automated People Mover - Alternative D of the Draft LAX Master Plan
Addendum and in particular Section 2.4.2, Airside Automated People Mover System, regarding APM
routes and capacity.

2.5 Cargo Facilities - Alternative D

Page: 116, Sequence #2

*

This assumes almost a 4% growth per year! How will the facilities be upgraded to
accommodate this? Where will these facilities be placed? How will the increased truck traffic
be accommodated, and where will it go?

Response: The growth rate in annual tonnage forecast for Alternative D would be approximately 2.5
percent per year from the baseline year to 2015. The growth rate in cargo building square footage
(assuming an equal amount of building were to be constructed on an annual basis which is unlikely)
would be approximately 1 percent per year between the baseline year and 2015.

Please see Section 2.5, Cargo Facilities - Alternative D, of the Draft LAX Master Plan Addendum for a
description of the proposed cargo developments associated with Alternative D.

Please see Section 4.3, Surface Transportation, of the Supplement to the Draft EIS/EIR, regarding
increased truck traffic.

Page: 116, Sequence #4

¢

If the subject buildings are there by FAA height requirement waiver now, will these new
building also be waived? What is the basis of the waivers? If new TSA/FAA standards are
added to require additional building space where does LAWA intend to put them? Will an EIR
be done or another incremental improvement be used?

Response: It is unclear what the commentor is referencing with regard to the phrase FAA height
waiver. The existing cargo facilities do not require waivers to be in their existing locations. There are
no TSA or FAA standards that would require additional building space and if there were, the locations
would be determined at a later date and be subject to environmental review.

Page: 117, Sequence #1

*

Table 2.5-1 shows allocation of cargo space. This paragraph in 2.5 says 6% more will be built
while the table totals amount to 7% and it is not clear about mail cargo. Why to these figures
differ? Which is correct?

Response: 154,000 square feet of 2,342,000 square feet is 6.575 percent. However, as described
in the Draft LAX Master Plan Addendum, the numbers quoted are approximate. Table 2.5-1 of the
Draft LAX Master Plan Addendum, under the Cargo Totals heading, stated, in parentheses, that the
total excluded mail.

Page: 117, Sequence #2

*

Earlier in 2.5 the 2.3 M sq ft cargo space was used. This says that the mail cargo is not
included in this number so the actual number is greater. What is the total cargo space to be
created and maintained? 2.5 also speaks of 3.39 M sq ft of apron space. What about access
roads and control areas? How swill this be integrated into the airport and external roadways?
Who will pay for it and how?

Response: If one were to add the two figures in the summary section of Table 2.5-1 in the Draft LAX
Master Plan Addendum it would calculate a combined total of 2,515,000. This is calculated by adding
2,342,000 square feet and 173,000 square feet.
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Please see Section 4.3, Surface Transportation, of the Supplement to the Draft EIS/EIR regarding
access roads.

It is unclear what the commentor is referring to by the phrase "control areas."

Please see Response to Comment SPC00090-2 regarding who pays for Alternative D.

Page: 119, Sequence #1

*

Table 2.5-2 lists may items without a sf number. Why? What should be listed?

Response: The table has two headings: New Cargo Facilities and Existing Cargo Facilities to
Remain. The total number of building in a given cargo area was listed but no square footage was
given unless a change to a facility is proposed. There is nothing that should be listed that was not
already presented in the table.

Page: 120, Sequence #1

¢

What proportion of cargo is handled in each complex presently and what is anticipated for Alt
D? Is some more accessible than other? Is there adequate truck access to each area for the
anticipated amount of MAT handled? How will the trucks be routed away from LAX and where
are they going?

Response: Please see Section 4, Cargo Facilities, of the Draft LAX Master Plan for a detailed
description of each existing cargo facility. The proportions are not anticipated to dramatically change
other than the South Cargo Complex West where the total square footage would increase by
approximately 100 percent. Please see Sections 6 and 7 of Chapter Il of the Draft LAX Master Plan
regarding On- and Off-Airport Ground Transportation.

Ancillary Facilities - Alternative D

Page: 121, Sequence #1

¢

Is all of the maintenance area presently utilized? When maintenance space is vacated will it
be used for cargo? If so, how will access be coordinated and controlled?

Response: Yes, all of the maintenance area is presently utilized. Vacated maintenance space would
not necessarily be used for cargo. Access would be determined along with a decision to change the
use of a given facility.

Page: 121, Sequence #2

¢

How would aircraft be moved to the GRE? Is it convenient to ALL of the maintenance areas?
How do the enclosures impact low frequency noise dissemination in addition to "standard
noise signature?” 18 dBA from 90 dBA still leaves a major amount of noise. What are the
specific angles and locations of these units. Has a noise projection for single event noise
been made? What areas areas are impacted?

Response: Comment noted. The operational requirements to get the aircraft to and from the GRE is
a policy decision that would be made by LAWA when the GRE is constructed.

Alternative D would include two new 90,000-square foot Ground Run-up Enclosures (GRE) at the
airport. One GRE would be located on the west side of the airport, south of World Way West and
east of the airline maintenance complex. An additional GRE would be located on the east side of the
airport, south of the existing Delta airlines maintenance facility.

The noise analysis was done in complete compliance with appropriate FAA and scientific principles
including FAA Order 1050.10 and Order 5050.4A. There are no state or federal requirements for low
frequency measurements and mitigation, nor are there any standards in use to define the significance
of low frequency noise in evaluations of land use compatibility. Consequently, low frequency noise
was not addressed in the Supplement to the Draft EIS/EIR.

The Draft LAX Master Plan and Draft LAX Master Plan Addendum are program level documents. It is
acknowledged that certain facility improvements and/or issues may require further definition during
the advanced planning stage in a more specific manner, as necessary and appropriate.
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The Supplement to the Draft EIS/EIR addressed single event noise impacts associated with
Alternative D in Section 4.1, Noise, and Section 4.2, Land Use. Supporting technical data and
analyses are provided in Appendix S-C and Technical Report S-1 of the Supplement to the Draft
EIS/EIR.

Because the locations have not changed and the mix of aircraft types are, on the whole, quieter than
those present during the 1996 baseline condition presented in Figure 3, Current Ground Noise
Pattern, of Appendix D, Aircraft Noise Technical Report, of the Draft EIS/EIR, the noise exposure
pattern for 2000 run-up conditions will not be greater than that of the baseline condition, and does not
affect the location of CNEL contours beyond the airport boundary.

Page: 121, Sequence #4

¢ If the fuel farm remains the same capacity, how will it handle the expanded requirements for
fuel?

Response: It is projected that the capacity of the existing fuel farm would be sufficient to meet the
requirements for fuel under both the No Action/No Project Alternative and Alternative D.

Page: 122, Sequence #1

¢ Why are the administrative offices remaining in the same? WHEN LAWA moves these
facilities, what will be put in their place? These were supposed to be moved to the Northside
Development some time ago?

Response:
There are no plans for LAWA to move their administrative offices under Alternative D.
Page: 122, Sequence #2

¢ What about the maintenance facilities east of LAX off La Cienega off Lot B? Are these
facilities being replaced or moved? What will be put in place of these buildings?

Response: There are two facilities adjacent to Lot B and La Cienega Blvd. The City Freight Lines
Building would be removed and replaced by surface parking. The existing Customs Service building
would remain in its existing location. Figure 2.0-3, 2015 Alternative D Enhanced Safety and Security
Plan, in the Draft LAX Master Plan Addendum, depicted the proposed uses for this area of the airport
under Alternative D.

Page: 122, Sequence #5

¢ We've heard verbally that this check facility will also be used for walk in traffic. How will
baggage and screening be handled?

Response: The security screening checkpoint located at the Park One site would be for the
screening of vehicles which would be allowed to access the CTA, this includes FlyAway buses,
delivery vehicles, and employees such as the FAA and airport administration. Passengers would not
be allowed to walk into the CTA, and would not be accommodated at this checkpoint.

Page: 123, Sequence #1

¢ This drawing shows that the Proud Bird remains. Is this true? If not, what will be located
here?

Response: Itis anticipated that the Proud Bird would remain in its existing location under Alternative
D.

Page: 124, Sequence #1

¢ At what angle will these enclosures be placed?

Response: The Draft LAX Master Plan and Draft LAX Master Plan Addendum are program level
documents. It is acknowledged that certain facility improvements and/or issues may require further
definition during the advanced planning stage in a more specific manner, as necessary and
appropriate.
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Page: 125, Sequence #1

¢ How would these fire stations have easy access to Manchester Square, the RAC, or ITC? How
will these fire stations coordinate with the new City FD in the Northside Development shown in
figure 2.6-1? How will disaster victims be transported and to where?

Response: Fire Station 95 at the southeast corner of Century Boulevard and International Road
between Airport and Aviation Boulevards is located close to Manchester Square, the RTC, and the
ITC. Emergency response teams may use the public space and surface streets in the airport vicinity
just as they would today. The public space between the GTC, ITC and other parts of LAX would not
differ much from public space adjacent to LAX today.

Fire Station No. 5 was not shown on Figure 2.6-1 because it is not part of the Master Plan. The Los
Angeles Fire Department is responsible for coordination of all its resources, including on- and off-
airport fire stations. Proposition F, approved in November 2000 provides funding to support the
relocation and expansion of LAFD Fire Station 5. Station 5 will be relocated to 8900 Emerson
Avenue, which is within the LAX Northside project area and the station's existing service area.

The Draft LAX Master Plan and Draft LAX Master Plan Addendum are program level documents. It is
acknowledged that certain facility improvements and/or issues such as evacuation procedures may
require further definition during the advanced planning stage in a more specific manner.

Page: 126, Sequence #1

¢ An LNG electrical generating facility was approved for the American Terminal. Where is this
identified in the plan?

Response: Improvements made to Terminal 4 were not part of the Master Plan. Any improvements
made to Terminal 4 were made under separate environmental analysis.

Page: 126, Sequence #3

¢ What amount of CNG will be stored there? This is located at the NW corner of Manchester
Square. Will access be only from Arbor Vitae/Aviation or from within the GTC entrances?
How will security be maintained? What level of traffic is this expected to generate and of what
type?
Response: Space would be provided at the southeast corner of Arbor Vitae Street and Aviation
Boulevard in the GTC to replicate the existing CNG facility. Access to the CNG facility would be from
the GTC roadway system. Please see Topical Response TR-SEC-1 regarding security issues.
Similar to the existing CNG facility, it is anticipated that LAWA-owned CNG-powered vehicles would
use the CNG facility at the GTC.

2.7 Land Acquisition - Alternative D

Page: 129, Sequence #2
¢ Who will decide what to condemn and when?

Response: LAWA is responsible for implementing the existing Manchester Square/Belford ANMP
Relocation Plan, and would be the lead agency should any condemnation actions be necessary.

Page: 130, Sequence # 1

¢ Does this include lands north of Arbor Vitae? Are all of the other 36 businesses within
Manchester Square? If 3676 private parking spaces are removed, are they being replaced?
The 9 acres of rental car space is also west of Manchester Square. What is it's use? Does the
easements of the MTA line along Aviation and 4 property owners preclude future extension of
the Green Line? If not, why not. How will the future Green Line extension be protected?
What is planned for these properties that are not inside Manchester Square?

Response: Land acquisition under Alternative D would not include properties located north of Arbor
Vitae.
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Ten businesses would be relocated from Manchester Square (Master Plan Area D). Table 2.7-2,
Alternative D - Parcel Detail of Acquisition Areas, in the Draft Master Addendum, provided the
proposed list of properties and locations that would be acquired under Alternative D. The Master
Plan Acquisition Areas and Map Reference numbers listed in Table 2.7-2 are keyed to Figure 2.7-1,
Alternative D, Proposed Property Acquisition Areas, which depicted the locations of each parcel in
their respective Master Plan acquisition areas.

Please see Section 2.3.5, Public Parking, of the Draft LAX Master Plan Addendum regarding future
on- and off-airport parking.

Figure 2.3-4, Alternative D RAC Facility, in the Draft LAX Master Plan Addendum, depicted the
proposed uses for the 9-acre rental car area west of Manchester Square.

The easements do not preclude future extension of the Green Line. The right-of-way goes along the
railway line. Please see Topical Response TR-SEC-1 regarding Security.

Table 2.7-2, Alternative D - Parcel Detail of Acquisition Areas, in the Draft LAX Master Addendum,
provided the target relocation areas for the properties proposed for acquisition under Alternative D.
Please see Section 2.8, Relocation - Alternative D of the Draft LAX Master Plan Addendum which
addressed the relocation of properties under Alternative D in more detail.

Page: 130, Sequence #2

¢

This table assumes all of residential areas of Manchester Square and Belford Area are already
procured. Since they are not included in this table, what is the anticipated cost for
procurement of these housing units?

Response: Please see Topical Response TR-MP-3 regarding the use of Manchester Square in
Alternative D, and how property acquisition within Manchester Square was initiated, and will continue
to occur, separate from the LAX Master Plan.

2.8 Relocation - Alternative D

Page: 134, Sequence #1

*

When will business be relocated into the Northside Development? Is there a building
schedule for this? What is it?

Response: Figure F3-20, 2015 Alternative D, Conceptual Summary Schedule, in the Final EIS/EIR
depicts when the acquisition of Manchester Square is scheduled to occur. There are not yet specific
development plans for LAX Northside. The businesses that are eligible to relocate to LAX Northside
also would have the option of relocating within existing LAWA property or the local market. Please
see Mitigation Measure MM-RBR-1 regarding phasing to maximize relocation opportunities.

Page: 136, Sequence #1

¢

There are additional businesses along Aviation between 102nd and 104th. Is this land already
owned by LAWA? When was it procured? How will these businesses be relocated (or will
they)?

Response: The businesses along Aviation between 102nd and 104th are identified as Map
Reference numbers 47, 48 and 49 in Master Plan Acquisition Area E. These properties are not
owned by LAWA. Only a small portion of these properties would be acquired for road widening and
none of these businesses would be relocated. Please see Table 2.7-2, Alternative D - Parcel Detall
of Acquisition Areas, in the Draft LAX Master Plan Addendum for more information on these three
properties.

Page: 136, Sequence #2

*

These area E businesses are located adjacent to the cargo area off Aviation. If they are moved
to Northside Development how will they interface with their cargo areas? What security be
implemented in the Northside Development area?

Response: Under Alternative D, none of the area E businesses would be relocated to the LAX
Northside.
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A new 110,000-square foot airport police headquarters facility would be built at the northwest corner
of Westchester Parkway and Emerson Avenue to accommodate the increased staffing levels due to
enhanced safety and security requirements. The new facility would be located across the street from
the newly relocated City of Los Angeles Fire Station No. 5 to facilitate easy communication between
members of the emergency response team. Please also see Topical Response TR-SEC-1 regarding
security issues.

Page: 136, Sequence #4

¢

What are the results of the Relocation Plan survey? In order to state that no residences are to
be purchased implies that there is a 100% expected sales.

Response: Please see Topical Response TR-MP-3 regarding the use of Manchester Square in
Alternative D. In particular Subtopical Response TR-MP-3.1.2 discusses the results of the Relocation
Plan survey and Subtopical Response TR-MP-3.3 addresses the status of acquisition in Manchester
Square and Belford.

Page: 137, Sequence #1

*

Phase one of the Master Plan implementation as presented at the LAX Working Group was far
less than the 5 years indicated to be used for procurements. How is this reconciled?

Response: All Master Plan property acquisitions are scheduled to occur during Phase 1 of the
Master Plan implementation process. No negotiations with Master Plan acquisition property owners
can occur prior to approval of the Master Plan by the Los Angeles City Council. Therefore, the
specific timeframe for acquisitions would not be identified until after the Los Angeles City Council
approves the project, and the Record of Decision is issued by the FAA. The proposed acquisition
schedule timeline (without individual property acquisition dates) will be published in the Draft LAX
Master Plan Relocation Plan, a copy of which will accompany the Master Plan/Final EIS/EIR to the
Los Angeles City Council for approval.

The intent of the Master Plan property acquisition process is to have all property required for
construction of the individual Master Plan projects under the ownership of LAWA in sufficient time to
allow for permitting and construction of each project in sequence. Once begun, the acquisition
process would move forward until all required properties are purchased.

2.9 Collateral Development - Alternative D

Page 140, Sequence #1

*

Why is the 1983 EIR and Plan for the Northside development acceptable to use to go forward
whereas the Palmdale and Ontario airport plans from the same time frame are being redone
before any progress is to be made? Explain how the densities of the Northside Plan is
compatible with the Westchester-Playa del Rey Community Plan.

Response: LAWA is not required to update any of these plans. The LAX Northside plan is still very
applicable to the operations of LAX. Further, its impacts do not extend far beyond the LAX area.
However, Ontario and Palmdale are two of the nine commercial service airports in the Los Angeles
region and their operations are fundamental to the roles of each of the region's other airports. How
these two airports operate has a potentially large impact on the entire Los Angeles regional airport
system. The aviation industry has experienced major changes since the old Ontario and Palmdale
master plans were conducted. Not only has the industry in general changed, but the role of each
airport in the Los Angeles region and how they each participate in accommodating the regional
demand has also greatly evolved during that time. As a result, LAWA wants to make sure that the
data that they are using to perform the LAX Master Plan - which incorporates the roles of all of the
region's other airports - is as current as possible and reflects the region's overall view of each airport's
role in meeting the demand. Therefore, it was important that those two master plans be updated.

The LAX Northside plan was approved in 1983 and, as stated above, is still applicable to the
operations of LAX. LAWA is not proposing to make any changes to the densities.
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Page 140, Sequence #2

*

Explain why this large number of trip generations is still acceptable given the numerous
added area projects since reviewed in 1983. This plan was predicated on expanding several
arteries. How and when will this be accomplished?

Response: Please see Response to Comment SALO0015-17 regarding trip generation. Also please
see Topical Response TR-ST-4 regarding airport area surface traffic concerns.

Page 141, Sequence #1

*

Where is the fire station recently approved to be built in this development area? Is it
considered part of the ¥ million sq feet of airport related? If not, what is to be moved into this
area - especially since other areas note that the airport administration is to remain in its
present locale.

Response: As discussed in Section 4.26.1, Fire Protection (CEQA) of the Supplement to the Draft
EIS/EIR, the LAFD will be relocating Fire Station No. 5 in 2006 to the southeast corner of 88th Place
and Emerson Avenue. This fire station is being developed independent of the Master Plan. Figure
2.6-1, 2015 Alternative D Ancillary Facilities, of the Draft LAX Master Plan Addendum, depicted the
proposed locations of the fire stations under Alternative D.

Fire Station No. 5 is not part of the Master Plan. Section 4.2, Land Use, of the Draft EIS/EIR and the
Supplement to the Draft EIS/EIR addressed the land use for LAX Northside and Westchester
Southside.

2.10 Construction Sequencing Plan - Alternative D

Page 143, Sequence #1

¢

General question about construction costs: Since many of the stated items for work are still
nebulous how has this been priced? What is the range of pricing?

Response: The cost estimates are based upon the current price conditions for this type of work in
the construction industry. The cost estimates are based upon the facility requirements as delineated
in the Draft LAX Master Plan Addendum and by conducting physical area takeoffs from the plan. For
example, the amount of apron paving was measured from the drawings and multiplied by the current
price for constructing this type of project. The costs are based upon full project costs including typical
soft costs such as design work, contingencies and program management costs in addition to the
actual construction costs.

Page 143, Sequence #2

*

Based upon the number of parking places for short term outside the GTC (9127+5470) vrs
(GTC (7515), explain how the plan is to push for more foreign O&D in preference to commuter
will be accommodated.

Response: The parking facility referenced in bullet point 3 on page 2-121 of the Draft LAX Master
Plan Addendum would be reconfigured to make physical improvements and improve ease of use.
The facility would be used as a long-term parking lot as illustrated on Figure 2.3-5 of the document
and not to be used as short-term parking as suggested by the commentor.

Page 143, Sequence #3

*

If this is not a "concrete" item was it priced into the $9 billion or is added on if done? IS the
expense of this item justified? How will this be done before land is purchased? Are all of the
geological studies finished? How long will it take? Safety of tunnel?

Response: The cost of the tunnel was a part of the cost estimate. The feasibility, justification,
geological studies, and construction schedule would be done as a part of the advanced planning
process. There would be a curbside baggage check-in function at the GTC; the manner in which the
bags will be transported would also be investigated within the advanced planning process.
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Page 143, Sequence #4

*

Similar to other Phase 1 projects items, how will this be done before land is purchase? Is this
project a joint project with CalTrans and the MTA as well as LAWA and the DOT? What
Project level EIR’s will be done? What are and when will the details of this project become
available?

Response: The project cannot commence construction prior to the land being purchased. As a part
of the permitting process ownership of the property or the establishment of a right of way or easement
must be verified prior to permits being issued. A project level EIR would be done on this project for
the roadway systems, ITC, GTC and connection to the MTA Green Line station. Coordination with
LADOT, MTA, and the DOT will be necessary to implement this project.

Page 143, Sequence #5

¢

As with other Phase 1, how will the RAC be done before lands are purchased? The RAC
facility appears to need some additional area between 98th and 96th streets.

Response: There is some land acquisition required to implement this project. This would need to
occur prior to the implementation of the project.

Page 144, Sequence #1

¢

During construction how will access to LOT C be maintained? If access will be moved, what
evaluations of traffic patterns have been made? What mitigation for these changes has been
proposed?

Response: The reconfiguration of Lot C would not occur until after the completion of the GTC and
the APM system. Please see the Conceptual Construction Schedule Figure 2.10-2 of the Draft LAX
Master Plan Addendum. Mitigation measures are addressed in Chapter 5, Environmental Action
Plan, of the Final EIS/EIR.

Page 144, Sequence #2

*

3.

How will the APM be fully operational from the GTC before the CTA structure parking is
demolished? Aren’t drop off points in the CTA needed for the APM use? If this is

Response: The CTA parking structures would be demolished, and the redeveloped CTA terminals
constructed prior to the APM becoming operational. Passengers would need to take an airport
operated shuttled bus from the ITC or the Southeast surface parking lot to the CTA, for the period of
time after the demolition of the CTA parking structures and prior to the APM becoming operational.
The CTA roadway system would remain operational and for use by the public until the completion of
the APM system.

Alternative D Constrained Activity

3.1 Activity Forecast and Facility Constraints

Page: 151, Sequence #1

*

This section describes what a constraint is, but not what they are. How were market forces
taken into consideration with regard to development of a real regional solution? The
assumptions should be enumerated in a concise, direct way. Page 3-4 says that they are in
Chapter 3 of the 2001 document. This is another level of action for the document that we are
told is self-contained.

Response: The Alternative D facility constrain is described in the second sentence of the first
paragraph of Chapter 3.

Please see Section 3.3.3, Air Service Changes, in the Draft LAX Master Plan Addendum, which
enumerates each of the eight air service changes assumptions in a concise manner.

As described in Section 3.2 of the Draft LAX Master Plan Addendum, an extensive historical record
and forecasting effort was undertaken as a part of the LAX Master Plan. Please see Chapter 3 of the
Draft LAX Master Plan.
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3.2 Annual Passengers/Tons as a Common Performance Metric

Page: 153, Sequence #2

¢ The constraint value is stated as 78.7 MAP. The reported value in other areas is 78 whereas in
others 78.9. Why are these different and what is the significance of how they were determined
to justify the values. In the cases of the other alternatives the numbers differ from the widely
reported values on the LAWA website.

Response: 78.7 MAP is the approximate constrained capacity of the No Action/No Project
Alternative. 78.9 MAP is the approximate constrained capacity of Alternative D. 78 MAP is
occasionally used for simplification or avoiding the use of decimals.

We cannot respond to the comment regarding the LAWA website without a specific citation of a
particular reference.

Page: 153, Sequence #4

¢ Not sure if this is a reference to the 2001 document. If it is, this other document has been
demonstrated to be questionable in the past.

Response: Comment noted.
Page: 153, Sequence #5

¢ The statement is made that Alt D was designed to accommodate approximately No Action/No
Project, but which version of Alt D? There are numerous alternative tacts (SIC) discussed in
this plan. Which one is the one that limits to NANP? Is this a common constraint that is the
limiting factor? What is it and how is it justified?

Response: There is only one version of Alternative D. It is described in detail in the Draft LAX
Master Plan Addendum. Please see Chapter 3 of the Draft LAX Master Plan Addendum regarding
Facility Constraints.

3.3 2015 Alternative D Activity
Page: 153, Sequence #6

¢ What does the statement "developed to provide gate facilities that would promote a regional
solution to air travel" really mean?

Response: It means that LAX Master Plan Alternative D would provide a limited number of aircraft
gates at LAX thus constraining the capacity of LAX below the level of regional demand thereby
increasing the likelihood that airlines would respond by increasing air service at other airports in the
Los Angeles region to serve the demand left unmet at LAX.

Page: 154, Sequence #1

¢ |If peak activity of runway operations was based on visual operating conditions, how much
capacity is added by IFR and/or the new GPS controlled flight path maintenance? What if the
technology improves even more? Is capacity that much greater?

Response: Airport capacity is greatest during VFR (visual) conditions. Therefore, regardless of the
technological advances in IFR technology, it will never improve VFR capacity.

Page: 154, Sequence #3

¢ An assumption was made that the airport operated with high peak hour delays and significant
number of cancelled flights during poor weather. Why is this appropriate for LAX? What are
the peak hours and how many are there? How many hours of peak activity/capacity can be
sustained at LAX?

Response: The subject statement simply reflects the fact that aircraft activity at LAX during peak
hours is now limited, and would continue to be limited under Alternative D, by having only four
runways, and would also be limited by poor weather conditions (which may not necessarily be just
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locally, as poor weather conditions in other parts of the country will result in cancelled flights). It is
simply a statement of fact, and is not a matter of whether or not it is appropriate for LAX.

Page: 154, Sequence #4

*

Why is the assumption of total daily aircraft operations remaining the same valid? Alt D is
presumed to be less cargo than C. Why assume that cargo capacity will increase at all? Any
increase in facilities need to be added to a new plan since it is fixed as is from the 1982 one.
What is the basis of the statement that "the design day cargo aircraft operations levels would
be below the unconstrained forecast?" Cargo is projected to go from present levels of 2 MAT
to 3.5 MAT. This can't happen without increased cargo handling facilities being built.

Response: Because it is assumed that the airlines would maximize the level of service they provide
passengers given the facility constraints.

Both the No Action/No Project Alternative and Alternative D would include an increase in cargo
handling facility square footage to approximately 2,342,000 square feet.

The basis is that Alternative D would not provide sufficient facilities to meet the unconstrained cargo
demand thus the anticipated cargo operations would be less than if there were sufficient facilities to
process the unconstrained demand.

Please see Section 2.5, Cargo Facilities - Alternative D, of the Draft LAX Master Plan Addendum for a
description of the proposed improvements to the LAX cargo handling facilities.

Page: 154, Sequence #5

*

Explain how the aircraft mix combination remains comparable relating to ratios of commuter
vs other air operations since the gate mix is being changed significantly toward larger aircraft.

Response: Though Alternative D would include more gates capable of accommodating NLA, it
would also include more gates capable of accommodating commuter aircraft. Therefore the overall
enplanements per departure ratio would remain approximately equal under Alternative D or the No
Action/No Project Alternative.

Page: 155, Sequence #1

¢

How is the projected percentage of O&D passengers remaining the same whether capacity is
increased by alt C, alt D, or no action since the push by this upgrade plan is to change the
mix?

Response: The No Action/No Project Alternative, Alternative C and Alternative D are all incapable of
meeting the unconstrained demand. Regardless of the varying constraints, the proportion of O&D
traffic is assumed to remain relatively constant.

Page: 156, Sequence #1

*

If the statement "average aircraft size would increase from existing levels without significantly
exceeding the unconstrained forecast seats..." were true why is the gate mix changing
dramatically toward greater utilization of wide body aircraft?

Response: As described in Section 3.3.3, Air Service Changes, of the Draft LAX Master Plan
Addendum, this is reflective of the already large fleet size serving LAX.

Page: 156, Sequence #2

*

Explain how the cargo operations would be equivalent to No Action. We are told that cargo is
currently highly utilized. Without an unauthorized increase of facilities the magnitude of cargo
increase forecast by Alt D can’t occur.

Response: As described in Section 2.5, Cargo Facilities, of the Draft LAX Master Plan Addendum,
Alternative D would provide for the construction of approximately 154,000 square feet of additional
cargo facilities which is approximately equal to the square footage of cargo facilities reasonably
expected to be constructed under the No Action/No Project Alternative.
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Page: 157, Sequence #1

*

Explain how cargo space growth will occur in the No Action scenario. Is there anything done
differently by Alt D to change the split of 32/68 domestic/international cargo?

Response: As described in Chapter 3, Alternatives, on page 3-26 of the Draft EIS/EIR, "existing
older and functionally obsolete cargo facilities will be rebuilt and expanded such that there will be a
net gain of 431,300 square feet of building space beyond the 1997 inventory."

Alternative D is not designed to favor domestic or international cargo therefore the ratio is not
expected to change though nothing precludes it from changing.

Page: 158, Sequence #1

*

Explain the derivation of the unconstrained totals for operations. Why is there more capacity
at the peak hour of 11A? How does this differ from FAA defined operations that includes
aircraft movements impact on calculated totals?

Response: The unconstrained demand forecast was described in detail in the Draft LAX Master
Plan. Airport capacity does not change from hour to hour.

FAA defined operations would be the Terminal Area Forecast (TAF). It is unclear what the
commentor means by the movements impact on calculated totals.

Page: 158, Sequence #2

¢

If we accept the number of operations in this chart and note that the passengers/cargo per op
will increase in the Alt D option mix, then it is not likely that we will have equal capacity.
Explain how the assumptions justify the conclusions that D and the No Action result in the
same passenger and cargo totals.

Response: Enplanements per departure and annual cargo operations are approximately equal
under Alternative D and the No Action/No Project Alternative.

Please see Table 3.3-1 in Chapter 3 of the Draft LAX Master Plan Addendum. 2015 annual
enplanements per departure are 110.48 under the No Action/No Project Alternative and 110.59 under
Alternative D. Both Alternatives forecast approximately 36,000 annual cargo operations in 2015.

Page: 159, Sequence #1

*

The totals on this domestic operations chart separated by time zone origination appears to be
equal to the totals shown on the other charts which also presume to include foreign carriers.
How is this possible and why?

Response: There is no reason that would preclude the totals from being equal. It is entirely possible
that an equal number of European (foreign) operations and domestic Eastern Time zone operations
could occur during the same hour. It would happen if an equal number of flights from each of these
two particular regions were scheduled during the same hour of the day. This occurs because airlines
typically design schedules to meet demand. However, there are several other factors and variables
that are accounted for.

Appendix A
Existing Baseline Comparison Issues - 1996 to 2000

Page: 171, Sequence #1 and #2

¢

What are the off-airport land use and regional traffic development that was anticipated?

Response: Please see Section 3.2.3, Adjusted Environmental Baseline, of the Draft EIS/EIR,
regarding off-airport land use and regional traffic development that was anticipated. As stated in the
section, the regional traffic and land use development assumed to occur in the Adjusted
Environmental Baseline during the planning years as forecast by appropriate planning agencies are
listed in the Appendix L to Chapter V of the Draft LAX Master Plan.
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Page: 172, Sequence #1

*

Why were national trends used instead of actual data for LAX?

Response: Actual LAX data was shown in Table A-1 of Appendix A of the Draft LAX Master Plan
Addendum. It is important to examine national trends as well as regional trends in order to better
understand the role of LAX in national aviation system. The observation of such trends provides
insight into the future, thereby resulting in more accurate forecast. Changes in activities at LAX affect
other airports in the nation, and vice versa.

Page: 172, Sequence #2

*

The use of the economic data for this period appears to be selective comparisons to result in
reduced impacts. Economic conditions in the 1990's appears to be far more positive than
presently seen; therefore the growth seen is very optimistic, not the opposite as justified by
XXXXXXXXXKX.

Response: The purpose of Appendix A of the Draft LAX Master Plan Addendum is to discuss any
relevant changes between the 1996 base year for the LAX Master Plan's aviation forecast and the
year 2000, a more recent, but still "normal” year that was unaffected by the events of September 11,
2001. Accordingly, the data cited on page A-3 included 1995 national economic Gross Domestic
Product (GDP), to match the corresponding year closest to 1996 for which FAA aviation activity data
were available, and 2000 data, because that is the comparison year for the "baseline” comparisons
discussion. The GDP data are included because there is a close correlation between economic
growth (as commonly measured by GDP) and growth in aviation activity levels. Historically, including
the 1995 to 2000 period, year-to-year national aviation activity levels change by about the same
percentage as the change in the GDP.

Page: 173, Sequence #1

*

The airlines ticket price reduction is identified as an altruistic action, but the realistic cause is
that the demand is down with each airline bidding for the remaining passengers.

Response: Comment noted.

Page: 173, Sequence #2

*

As regional jets gain more of the market, why are the gate types moving away from this
aircraft type? Could it be that LAWA is making a bid to replace most commuter traffic with
NLAs?

Response: Regional jets are gaining market share across the nation, but not at airports such as
LAX. The constrained airspace capacity combined with future market demand will increase the
average fleet size away from commuter aircraft. LAWA has no plan to shift commuter traffic to NLA's.
NLA’s are not efficient aircraft to fly on short and medium haul flights. NLA’s are intended for only
long haul international service.

Page: 173, Sequence #3

¢

Whereas cargo continues to grow does it make sense to concentrate it in only one location?
Much of the cargo is not for use in the Westside of LA, but throughout greater LA and the rest
of the U.S. Disbursement of cargo to the areas of goods use would improve the system;
Ontario is near the rail lines that cross all of the USA.

Response: Comment noted. Much of the cargo at LAX arrives and departs in the belly of passenger
aircraft, not just on freighters. Cargo cannot be moved simply to suit the needs of the airport. LAWA
is working with the all-cargo airlines and LAX freight forwarders to encourage the use of Ontario for
cargo destined for or originating near the airport. LAWA cannot force these companies to use
Ontario. An update of the master plan for Ontario is currently underway. The Ontario Master Plan
will recommend the needed improvements to meet the projected demand for both passengers and
cargo. For additional information, please see Topical Response TR-RC-1 regarding the LAX Master
Plan role in the regional approach to meeting demand.
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Page: 173, Sequence #4

¢ To use the Mayor Hahn analogy, trend impacts changed since Sept. 11. Economy of scale
was the dominant reason give for concentration. Now the opposite is true. The risks need to
be spread and the cargo destinations are becoming more disbursed.

Response: The City of Los Angeles and LAWA can only control the development of LAX, Ontario,
Palmdale, and Van Nuys Airports. The decision to develop any airport is the responsibility of local
government. Subsequent to the publication of the Draft EIS/EIR, a new alternative, Alternative D -
Enhanced Safety and Security Plan, was added to the range of alternatives currently being
considered for the LAX Master Plan. That alternative was evaluated in the Supplement to the Draft
EIS/EIR. Alternative D, developed pursuant to the direction of Mayor Hahn, provides an emphasis on
safety and security improvements while limiting future (2015) airport activity to a level comparable to
that of the No Action/No Project Alternative. The Alternative D approach of not expanding the
capacity of LAX is consistent with the SCAG Regional Transportation Plan (RTP) policy framework,
which is intended to accommodate future regional aviation demands at airports other than LAX. A
description of Alternative D was provided in Chapter 3, Alternatives, of the Supplement to the Draft
EIS/EIR. For additional information, please see Topical Response TR-RC-1 regarding the LAX
Master Plan role in the regional approach to meeting demand.

Page: 174, Sequence #1

¢ Since 1996 several military base closures have facilitated conversion of military airports to
commercial use. These are not even shown in the commercial airports.

Response: There are currently no commercial operations at either one of the former military bases
(San Bernardino International Airport and Southern California Logistics Airport). Please see Topical
Response TR-RC-1 that discusses the existing conditions and published plans for airports in the Los
Angeles region.

Page: 175, Sequence #1

¢ Why didn't LAWA do more to disburse regional operations since it owns Ontario and Palmdale
where the two areas WANT MORE SERVICE?

Response: LAWA has tried subsidies to encourage airlines to serve outlying Palmdale, with only
limited, temporary success. Please see Topical Response TR-RC-5 regarding LAWA's efforts to
encourage airline service at Palmdale. LAWA is also working with the all-cargo airlines and LAX
freight forwarders to encourage the use of Ontario for cargo destined for or originating near the
airport. Master plan updates are currently underway for both Ontario and Palmdale airports. The
master plans will recommend improvements to meet the projected demand. In addition, Alternative
D, Enhanced Safety and Security Plan, has been designed to serve a level of future (2015) airport
activity comparable to that of the No Action/No Project Alternative, and will make the airport safer and
more secure, convenient and efficient. Alternative D is consistent with the policy framework of the
SCAG 2001 RTP, which calls for no expansion of LAX and, instead, shifting the accommodation of
future aviation demand to other airports in the region.

Page: 175, Sequence #2

¢ The statement is made that no scheduled service regional jets were at LAX in 2000. In the
past two years, however, at LAX-Community Noise Roundtable meetings it is reported that
many, if not most, of the turboprops have been replaced by regional jets.

Response: There was no scheduled regional jet service at LAX in 2000. As indicated on page A-12
of Appendix A of the Draft LAX Master Plan Addendum, in October of 2001, the airlines introduced
regional jet service at LAX.
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Page: 175, Sequence #3

*

What data calls for changing the mix from the single aisle jets? There is a substantial shift of
gates capable of handling wide body jets in Alt. D.

Response: The constrained airspace capacity combined with future market demand will increase the
average fleet size toward larger aircraft fleets. Narrow body jets can use gates sized for wide body
aircraft, but the reverse is not true.

Page: 176, Sequence #1

*

This delineation of passenger miles after 9-11-01 indicates a significant drop in all but
Southwest Airlines. Southwest Airlines flys mainly narrow body aircraft. Explain why these
are the aircraft gates in Alt D that are being removed/quantity reduced.

Response: The Master Plan projections look at the long-range trends in passenger demand and
airline activity. The effects of the events of September 11, 2001 are seen as a short-term effect upon
the traffic patterns at LAX. It is anticipated the passenger demand will continue to evolve into the
forecast scenario.

Page: 177, Sequence #1

¢

Where in this document does it draw any inferences of cause of aircraft seat reduction? Since
CA is continuing to experience a serious economic downturn and has not yet turned around,
explain what future will look like for various economic conditions.

Response: As addressed in Section A.2.3, Comparison of 2000 to 2001 and Beyond, of Appendix A
of the Draft LAX Master Plan Addendum, air travel decline after the September 11, 2001 terrorist
attacks and economic recession were attributed to aircraft seat reduction. Please refer to the
following sources regarding economic conditions related to California as a whole:

- UCLA quarterly economic forecast
- The Center for the Continuing Study of the California Economy

- The California Legislative Analyst's Office

Page: 180, Sequence #1

*

The assumption of major rebound is possibly right, but not supported. The proportion of
business travel is changing with the advent of the internet, teleconferencing, etc. What
proportion of the passenger travel demand does this represent? It has been 3 years since
2000 and the increases are not being seen at LAX-except for cargo. More definitive
explanation of the future needs should be provided.

Response: Comment noted. Figure A-3, 40-Year United States Historical Aviation Traffic, of
Appendix A of the Draft LAX Master Plan Addendum depicted a series of negative events that
influenced aviation industry over the past 40 years which have led to an initial decline, and
subsequent recovery. As addressed on page A-11 of the Appendix, the purpose of evaluating such
nationwide aviation activity was to put the terrorist attacks of September 11, 2001 and the economic
recession into perspective in terms of their impact on U.S. The overall trends observed from those
occurrences can provide general insight into the future. Please see Section 3, Factors Influencing
Aviation Demand, and Appendix A of Chapter Ill, Forecasts of Aviation Demand, of the Draft LAX
Master Plan regarding passenger travel demand and changes in business travel.

Page: 180, Sequence #2

*

One explanation for the sharp decline at LAX might be the high profile concentration of air
traffic for all of Southern California and the fear of terrorist attack. Explain how expanding the
capacity at LAX will alleviate this reduction.

Response: Alternative D, Enhanced Safety and Security Plan, has been designed to serve a level of
future (2015) airport activity comparable to that of the No Action/No Project Alternative, and will make
the airport safer and more secure, convenient and efficient. Alternative D is consistent with the policy
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framework of the SCAG 2001 RTP, which calls for no expansion of LAX and instead, shifting the
accommodation of future aviation demand to other airports in the region.

Page: 180, Sequence #3

¢ This paragraph notes that Jan-Feb of 2002 was ONLY down 17.5% compared to the same
period in 2001. A reduction of less magnitude is still in the wrong direction. This is far from a
rebound. Explain why this continued decrease is a positive sign that a rebound is occurring.

Response: Compared to the 33 percent traffic decline in September 2001, the 17.5 percent traffic
decline during January and February 2002, which is less than a six-month period, should be
considered as a notable improvement.

Page: 180, Sequence #4

¢ This observation that regional jet service was introduced in 2001 is not addressed several
pages earlier which noted that no scheduled regional jet service exists at LAX. How is this
justified?

Response: On page A-6 in Section A.2.2, Regional Trends, of Appendix A of the Draft LAX Master
Plan Addendum, it was indicated, "there was no scheduled service on regional jets from LAX in
2000." Section A.2.2, Regional Trends, addressed only activities during 1996 and 2000. The
introduction of regional jets in 2001 was addressed in the subsequent section, Section A.2.3,
Comparison of 2000 to 2001 and Beyond, which addressed activities during 2001.

Page: 182 (Fig. A-3), Sequence #1
¢ Since this was being prepared in 2003, why not include more recent data?

Response: Comment noted. As addressed on page A-11 of Appendix A of the Draft LAX Master
Plan Addendum, the purpose of evaluating nationwide aviation activity over the past 40 years up to
2000 was to put the terrorist attacks of September 11, 2001 and the economic recession into
perspective in terms of their impact on U.S.

Page: 186, Sequence #1

¢ Is the number of "operations” FAA or LAX counts? FAA includes all aircraft movements-
ground or t/o and landings whereas LAWA is only take offs and landings. How does this value
of 2277 compare with the theoretical max? If | assume 1.5X average hourly rate this is about
140+ during peak time.

Response: As addressed on page A-21 of Appendix A of the Draft LAX Master Plan Addendum, The
ATCT (Air Traffic Control Tower) daily activity counts from January through December 2000 were
used to define the volume of annual operations that correspond to the design day. The daily counts
were reviewed to identify the peak activity month and to compare fluctuations in activity volumes by
day of the week. August was identified as the peak month with 68,871 total operations. Operations
for the Peak Month Average Weekday (PMAWD) in August were calculated to be 2,277.

Page: 186, Sequence #2

¢ If the development of a typical day was to be in August, why wasn’t August 2001 also
calculated? This was the highest values prior to Sept. 11. Then a Peak Month Aver Weekday
could be more appropriately compared for 2002 trending as well.

Response: As addressed in Section A.1.2, Baseline Update, of Appendix A of the Draft LAX Master
Plan Addendum, in considering an updated comparison of the Draft EIS/EIR baseline year, 2001
constituted an anomalous year due to the September 11, 2001 terrorist attacks. The most recent
"normal” year for which a complete dataset was available was 2000.

Page: 187, Sequence #1

¢ Of the 117 cargo operations of the "design day" in 2000 were these pure cargo versus cargo in
the cargo hold? The subsequent paragraph implies that these are pure cargo. It would be
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appropriate to do additional monitoring of cargo flights since this component continues to
increase while the others remain decreased.

Response: Comment noted. The 117 design day cargo operations represent pure cargo flights and
do not include passenger flights that have cargo in the belly compartment.

Page: 194 (Fig. A-5), Sequence #1

*

Since there were all of these changes in hourly takeoffs/landings why was the reduction of
number of flights not reflected in a change in noise contours? Explain why the shift to
evening takeoffs in landings didn’t change the noise contours or CNEL calculations.

Response: Comment noted. The noise analysis in the Draft EIS/EIR and Supplement to the Draft
EIS/EIR was done in complete compliance with scientific principles and FAA Order 1050.1D and
Order 5050.4A. The noise analysis is based on the SIMMOD runs that were used in the LAX Master
Plan and LAX Master Plan Addendum. The basis for the discrepancies between Design Day
Operations and Average Annual Day operations are explained in Section 3, Future Aircraft Operating
Conditions of Appendix, S-C1, Supplemental Aircraft Noise Technical Report of the Supplement to
the Draft EIS/EIR. The simulation modeling results, used to develop input to the INM, reflect the
combination of all weather and service level conditions present during the forecast year of operation.
The ratios between the resulting Design Day operations and the average annual level of operations,
for each user group and alternative, were applied to reduce the number of operations to Design Day
operations output from the simulation modeling to Average Annual Day operational levels used as
input to the INM. Therefore, it does not understate noise impacts. Additionally, Table S7, 2015
Average Annual Day Operations and Fleet Mix Alternative D of Appendix S-C1, Supplemental Aircraft
Noise Technical Report acknowledges that totals may not add up to 100 percent due to rounding.

Page: 198, Sequence #1

¢

What is the current distribution? How would these charts look broken down by types of
aircraft and gate requirements?

Response: Year 2000 was selected as an updated comparison of the Draft EIS/EIR baseline year
(1996), and therefore, the document provided the data of that year. In addition, please see Table A-
11 of Appendix A of the Draft LAX Master Plan Addendum regarding data broken down by types of
aircraft. The terminal facility requirements uses this data as a base for developing the gate
requirements.

Page: 203, Sequence #1

*

It would be appropriate to make these comparisons for several key years to see actual trends.
The data for 1996 should be compared with 2000 and also 2002. Do these tables include
cargo?

Response: Year 2000 was selected as an updated comparison of the Draft EIS/EIR baseline year
(1996), and therefore, the document provided the data of that year. Yes, they include cargo
operations. For more detail, please see Table A-3 of Appendix A of the Draft LAX Master Plan
Addendum.

Page: 211, Sequence #1

*

According to the load factor comparisons the loading is increasing. Based on the new Alt D
approach of restricting gates instead of the present traffic constraint then more flights will
bring in more people based on an equal number of flights. Explain how the load factor and
frequency, as well as size of aircraft will not increase capacity given a fixed number of gates.
Note that Alt D already calls for a mix of gates that increases the size of aircraft.

Response: The higher load factors and aircraft gauge increases were all factored into the design
day schedule developed and is consistent with the 78 MAP capacity restriction.

Page: 214, Sequence #1

¢

Off-airport land use data updated in early 2000 was using data from what time period? Any
data has some lag time between gathering and actual conditions. There has been substantial
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change since 1996. What changes have been documented? What are they? There were
substantial problems with the numbers of impacted residents in the original 2001 study. How
has this been improved? Where in this massive document are the details of this upgraded
information?

Response: The data purchased from TRW in early 2000 was used to update parcel-level land use
information that was presented in the Draft EIS/EIR. This data provided by TRW was also updated in
early 2000. Also the consulting team updated the non-residential sensitive receptor database through
field verification to confirm location, consolidate parcels that had the same use, and ensure
consistency between the GIS analysis and the Grid ID points presented in Section 4.2, Land Use and
Appendix D, Aircraft Noise Technical Report, in the Draft EIS/EIR.

In addition, the Supplement to the Draft EIS/EIR also included revisions to land use data included
field verification by the consulting team to: identify the correct name and addresses of some private
schools, confirm that the parcels were properly listed as private schools, and add any new non-
residential noise-sensitive uses. This field survey resulted in the addition of a new school LAUSD
public school (Open Magnet Charter Elementary). A summary of changes that have occurred
between 1996 baseline and Year 2000 conditions was presented under the heading of Sensitive
Receptors on page 4-88 of the Supplement to the Draft EIS/EIR.

It is not clear what "substantial problems" in the 2001 study are being suggested. There are no
known problems of any magnitude related to the number of impacted residents that were presented in
the Draft EIS/EIR or Supplement to the Draft EIS/EIR. However, the expansion of soundproofing
under the ANMP, as stated in mitigation measure MM-LU-1, would require the inclusion of noise-
sensitive uses currently outside the ANMP but newly exposed to 65 CNEL noise levels, based on
guarterly noise measurements. This process would also require the natification of newly eligible
property owners. Therefore, the actual noise-sensitive uses that would become eligible for mitigation
would be based on current data.

Page: 214, Sequence #2

*

Earlier in the document a Wednesday was chosen as a busy, typical day because Fridays were
so variable. Why, here, does the analysis use a Friday?

Response: As indicated in Section A.2.4, Aviation at LAX, of Appendix A of the Draft LAX Master
Plan Addendum, Wednesday (August 16, 2000) was selected as the representative day for air carrier
and commuter activity for the 2000 design day flight schedule. However, August 3, 2000, which was
Thursday, was selected as a representative day for all-cargo as well as general aviation operations.
As stated in Section A.2.6, Ground Transportation, of the Appendix, airport-generated vehicle trips
are primarily a function of O&D passengers, and they are measured and analyzed during the peak
hour of airport activity, which is 11:00 a.m. to noon during the airport’s peak month/average weekday,
which was Friday in August.

Page: 215, Sequence #1

*

Into CTA traffic is not the only airport generated traffic. Many people park in the large, private
lots and are shuttled into LAX. Also, rental car and hotel parking traffic exists. Also visits to
LAX for people going through LAX is another factor. Explain why all data was taken on
Fridays where as the argument made earlier in this document was for using a Wednesday as
the "design day."

Response: Please see Section 2.3.2.2, Ground Transportation Center (GTC), of the Draft LAX
Master Plan Addendum regarding commercial vehicle access. Please see Response to comment
Sequence #2 on page 214 above regarding why Fridays were used instead of Wednesday.

Page: 216, Sequence #1

*

Off-airport road changes were determined to only be Lincoln @ Venice by LADOT during the
period of 1996 to 2000. What about all of the CalTrans, MTA, and LA Bureau of Public Works
projects? Freeway off-ramps at Howard Hughes and La Tijera were improved during this time,
for instance. Since the traffic count info is assumed to be based on on-airport instead of
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baseline why wasn’t more recent data used as a "sanity check" since many area changes have
been in process since 2000.

Response: Please see Section 4.3.2, Off-Airport Surface Transportation, of the Supplement to the
Draft EIS/EIR. In addition, please see Response to Comment AL00043-3 regarding proposed traffic
improvements for off-airport roadways.

Page: 217, Sequence #1

¢ If 289 units were acquired before 2001 how many are now acquired? | believe 289 was a
guoted number in 2002 by Sound Proofing Bureau in meetings outside of the Master Plan
considerations. What are the correct numbers and at what dates?

Response: Please see Topical Response TR-MP-3 regarding the current status of acquisition in
Manchester Square.

Page: 217, Sequence #2 and #3

¢ Manchester Square and Belford areas will not be used for aviation purposes in no action?
What do they plan as its purpose. This statement is in conflict with verbal statements made in
numerous briefings.

Response: As addressed in Section 3.2.4, No Action/No Project Alternative, of the Draft EIS/EIR,
LAWA would continue its acquisition of the Manchester Square and Belford areas under the Airport
Noise Mitigation Program (ANMP). Under the program, Manchester Square and Belford areas would
be acquired and demolished. There are no aviation uses planned for the areas under No Action/No
Project Alternative.

Page: 217, Sequence #4

¢ As no north airfield changes were identified, when were all of the new gates added
subsequent to 19847 Are the added gates west of Bradley considered north side? These
gates are noted as 1997 additions in Figure A-9.

Response: The description of airfield changes presented in Section A.3.2, Airfield, of Appendix A of
the Draft LAX Master Plan Addendum referred to the modifications made to the airfield taxilane and
taxiway system. The west pad gates delineated in Figure A-9 of the Appendix are not considered
north side. Figure A-9 also delineated all additional aircraft parking positions completed between the
year 1997 and 2000.

Page: 221, Sequence #1

¢ If a gate renovation was classified as to expedite movement of passengers why was it not
concurrently capacity expansion since the gates become available more frequently.

Response: The existing baseline comparison issues appendix refers to gate renovations as
improving the level of service and convenience to passengers. This is not considered a capacity
enhancement.

Page: 221, Sequence #2 and #3:

¢ If a commuter aircraft facility was created "in Terminal 3 containing five aircraft parking
positions" why is this not classified as adding capacity?

Response: The commuter aircraft activity at Terminal 3 had previously been accommodated from
apron parking positions located immediately north of the ticketing hall on the east side of the
concourse. These positions were relocated to the new facility shown on Figure A-9 of Appendix A of
the Draft LAX Master Plan Addendum. Due to changes in airline alliances and operating agreements,
this facility was never occupied or utilized for passenger traffic.

Page: 222, Sequence #1

¢ Again, why is a project that adds ticket lobby and baggage claim areas; and adding holdroom
seating space..." not an improvement? On what basis does an environmental analysis prior

Los Angeles International Airport 40 LAX Master Plan EIS/EIR Responses to Comments



5. Responses to Comments from Dennis J. Schneider

to the project determine" no capacity increase?" If a gate can be used for more flights then it
IS capacity enhancement. In some cases this might not be bad, but it must be acknowledged.

Response: The addition of ticket lobby and baggage claim space and additional holdroom seating is
considered an improvement to the level of passenger service and convenience. It is not considered a
capacity enhancement. This project was subject to a separate environmental review, which found
that it did not create a capacity enhancement.

Page: 222, Sequence #2 and #3

¢ Weren't there also roadway improvements on the south side to accommodate changes to the
cargo facilities?

Response: Please see Topical Response TR-ST-1 regarding cargo truck traffic.
Page: 223, Sequence #1

¢ When the USPS Office was opened in 1999 the old facility was converted to cargo. Why is this
cargo expansion not mentioned?

Response: The retail portion of the USPS facility was relocated in 1999. However, the USPS facility
was not converted to a cargo facility. It is still used by the USPS for airmail.

Page: 223, Sequence #2

¢ The First Flight Child Development Center opened at 9320 Lincoln is stated to be part of the
Manchester Square and Belford areas. This location is NOT even adjacent to MS or Belford.
What other properties were procured by LAWA during this period?

Response: The First Flight Child Development Center was shown on Figure A-9 of the Draft LAX
Master Plan Addendum and is not a part of Manchester Square and Belford. The Neutrogena site
was procured by LAWA during that timeframe, and it was shown on Figure A-9 as a quadrangle east
of Aviation Boulevard and south of Century Boulevard, to the left of the label Avion Drive
Realignment. These properties were both described in the Land Use Technical Report of the Draft
EIS/EIR, pages 84 and 85.

Page: 224, Sequence #1

¢ Great story line about noise! This report assumes aircraft are coming straight in not spread
around the area. Ground contours of the area are not considered for impact to the movement
or amplification of noise.

Response: Comment noted. The noise analysis in the Draft EIS/EIR and Supplement to the Draft
EIS/EIR was done in complete compliance with scientific principles and FAA Order 1050.1D and
Order 5050.4A. For information on aircraft ground activity please see Section 2.1.6, of Appendix S-
C1, Supplemental Aircraft Noise Technical Report, of the Supplement to the Draft EIS/EIR.

Page: 224, Sequence #2

¢ The lengthening of the contour is accounted for by addition of 200 more jets. The shift to
more evening and night hours is also acknowledged. What remains missing from this is the
noise frequency range changes. Much more low frequency noise is being generated.

Response: Comment noted. The noise analysis in the Draft EIS/EIR and Supplement to the Draft
EIS/EIR was done in complete compliance with scientific principles and FAA Order 1050.1D and
Order 5050.4A. LAWA does not currently monitor, track or mitigate low frequency noise. There is no
state or federal requirement that mandates LAWA to record or track low frequency noise, nor is a
standard of significance established for low frequency noise because there is no accepted correlation
between low frequency noise and community disturbance or classroom disruption/nighttime
awakening. However, LAWA has sought to decrease low frequency noise generated by run-ups in
the Draft EIS/EIR and Supplement to the Draft EIS/EIR through the development of Ground Run-up
Enclosures (GRE). For each development alternative LAWA incorporates the construction of one or
more GRE within which all run-up activity would be conducted. These facilities, when properly
designed, achieve a reduction of approximately 15-18 decibels over run-ups conducted without
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enclosure. Please see Subtopical Response TR-N-5.3 regarding night run-up activity and Topical
Response TR-N-7 regarding noise abatement measures and enforcement. Vibrations created by
low-frequency noise from aircraft operations at LAX are not of significant magnitude to cause physical
residential damage. Please see Topical Response TR-N-8, regarding noise-based vibration. Please
see Response to Comment ALO0017-52 regarding that there is no scientific evidence or other basis
for determining the nature, extent, or significance of noise-related health effects due to any Master
Plan alternative.

Page: 226, Sequence #1 and #2

¢ It has been theorized that run-up activity still has an impact on surrounding communities.
When were the record keeping requirements removed?

Response: Because the locations have not changed and the mix of aircraft types are, on the whole,
quieter than those present during the 1996 baseline condition presented in Figure 3, Current Ground
Noise Pattern, of Appendix D, Aircraft Noise Technical Report, of the Draft EIS/EIR, the noise
exposure pattern for 2000 run-up conditions will not be greater than that of the baseline condition,
and does not affect the location of CNEL contours beyond the airport boundary. Please see Topical
Response TR-N-5, regarding nighttime operations and in particular Subtopical Response TR-N-5.3,
regarding night run-up activity. In addition, LAWA does not maintain daily operational ground run-up
logs. Each individual airline maintains its own maintenance records. The only ground run-up records
maintained by LAWA are those where potential violators during nighttime hours are logged. This
correction is identified in the Errata to Master Plan Addendum.

Page: 226, Sequence #3 and #4

¢ The assumptions that areas are largely built out and static is invalid. The Westchester-Playa
del Rey Community Plan Update investigations showed marked increases in population due to
increased density from replacement of existing buildings.

Response: Comment noted.
Page: 227, Sequence #1

¢ There is a statement that the 2000 Census data was not yet available? Since this Addendum
was presumably done during 2002-3 why was it not used? How would the Land Use Patterns
be modified?

Response: The document is stating that the United States Census for 2000 was not available for the
Draft EIS/EIR, not the Addendum.

Page: 227, Sequence #2

¢ This statement is one of very few acknowledging changes in air traffic routes ever made in
writing. What are they and when were they implemented?

Response: Please see Topical Response TR-N-3, regarding aircraft flight procedures and in
particular Subtopical Response TR-N-3.1, regarding flight routes relative to areas of the South Bay
and Subtopical Response TR-N-3.2, regarding early turns over areas north and south of LAX.

Page: 227, Sequence #3

¢ An average of 2.9 eastern departures per night? What is the value subsequent to 2000?

Response: As indicated on page A-68 of Appendix A of the Draft LAX Master Plan Addendum, the
number of east departures at night averaged 1.7 per night (614 annually) in 1996, as compared to 2.9
per night (1,069 annually) in 2000.

Page: 228, Sequence #1 and #2

¢ Runway incursions is noted as a significant problem. What types have occurred and are they
resolvable by runway change only or are they mainly person error related?

Response: Please see Topical Response TR-SAF-1 regarding runway incursions.
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Appendix B
2000 Base Airside Simulation Assumptions and Results

Page: 233, Sequence #1

¢ Operating assumptions are stated to have been the same for 1994, 1996, and 2000
simulations. The assumptions are not in this document, but instead are Chapter Il of the Draft
LAX Master Plan.

Response: Comment noted.
Page: 236, Sequence #1

¢ If the peak hour 10-11 and people arrive about 2 hours early, then traffic is from 8-10 AM -
during the AM rush hour traffic...

Response: Please see Topical Response TR-ST-2 and, in particular, Subtopical Response TR-ST-
2.11 regarding the selection of peak hours for the ground access analysis.

Appendix C
Los Angeles Reqgion’s Secondary Airports
Page: 243, Sequence #1 and #2

¢ If the "secondary" airports will reach capacity at approximately the time that Alt D would be
completed then there would be no reasonable option to accommodate growth at that time.
What in the forecast suggests to start growth improvements at the "secondary" airports
NOW?

Response: Please see Response to Comment ALO0022-8.

Page: 244, Sequence #2

¢ The statement, "LAX today serves a larger percentage of regional demand than the demand
generated within its catchment area..." acknowledges that people are being forced to travel
beyond the reasonable distance to get to LAX. What is being done to remedy this?

Response: Subsequent to the publication of the Draft EIS/EIR, a new alternative, Alternative D -
Enhanced Safety and Security Plan, was added to the range of alternatives currently being
considered for the LAX Master Plan. That alternative was evaluated in the Supplement to the Draft
EIS/EIR. Alternative D, developed pursuant to the direction of Mayor Hahn, is designed to serve a
future (2015) airport activity to a level comparable to that of the No Action/No Project Alternative. The
Alternative D approach of not expanding the capacity of LAX is consistent with the SCAG Regional
Transportation Plan (RTP) policy framework, which is intended to accommodate future regional
aviation demands at airports other than LAX. A description of Alternative D was provided in Chapter
3, Alternatives, of the Supplement to the Draft EIS/EIR. For additional information, Topical Response
TR-RC-1 regarding the LAX Master Plan role in the regional approach to meeting demand.

Page: 245, Sequence #1

¢ What about cargo for the area? What does the evaluation and constraints say about cargo?
Can a significant increase in cargo also occur? If not, why not?

Response: Please see Topical Response TR-RC-4 that discusses constraints at John Wayne
Airport.  Without the planned capacity of El Toro and with the very limited capacity of John Wayne
Airport, Orange County does not have and will not have the facilities to serve its own air cargo needs.
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Page: 245, Sequence #2

¢ Does the review of this airport usage reflect policy of the airport, of the airlines serving it, or
physical constraints? If policy changes were to be invoked, could Burbank airport serve more
medium and long-haul passengers? What can be done to accommodate this? What about
cargo at this airport?

Response: As described in Section C.3, Burbank-Glendale-Pasadena Airport, of Appendix C of the
Draft LAX Master Plan Addendum, the airport has environmental, physical and policy constraints that
will severely limit its ability to fully serve the demand potential of its market area. LAWA is not at
liberty to change policy at Burbank Airport. Please see Response to Comment AL00022-8.

Page: 246, Sequence #1

¢ Same basic question about Long Beach as the others; must this be constrained and how can
it be modified? What about cargo handling and infrastructure to address this?

Response: Please see Response to Comment ALO0022-8.
Page: 246, Sequence #2

¢ As business expands in the Inland Empire Palm Springs Airport will become a closer
alternative for the eastern based businesses. Being near a major rail line, this could also
become useful for cargo. What needs to be done to facilitate growth here?

Response: Please see Response to Comment ALO0022-8.
Page: 269, Sequence #1

¢ How could this be for CY 1995 and the previous chart Table C-19 be for CY 2000 with exactly
the same number of O&D passengers?

Response: Tables C-19 and C-20 in Appendix C of the Draft LAX Master Plan Addendum contain
inaccurate data. Corrections to the data are included in the Errata to Draft Master Plan Addendum.

Page: 270, Sequence #1

¢ A premise is that LA would lose O&D to another international airport if LAX doesn’t expand.
Only one airport, SFO, is capable of accepting passengers at a west coast destination that
could travel semi-conveniently to Southern California. Explain how these other airports could
possibly become more convenient in place of another SoCal destination.

Response: Passengers traveling to Southern California from international destinations could, quite
conveniently, arrive at several other U.S. international airports (SFO, DEN, DFW, PHX, LAS, SEA)
and connect to domestic flights for travel into the Southern California region. Today, the opposite is
true. That is, international travelers bound for other parts of the U.S. travel to LAX and connect to
domestic flights to other U.S. cities. Please see Section 1.3.6 of the Draft LAX Master Plan
Addendum regarding the contribution of LAX as an international gateway.

Page: 271, Sequence #1

¢ The percentages on this chart only have nominal significance for a total number of
passengers. A different, better percentage to view would be that of percentage from the
region.

Response: Comment noted.
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Appendix D
Interim Year Activity Analysis

Page: 277, Sequence #1

¢ The 3 cargo values can’t be the same if it is assumed that cargo will increase from 2 MAT to
3.5 MAT! If the assumption is larger aircraft, how will LAX handle these aircraft.

Response: The table is correct and the cargo design day operations are equivalent for 2005, 2008,
2013, and 2015. The increase in tonnage is achieved partially through an increase in aircraft size.
The LAX runways and taxiway have been designed to safely accommodate all of the aircraft in the
fleet, including the cargo aircraft. The size of the cargo fleet was taken into consideration in the
capacity analysis.

In addition to an increase in aircraft size, it is important to note that the majority of cargo transported
through LAX is carried by passenger airlines. Sufficient cargo lift is available for Alternative D in the
bellies of passenger aircraft, particularly international, to meet the projected demand for belly cargo.

Page: 278, Sequence #1

¢ Where is the backup data for these interim periods? What is the aircraft fleet mix assumed?
What changes are assumed to get each interim value? How is the noise analysis used with
regard to flight track noise? What assumptions of runway use, alternative routes, etc. are part
of the noise analysis? What about topological and weather conditions? Does the increase of
aircraft operations add pollutants that make the noise conditions worse?

Response: The fleet mix data, hourly profile of operations, user group distribution, and fix
distribution for Alternative D for the three interim years was presented in Appendix F.

The design day aircraft fleet mix for each interim year that was analyzed was presented in Appendix
F of the Draft LAX Master Plan Addendum (Tables F-1 through F-3).

Appendix D of the Draft LAX Master Plan Addendum, Sections D.1 and D.2 outlined the methodology
used to determine the resulting passenger and operational numbers associated with the interim years
of 2005 and 2008. The 2013 interim year activity was assumed to be equivalent to the 2015 activity
level for the reasons outlined in Section D.3 of Appendix D of the Draft LAX Master Plan Addendum.

For information on the noise analysis and the use of flight tracks please see Section 2.1.3, Flight
Tracks, and Section 3.1.3, Alternative D Flight Track Usage, of Appendix S-C1, Supplemental Aircraft
Noise Technical Report, of the Supplement to the Draft EIS/EIR. Additionally, please see Topical
Response TR-N-1, Noise Modeling Approach, and in particular Subtopical Response TR-N-1.4,
regarding simplified line drawing flight tracks vs. track dispersion.

For information on runway utilization and flight track usage please see Section 3, Future Aircraft
Operating Conditions of Appendix S-C1, Supplemental Aircraft Noise Technical Report, of the
Supplement to the Draft EIS/EIR.

For information on the topological and weather conditions used in the noise analysis, please see
Section 2.1.4, Aircraft Performance Characteristics, of Appendix S-C1, Supplemental Aircraft Noise
Technical Report, of the Supplement to the Draft EIS/EIR.

The Supplement to the Draft EIS/EIR addressed noise and air quality impacts associated with
Alternative D in Section 4.1, Noise, Section 4.2, Land Use, and Section 4.6, Air Quality, respectively.
Supporting technical data and analyses were provided in Appendices S-C and S-E and Technical
Reports S-1 and S-4 of the Supplement to the Draft EIS/EIR.

Page: 278, Sequence #2

¢ The statement that 2005 Alt D conditions are NOT equivalent to NANP. In the earlier portion of
this Appendix D it calls for closure of 25L. NANP doesn’t have this closure in place. At this
point no air-field gates or other runway action is supposed to have occurred. This means that
at a minimum the often repeated 78 MAP inherent value for NANP applies, not 71.2. Whenever
the north runway work is started then there will be a temporary change to account for the
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reduced number of runways. Since the current constraint is traffic at Century and Sepulveda
not air or gate ops, the theoretical capacity of LAX would actually go up because this
constraint would be eliminated.

Response: The No Action/No Project Alternative is projected to accommodate 78.7 MAP by 2015.
This alternative would accommodate fewer passengers in 2005 than in 2015 due to projected aircraft
size. The No Action/No Project Alternative enplanements/departure ratio is projected to be 115.96 in
2005, increasing to 127.47 in 2015. This accounts for the lower number of passengers served in
2005, as compared to 2015. The 2005 enplanements/departure ratio is lower than in 2015 as a result
of the assumption that aircraft size would not increase beyond the unconstrained forecast in any
particular air service region. Please see Chapter V, Section 3.3.2.1, 2005 Alternatives, of the Draft
LAX Master Plan for further detail.

The Century and Sepulveda intersection was not the limiting factor in determining the capacity
constraints at LAX. The Master Plan analysis determined that the ability of the existing airport to
serve additional passengers is limited by the capacity of the Central Terminal Area curbfront and
access roadway system. Until the Alternative D Central Terminal Area improvements are
implemented and in place, the capacity of LAX will be limited by these roadway constraints. Please
see the response to Comment AF00001-58 for more information regarding the Central Terminal Area
capacity limitations.

Page: 279, Sequence #1

¢ Why was the 2008 scenario assumption that 1996 levels would not be exceeded for peak hour
ops? What is the basis of this?

Response: This assumption was applied for all alternatives with four-runway systems. Peak hour
aircraft operations activity was defined based on the capacity of the existing four-runway system at
LAX in visual operating conditions. Given that in 1996 the airport was already operating at a less
than desirable level of service, peak hour operations in all alternatives with four runways were
assumed not to exceed the levels observed in 1996. Please see Chapter V, Concept Development
November 7, 2000, of the Draft LAX Master Plan, Section 3.3.2, Final Iteration Constrained Activity,
for further information on this assumption.

Page: 279, Sequence #2

¢ What is the theoretical capacity of NANP at this point since it is indicated that Alt D in 2008
will use the remote west pads.

Response: The capacity of the No Action/No Project Alternative in 2008 is not required by NEPA for
the EIS/EIR and therefore was not calculated.

Page: 279, Sequence #3

¢ Alt D talked about upgrading and adding cargo facilities in the south and west areas. How is
the capacity equivalent at the intermittent times?

Response: All cargo facility improvements would be in place by 2008 with Alternative D. Therefore,
the Alternative D 2008 cargo capacity would be equivalent to that available in 2015.

Page: 280, Sequence #1

¢ How is the commuter ops going to be limited?

Response: It is assumed that the airlines would limit commuter operations in response to the
capacity constraints at LAX. Please see Comment Response SPC00308 - 27 regarding constraints
on activity levels.

Page: 280, Sequence #2

¢ Isn’t there a difference between peaks of domestic and international? If the peaks differ, then
they’'re not mutually exclusive and there is no expectation that airlines will reduce operations.

Response: Yes, there is a difference between the international peak hour and the domestic peak
hour. In addition, the peak hour for each region of the world will differ. For example, the peak hour
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for flights to Canada differs from the peak hour for flights to Europe or Asia. The operations for each
individual air service region were evaluated for each hour of the day, taking into consideration the
overall capacity of the airfield and airline scheduling needs (time zones, when passengers prefer to
fly, etc). The domestic air carrier schedules were flattened throughout the day (including both the
domestic peak hours and the international peak hours) in order to allow more international operations
to be scheduled.

Appendix E
Alternative D Airside Analysis

Page: 291, Sequence #1

¢

Why are the general aviation facilities being built? If the objective is to push towards larger
aircraft why is another GA being built?

Response: Please see Response to Comment PC01496-1 regarding general aviation activity and
facilities at LAX and Response to Comment PC01391-9 for a discussion on accessibility of the
airport.

Page: 292, Sequence #1

*

This assumes that the movement of 25L will be done with/without Alt D. Where is this written?
What documentation authorizes and approves this construction? Similarly in the next
paragraph of E.1.2 where is the authorization for the expansion of cargo facilities?

Response: Itis not assumed that Runway 25L would be relocated without Alternative D. The text in
guestion is pointing out that if Runway 25L were open in 2005 under Alternative D, then the activity
used to evaluate the 2005 Alternative D conditions would be the same as the No Action/No Project
Alternative activity level.

It is not assumed that the new cargo facilities would be developed without Alternative D. The
paragraph in question is discussing the level of activity used to assess Alternative D in 2005. As
discussed in the Draft LAX Master Plan Addendum, Appendix E, Section E.1.1.3, the Alternative D
cargo facilities would not be constructed by 2005. Therefore, the cargo activity level used to assess
Alternative D in 2005 is equivalent to the 2005 No Action/No Project Alternative, which does not
include new cargo facilities.

Page: 293, Sequence #1

¢

If the gate layout will be according to type of aircraft, how many of the airlines will have to
move their operations to be in multiple terminals based on the layout of the gate capacity
types?

Response: As discussed in Section E.1.3 of Appendix E of the Draft LAX Master Plan Addendum,
the airlines were classified into airline groups for the purpose of assigning gates to each flight in the
design day schedules. Therefore, it is not possible to state the number of airlines that would be
required to move their operations to multiple terminals. The airline-gate allocations were devised
based on type of aircraft and airline groups. One of the key considerations in developing the gate
layout was to ensure that the airlines’ operations would be convenient to passengers and efficient for
the airlines. Every effort was made to consolidate each airline group into a specific area, within the
constraints of the gate facilities provided by Alternative D.

Page: 301, Sequence #1

*

If there is a substantial difference (388" movement south) between NANP and Alt D runways on
the north side why is it assumed that the patterns to approach will be the same? Also, if
cargo will be increased and moved along with a different mix of aircraft for various airlines
how will the "efficient"” runway be used to assure landing nearest the gates

Response: The airspace route assumptions from the outer fixes for Alternative D would be the same
as in the No Action/No Project Alternative for capacity simulation purposes. The actual routes would
be shifted south as a result of the runway relocation, however, all relevant assumptions would remain
the same.
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The simulation analysis found that it would be most efficient for arrivals to be allocated to the runways
based on aircraft size and the origin of the flight, not based on gate location. This results in longer
taxi times but maximizes the efficiency of the airspace and reduces delays by reducing crossings in
the air and reducing in-trail separation requirements.

Page: 302, Sequence #2

*

How was the noise model completed without this modeling? Was it assumed that the 90% of
the flights in the other direction were sufficient? If there are any changes in the flight paths
going east and/or west is it not important to note them even if it doesn’t push the noise over
the 65 CNEL threshold?

Response: Comment noted. The noise analysis was done in complete compliance with appropriate
FAA and scientific principles, including FAA Order 1050.1D and Order 5050.4A. The Supplement to
the Draft EIS/EIR addresses noise impacts associated with Alternative D in Section 4.1, Noise, and
Section 4.2, Land Use. Supporting technical data and analyses are provided in Appendix S-C and
Technical Report S-1 of the Supplement to the Draft EIS/EIR. East flow airspace was not modeled
for Alternative D because the airspace routes are the same as the No Action/No Project Alternative or
Alternative C.

At LAX an automated noise and operations monitoring system is in use that provides daily records of
flight operations by virtually all aircraft using the facility. The FAA's Automated Radar Terminal
System (ARTS) records are accessed by software owned and operated by LAWA's Noise
Management Bureau to obtain location and other descriptive information related to each arrival and
departure. This information is processed to assign each aircraft to one of several predefined flight
track corridors and the resultant information is loaded into a relational database. The database
includes aircraft type as designated by radar, runway and flight track assignments, user identification
and flight number, type of operation (approach or take off), and its time of occurrence. Records of
flights are extracted from this database with proprietary software developed for and owned by the
Noise Management Bureau to produce a compiled report of operations for any period desired. This
processing automatically assigns an INM aircraft type (based on the aircraft fleet records of each
carrier) to each operation and summarizes the number of arrivals and departure by each type during
day, evening and night hours. Subsequent processing provides take off trip distance assignments
based on the scheduled destinations served by each aircraft type/carrier combination, as extracted
from the Official Airline Guide for the period under consideration. The data are then compiled into a
format that may be processed by the computer noise model to produce patterns of noise exposure.
The Noise Management Bureau would continue to use this system in meeting its responsibility to
regularly monitor and report on noise conditions in the airport environs. Section 2.1.5 of Appendix D,
Aircraft Noise Technical Report, of the Draft EIS/EIR describes this process in greater detail.

During the period 1996 through 2001, the annual data indicates that an average of 4.5 percent of all
arrivals were made to the east and 1.3 percent of all departures were made to the east. The noise
computations for future years conservatively assume that 5 to 6 percent of all departures will be made
to the east, based on long-term wind conditions and the most efficient operating conditions. Air
Traffic Control at LAX purposefully keeps aircraft in westerly flow as much as possible to minimize the
impact of departure noise on residential areas around the airport.

For information on noise analysis and use of flight tracks please see Section 2.1.3, Flight Tracks and
Section 3.1.3, Alternative D Flight Track Usage, of Appendix S-C1, Supplemental Aircraft Noise
Technical Report, of the Supplement to the Draft EIS/EIR. Additionally, please see Topical Response
TR-N-1, Noise Modeling Approach and in particular Subtopical Response TR-N-1.4, regarding
simplified line drawing flight tracks vs. track dispersion.

Page: 304, Sequence #1

¢ One important flow is not shown; night ops which take off and land over the ocean. Why is

this not addressed? What impacts will this have on the models and noise or pollution impact
predictions?

Response: An independent analysis was performed to determine the impact of the Over-Ocean
operating plan, which is in effect daily from 24:00 to 06:30, on the rest of the day’s operations. This
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analysis was presented in the Draft LAX Master Plan, Chapter Il, Existing Conditions Working Paper,
in Section 2.5.4, Over-Ocean Operation Impact.

The Supplement to the Draft EIS/EIR addressed noise and air quality impacts associated with
Alternative D in Section 4.1, Noise, Section 4.2, Land Use, and Section 4.6, Air Quality, respectively.
Supporting technical data and analyses are provided in Appendices S-C and S-E and Technical
Reports S-1 and S-4 of the Supplement to the Draft EIS/EIR.

Page: 304, Sequence #2

¢ In eastern ops the north takeoffs make a hard left to the north which is not shown. The south
side turns slightly to the south for spacing. These generalized flows doesn’t help with the
analysis of impact on local communities or areas as much as 10-15 miles out where aircraft
are already descending approaches at 3000' and less. Where are these analyses in the report
document? How are the impacts taken into consideration and at all mitigated? This is
especially true for eastern ops when takeoffs are done exclusively over highly populated
areas instead of an ocean.

Response: Comment noted. The generalized airspace routes shown in Figures E-9 and E-10 were
developed to illustrate airside capacity simulation assumptions only. The noise analysis was done in
complete compliance with appropriate FAA and scientific principles, including FAA Order 1050.1D
and Order 5050.4A. For information on noise analysis and use of flight tracks please see Section
2.1.3, Flight Tracks and Section 3.1.3, Alternative D Flight Track Usage, of Appendix S-C1,
Supplemental Aircraft Noise Technical Report, of the Supplement to the Draft EIS/EIR.

Please see Topical Response TR-N-1, regarding the noise modeling approach and TR-N-4, regarding
noise mitigation.

At LAX an automated noise and operations monitoring system is in use that provides daily records of
flight operations by virtually all aircraft using the facility. The FAA's Automated Radar Terminal
System (ARTS) records are accessed by software owned and operated by the LAWA's Noise
Management Bureau to obtain location and other descriptive information related to each arrival and
departure. This information is processed to assign each aircraft to one of several predefined flight
track corridors and the resultant information is loaded into a relational database. The database
includes aircraft type as designated by radar, runway and flight track assignments, user identification
and flight number, type of operation (approach or take off), and its time of occurrence. Records of
flights are extracted from this database with proprietary software developed for and owned by the
Noise Management Bureau to produce a compiled report of operations for any period desired. This
processing automatically assigns an INM aircraft type (based on the aircraft fleet records of each
carrier) to each operation and summarizes the number of arrivals and departure by each type during
day, evening and night hours. Subsequent processing provides take off trip distance assignments
based on the scheduled destinations served by each aircraft type/carrier combination, as extracted
from the Official Airline Guide for the period under consideration. The data are then compiled into a
format that may be processed by the computer noise model to produce patterns of noise exposure.
The Noise Management Bureau would continue to use this system in meeting its responsibility to
regularly monitor and report on noise conditions in the airport environs. Section 2.1.5 of Appendix D,
Aircraft Noise Technical Report, of the Draft EIS/EIR described this process in greater detail.

During the period 1996 through 2001, the annual data indicates that an average of 4.5 percent of all
arrivals were made to the east and 1.3 percent of all departures were made to the east. The noise
computations for future years conservatively assume that 5 to 6 percent of all departures will be made
to the east, based on long-term wind conditions and the most efficient operating conditions. Air
Traffic Control at LAX purposefully keeps aircraft in westerly flow as much as possible to minimize the
impact of departure noise on residential areas around the airport.

Page: 305, Sequence #1

¢ There are several variations to the routes shown on this diagram. How are they taken into
consideration for this analysis?

Response: The purpose of these figures is to illustrate the primary airspace routes for purposes of
the capacity simulations. Actual routes flown may differ, however, the use of the primary routes is
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sufficient for purposes of determining capacity and delay. The noise analysis takes into consideration
the actual routes flown by the aircraft at LAX. Please see Section 2.1, Data Sources and
Assumptions of Appendix S-C1, Supplemental Aircraft Noise Technical Report, of the Supplement to
the Draft EIS/EIR.

Page: 306, Sequence #1

*

In eastern ops the southern pathway shows straight out to Downey. In actuality more planes
turn south to go west after takeoff.

Response: The initial calibration and baseline simulation analysis prepared for the Master Plan
determined that all east flow departures from the same complex are in-trail to the 3 DME (Distance
Measuring Equipment) arc from the LAX VOR (approximately one nautical mile from the 24R/24L
runway ends). Turboprop departures turn at this point while jet departures continue in-trail for
approximately two nautical miles from the north complex and about 10 nautical miles from the south
complex. This assumption influences the separation required between successive departures.
Please see Chapter Il, Existing Conditions Working Paper, of the Draft LAX Master Plan, Section
2.3.4, Airspace Operating Assumptions, for further detail regarding the east flow airspace
assumptions. Please see the response to Comment AR00003-7 for more information on how these
assumptions were developed and verified with LAWA, FAA, and the LAX carriers. It is important to
note that the airspace diagram shows generalized flows only and are sufficient for capacity simulation
purposes. Actual flight paths may differ somewhat.

Page: 307, Sequence #1

*

Do the taxiway directionals change with a change in direction of ops? If safe spacing between
the runways requires a taxiway distance, why are the dual direction taxiways on the side of
the runways nearest the terminals not an even greater spacing? Will they be dual directional,
but not be allowed to be used in both directions at the same time?

Response: Yes, the taxi flows are different when the airport is operating in west flow versus east
flow. Figures E-11 and E-12 show the west flow primary airfield taxi routes and Figures E-13 and E-
14 show the east flow primary airfield taxi routes.

The required separation between a runway and a taxiway is greater than the required separation
between two parallel taxiways and/or the required separation between a taxiway and a non-
movement area. Therefore the separation from a taxiway to an aircraft parked at a terminal gate
would typically be less than the separation between a taxiway and a parallel runway. The separation
between the parallel taxiways in question is sufficient to accommodate unrestricted movement by all
aircraft except the New Large Aircraft.

Page: 307, Sequence #2

*

What is an uncoordinated runway crossing? With all the rationale used to justify the runway
movements to reduce incursions how is it justified that those crossing are not managed?

Response: The exhibit incorrectly labels uncoordinated runway crossings on the north airfield. There
are no uncoordinated runway crossings on the north airfield. However, there is an uncoordinated
runway crossing associated with a bypass taxiway around the west end of Runway 25R that is not
labeled.

It is important to note that although a bypass taxiway is labeled as an "uncoordinated runway
crossing,” there would still be some level of coordination by the air traffic controllers. The
uncoordinated runway crossing label means that the bypass taixway is not treated as a runway
crossing, however, aircraft using it would still be controlled by an air traffic controller. Bypass
taxiways were included in the LAX Master Plan alternatives recognizing that the procedures for their
use were still being finalized.

Although an uncoordinated runway crossing is permitted in Alternative D, it is only occasionally used
because most of the gates are located in the Central Terminal Area and aircraft would have to taxi out
of their way to use it. In fact, during the busiest hours of the day (11:00 to 13:00), the bypass taxiway
was not used at all. Also, please see Topical Response TR-SAF-1 regarding safety issues.
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Page: 308, Sequence #1

*

While this is under construction on 25L the taxiways appear to be using a method similar to
the end around studied at Ames. If this is found to be effective will it continue to be used?
Where are the floating terminal pads going to be utilized? How will busses be routed to avoid
the aircraft?

Response: End around taxiways are not a part of the proposed Master Plan Alternative D. Any
future modifications to the airfield that are not proposed in the Master Plan would be studied and
proposed at a later date. Any such modifications would be subject to public review and
environmental analysis.

The West Pad remote gates would be relocated to the CTA and converted to contact gates.

Page: 310, Sequence #1

¢

This applies to all the figures depicting aircraft ground movements. None take into
consideration the night time ops condition of take-offs and landings to the west.

Response: An independent analysis was performed to determine the impact of the Over-Ocean
operating plan, which is in effect daily from 24:00 to 06:30, on the rest of the day’s operations. This
analysis was presented in the Draft LAX Master Plan, Chapter Il, Existing Conditions Working Paper,
in Section 2.5.4, Over-Ocean Operation Impact.

Page: 312, Sequence #2

*

Is the assumption that flights would be cancelled to process arrivals prior to midnight? This
doesn’t happen now at night or during switchover from westerly ops to eastern ops.

Response: The assumption was that flights that are scheduled prior to midnight would be cancelled
if they could not be processed at LAX prior to midnight. Flights that would normally occur after
midnight were still permitted to land and depart. Flight cancellations are assumed only in high delay
situations when air traffic control implements a flow control program to reduce demand on the
airspace and runways. Chapter IV, Facility Requirements, Section 3.1.1, Arrival Flow Control Delay,
of the Draft LAX Master Plan discussed how the LAX flow control program works. The airlines
currently do cancel flights during situations of reduced capacity, at LAX and other airports in the U.S.
The need to cancel flights would increase in the future as delays increase with Alternative D and with
the No Action/No Project Alternative.

Page: 313, Sequence #1

*

What do the percentages mean? LE. on 24R and 24L Krauz is listed without % whereas on
south complex 25R has no % yet 25L shows 79%7?? Explain what these mean and how they
were determined. Also how are these factored into the model to determine pollution patterns
and noise patterns.

Response: The percentages indicate the percent of flights from/to a particular fix that are using a
particular runway. Percentages were listed if more than 30 percent of flights from/to a fix used a
runway. For example, 79 percent of Krauz jet arrivals were assigned to Runway 25L and the
remainder were assigned to Runways 24R and 25R in 2015. Runway 24L did not have any Krauz
arrivals. The percentages were compiled from the results of the simulation analysis.

The Supplement to the Draft EIS/EIR addressed noise and air quality impacts associated with
Alternative D in Section 4.1, Noise, Section 4.2, Land Use, and Section 4.6, Air Quality, respectively.
Supporting technical data and analyses are provided in Appendices S-C and S-E and Technical
Reports S-1 and S-4 of the Supplement to the Draft EIS/EIR.

Page: 315, Sequence #1

*

What is assumed in NANP? In several areas NANP included south runway changes despite
nothing in writing approving it. What about night time ops impact?

Response: As shown on Figure E-17 and in Table E-3 of Appendix D to the Draft LAX Master Plan
Addendum, the No Action/No Project has average delays of 13.34 minutes per operation and an
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average of 29 daily canceled flights. The No Action/No Project Alternative does not include any
runway improvements. Nighttime operations were included in the simulations and the results
depicted on Figure E-17 of Appendix D to the Draft LAX Master Plan Addendum reflect this.

Page: 320, Sequence #1

¢ The average peak hour throughput values are close for several alternatives. What is the
statistical significance values?

Response: Alternatives C and D, and the No Action/No Project Alternative have similar peak hour
throughput values because they all have four runways with similar airfield capacity. Alternatives A and
B, which both have five runways and similar airfield capacity, each have a peak hour throughput of
172 operations. The statistical significance of the differences is not required by NEPA for the EIS/EIR
and therefore was not calculated.

Page: 324, Sequence #1

¢ Explain how the capacity in 2008 would only be 73.3 MAP since the south runways would be
completed and widened with new taxiways while none of the gates are removed.

Response: Even though the separation between the runways on the south airfield would be
increased and new taxiways provided, LAX would still consist of a four-runway system in Alternative
D in 2008. Therefore, the capacity would be limited. In addition, although no gates would be
removed in 2008, no new gate or landside facilities would be constructed by 2008. Therefore, the
level of passengers that could be expected in 2008 with Alternative D was determined based on the
ability of the existing ramp to accommodate larger aircraft and the ability of the existing landside
facilities to accommodate a higher level of origin and destination passengers. Appendix D of the
Draft LAX Master Plan Addendum, Section D.2, 2008, described the capacity constraints associated
with Alternative D in 2008 and the assumptions used to derive the 73.3 MAP capacity number.

Appendix G
Detailed SIMMOD Reports for Air Quality Purposes
Page: 465, Sequence #1

¢ What do these queue length charts mean? Is it the number of aircraft? Is it minutes? What....

Response: The queue length tables refer to the average number of aircraft waiting to depart at each
runway end for each hour of the day.

Page: 467, Sequence #1

¢ Why are the max taxi periods at strange hours (ie 2 AM, 5 AM) for arrivals and more steady,
but high all the time for departures?

Response: The average taxi times shown in this table refer to the amount of time it takes an aircraft
to travel unimpeded between its gate and the runway. Runway 6R is not used by arriving aircraft
during the day. Therefore, the maximum taxi period will occur during the nighttime hours, when
arriving aircraft are using the runway. Runway 6R is used by departures throughout the day.
Average departure taxi times are fairly consistent throughout the day because there are a large
number of departures using this runway and they are all traveling from the same general gate area.
This results in the consistent taxi times in each hour.
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Appendix H
Concept Development

Page: 499, Sequence #1

¢ Interesting assumptions that were not of consideration. Also, why were the APM developed to
the accept Green Line passengers instead of facilitating Green Line going north to a check in
facility?

Response: As stated in Section 6.6, Automated People Mover Alternative D Concept, of Appendix |
of the Draft LAX Master Plan Addendum, each supporting LAX remote transportation facility (GTC,
ITC, and RAC) will accomplish Level 1 screening of passengers prior to boarding the APM. As
addressed in Section 6.1, Metropolitan Transit Authority (MTA) Green Line Connection, of Appendix |
of the Draft LAX Master Plan Addendum, under today’s system, there are no known airport security
measures other than organic security (deputy sheriffs riding the light rail cars, Closed Circuit
Television (CCTV), and other proprietary security systems) inherent to general MTA operations. As
such, there are no identified or proposed passenger or airport employee inspection processes in
place between the MTA Green Line and the CTA. In addition, please see Topical Response TR-
SEC-1 for a more detailed discussion on security under Alternative D, and Responses to Comments
SPHL00022-2 and SPHO00004-6.

Page: 500, Sequence #1

¢ So Manchester Square was decided upon in the initial considerations whereas the southern
portion was unacceptable for reasons opposite to MS desirability.

Response: Comment noted.
Page: 507, Sequence #1 and #2

¢ What was the basis for the refinement to move the APM connection south? How much curb
space is needed?

Response: As stated in Appendix H of the Draft LAX Master Plan Addendum, the APM connection
was relocated south to be closer to the MTA Green Line connection at the northeast corner of
Aviation Boulevard and I-105. Curbfront requirements were addressed in Section 4.3.1, On-Airport
Surface Transportation, of the Supplement to the Draft EIS/EIR.

Page: 508, Sequence #1

¢ Why is the 100% EDS screening being done in the CTA instead at the time baggage is first
checked resulting in a one-time review. This way people will not have to carry all of their
luggage from the GTC to the CTA.

Response: Section H.4, CTA Security Modification Analysis, of Appendix H of the Draft LAX Master
Plan Addendum, was an analysis which investigated the potential modification to the CTA to
incorporate 100 percent EDS in the existing terminal buildings. In this analysis the GTC would not be
constructed. The APM as described in this option would transport people to and from the long-term
parking lots and provide a connection to the Metro Green Line.

Page: 514, Sequence #1

¢ This option talked about replacement gates but the north side is shown intact. Was this an
accident in the first option that was just overlooked?

Response: As depicted in Figure H-12 of Appendix H of the Draft LAX Master Plan Addendum, the
West Pad remote gates would be relocated to the CTA and converted to contact gates. This option
did not make improvements to the north airfield complex, which would allow the north side gates to
remain intact.
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Page: 520, Sequence #1 and #2

*

What is the meaning of the statement, "It was determined through meetings...any
recommended security modifications within the CTA be consistent with the long-term
planning for all Master Plan Alternatives.”" Of the 4 alternatives only D calls for elimination of
personal vehicles.

Response: Comment noted. Inasmuch as Alternatives A, B and C have a West Terminal, which
would accommodate much of the passenger activity that would otherwise occur only at the CTA
under the No Action/No Project Alternative and Alternative D, the nature of security modifications at
the CTA under those other alternatives would respond to the long-term planning differently than
Alternative D.

Page: 521, Sequence #1

¢

What are the hard constraints that were given by senior LAWA management as to which
facilities were to be considered as hard constraints?

Response: The bullet points in the first paragraph on page H-40, of Appendix H of the Draft LAX
Master Plan Addendum listed hard constraints. Please see Figure H-24 of the document for depiction
of these areas.

Page: 521, Sequence #2 and #3

¢

At what point was the lengthening of 24L over Sepulveda abandoned? As we have said
regularly, it would be a sad day to have all 4 runways destroyed by a truck bomb on
Sepulveda.

Response: As stated on page H-77 of Appendix H of the Draft LAX Master Plan Addendum,
Alternative D8, which did not propose lengthening of 24L over Sepulveda, was carried forward for
further analysis. Please see Figure H-33 of the document, which depicted Alternative D8 option.

Page: 541, Sequence #1

*

What is the separation distance for 24R/L? Several places show 340’ but another says 388'?
How was this value determined?

Response: As part of the refinement of Alternative D, multiple concepts were evaluated to determine
which elements, and their corresponding configuration, warranted further analysis. As indicated in
Figure H-33 of Appendix H of the Draft LAX Master Plan Addendum, Alternative D8, which was the
option that was carried forward for further analysis, proposed a 1,040 foot separation between 24R
and 24L.

Page: 543, Sequence #1

*

The Belford area, like Manchester Square, is not LAWA owned-yet.

Response: Please see Subtopical Response TR-MP-3.1.2 that discusses land acquisition
associated with Manchester Square and Belford under the Airport Noise Mitigation Program (ANMP).
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Appendix |

Comparative Security Analysis of Alternative D and the No Action/No Project
Alternative

Page: 605, Sequence #1

¢ The entire theory of security expounded upon by this Appendix | of the Alt D Addendum
corresponds to the SAIC study report of concentric levels of security. It also states that LAX
is too small to be secure and need the additional land of Manchester Square, Belford Square,
and all of the other areas out to the 405 freeway to implement the security strategy. Explain
why the present land mass is insufficient and why some of the less used areas can not be
secured in place of more land being added. Explain why the lesser used cargo must be
further developed to allow for an increase of 1.5 MAT.

Response: Comment noted. Please see Topical Response TR-SEC-1 regarding security-related
aspect of the comment. As addressed in Section 3.1, Formulation and Refinement of Alternatives, of
the Supplement to the Draft EIS/EIR, Alternative D would be designed to serve approximately 3.1
million annual tons (MAT) of air cargo activity, which is similar to the activity level identified in the
scenario adopted by the Southern California Association of Governments’ (SCAG’s) Regional Council
for the 2001 Regional Transportation Plan (RTP). This level of aviation activity is also equivalent to
the No Action/No Project activity level.

Page: 611, Sequence #1 and #2

¢ LAX accounts for 1 in 20 jobs of Southern California. This makes LAX one very significant
target? Explain why LAX has to be so dominant in air commerce instead of being a key in a
more regionally disbursed system.

Response: Please see Topical Response TR-SEC-1 regarding security-related aspect of the
comment. Alternative D, Enhanced Safety and Security Plan, has been designed to serve a level of
future (2015) airport activity comparable to that of the No Action/No Project Alternative, and will make
the airport safer and more secure, convenient and efficient. Alternative D is consistent with the policy
framework of the SCAG 2001 RTP, which calls for no expansion of LAX and instead, shifting the
accommodation of future aviation demand to other airports in the region.
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