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1901,1925, and 1933 S. Bundy Dr. and 12333 W. Olympic Blvd. 
Council File Nos. 10-0758, I 0-0758-Sl 
CPC-2007-1486-GPA-ZC-CU-DB-SPR 
VTT-66732-CN-DB-GB-1A 
ENV -2006-3125-EIR: 
Potential Project-Related Impacts to Emergency Response Times 
in the Project Vicinity 

Dear Chairman Reyes and Honorable Members of the PI arming and Land Use Management 
Committee ("PLUM"): 

This office represents Kilroy Realty ("Ki lroy"), the owner of office buildings at 
12312 West Olympic Boulevard, 12200 West Olympic Boulevard, and 121 00 West Olympic 
Boulevard. These buildings lie directly across the street from the Bundy Village Project, and will 
be adversely affected by its traffic impacts. Westside Medical Plaza, LLC (the "Applicant") 
proposes a one million square foot mixed-use development at 1901, 1925, and 1933 South 
Bundy Dri ve, and 12333 West Olympic Boulevard . As approved by the City Planning 
Commission ("CPC"), the Bundy Village Project (the "Project") encompasses roughly the same 
square footage as Staples Center, and would include 347,735 square feet of medical office uses, 
119,838 square feet of retail uses, 385 residential condominium units, and a seven-level parking 
sh·ucture adjacent to a single-family residential neighborhood. The Project would require the 
conversion of the zoning and General Plan land use designations for parcel- one of the last 
industrial sites in West Los Angeles-from M2-1 (Light Manufacturing) to RAS3-1 (Multi-
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Family wi th Commercial) . PLUM has tentatively scheduled a hearing on the Project for 
October 5. However, in light of the undi sclosed impacts described below, as we ll as the inability 
of the Applicant to complete a revised traffic study quickly enough to allow any meaningful 
review by that elate, P LUM must postpone any consideration of the Proj ect beyond October 5. 

As one would expect from a development ofthis size, the Project wo uld result in 
numerous environmental impacts across a range of categories, including an unprecedented 
number of traffic impacts. According to the Trartlc Impact Analysis ("TIA'') prepared fo r the 
Project (included as Appendix H to the F inal Environmental Impact Report, or "FEIR"), the 
Project wo uld generate 22,073 daily vehic le trips. These trips would overwhelm the roadway 
system in the Project vicinity, significantly impacting sixty-four (64) study area intersections, 
twenty-two (22) of which wi ll remain significantly impacted even after mitigation. No project in 
recent history has caused this many significant traffic impacts, which would extend into 
Brentwood, W estwood, Santa Monica, Mar Vista, and beyond. 

Further, the TIA likely understates the traffic impacts of the Project. Significant 
impacts at the boundaries of the TIA study area strong! y indicate the potential for additional 
impacts beyond those boundaries. Industry-standard practice requires continuous expansion of 
the study area if boundary impacts are iden tified, in order to capture and analyze all potenti all y 
significant tra[fic impacts of the Project, and to "run out" the analysis until the stud y identifies no 
significant impacts. Yet the TIA did not extend the boundaries to detennine whether significant 
impacts occur, arbitrarily truncating the analysis instead . 

Among other things, operation of the roadway network can signi ficantl y affect 
response times to emergency incidents. T raffic congestion and delay already plague most large 
urban areas- including West Los Angeles-and can increase travel time for emergency vehicles, 
w hich can in turn increase the response times. Increasing travel time can result in significant 
delays to emergency response, potentially exacerbati ng life and property loss. However, the 
FEIR for the Pro ject briefl y acknowledged and dismissed, w ithout any analysis, the possibility 
that Pro ject-related traffic could affect emergency vehicle response ti mes.' 

A preliminary analysis of traffic delay by traffic consultant Iteris, Inc. ("Iteris," 
formerly Meyer, Mohaddes Associates) shows that Project traffic could significantly increase the 
delay experienced b y emergency vehicles. Therefore, the failure of the FEIR to analyze this 
impact constitutes a fatal flaw, and the Applicant must revise and re-circulate the EIR. No other 
course of action will provide the public and City decision makers with adequate information to 
allow a meaningful opportunity for comment and a reasoned decision regarding the Proj ect. 

1 See Fina I EIR, pp. l V .J -5, 7, 9- 10 (Fire Protection); pp. IV.J- 17- 20 (Police Protection). 
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I. THE CITY PLANNING COMMISSION ("CPC") ABUSED ITS DISCRETION IN 
GRANTING THE APPROVALS FOR THE PROJECT 

During the CPC's public hearing, the App licant fa iled to respond adequately to 
substantive comments regarding, among other things, the effect of Project-related traffic on the 
ability of emergency vehicles to timely respond to emergencies in the vicinity of the Project Site. 
Despite the App licant's non-responsiveness regarding the environmental impacts of the Project, 
the CPC conditionall y approved the VTT and GPA and adopted the FElR for the Project (ENV-
2006-3 125-EIR). However, the Applicant's fai lure to respond to these environmental concerns 
deprived the CPC of any substantial ev idence to support the necessary findings for the above
referenced app rovals. Therefore, the CPC abused its discretion in granting them. Numerous 
neighborhood councils and community organizations, as well as Ki lroy, have appealed the CPC's 
decisions, and PLUM should recommend the City Council sustain the appeal and overtum the 
action of the CPC based, among other grounds, on the complete failure of the FElR to analyze 
and disclose the impact of Project-related traffic on emergency vehicle response times. 

II. THE PROJECT'S UNPRECEDENTED TRAFFIC IMPACTS COULD 
ADVERSELY AFFECT EMERGENCY RESPONSE TIMES IN THE AREA, BUT 
THE FElR FAILS TO DISCLOSE THIS IMPACT 

Traffic impacts on this scale could significantly affect the ability of fire and police 
protection vehicles to effectively respond to emergency calls. However, although the Public 
Services section in the FEIR (Section IV.J) gives passing mention to "potential" delay in 
firefigh ting vehicles' response times to the Project Site, it fails to acknowledge a similar impact 
on police response times and fails in both cases even to attempt to quantify the delay or evaluate 
the effects of that delay.2 This failure is perplexing, given the availabi lity of established h·affic 
modeling principles and techniques for doing so. Further, given the acknowledgement in the 
FEIR that police response times already exceed the City-wide goal by nearly 25 percent,3 any 
additional delay would exacerbate this problem. 

A. Accepted Traffic Analysis Methods Can Quantify the Project-Related Delay 
in Emergency Response Times. 

lteris prepared a preliminary analysis to do this, which we attach as Exhibit "A" to 
this letter. As described in more detail below, the analysis demonstrates that Project-related 
traffic could cause additional delays to emergency response times of up to 151 percent-almost 
4Yz minutes- in the vicinity of the Project Site. 

2 See FElR pp. JV.J-5, 7, 9-1 0 (Fire Protection); pp. IY.J-17-20 (Police Protection). 
3 See FEIR pp. JY.J- 17- 20. 
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The delay analysis uses accepted methods from the 2000 Highway Capacity 
Manual ("HCM"t to calculate the delay experienced by a driver as a result of signal timing, 
street configuration, deceleration to queues at intersections, wait times in queues, and 
acceleration from queues. The HCM delay analysis can provide for more accurate and fine
grained analysis than the Critical Movement Analysis ("CMA") employed by the TIA prepared 
for the FEIR. 5 

B. The Delay Analysis Accounts for Real-World Factors that the TIA Cannot. 

The delay analysis addresses several shortcomings of the CMA method, such as 
CMA's assumption that traffic lanes have a constant capacity, rather than one that varies over 
time based on traffic conditions, as well as CMA's failure to account for criti cal, real-world 
factors such as complex traffic signal phasing, minimum times for vehicles and pedestrians to 
c lear intersections, and effects of vehicle queues at intersections. 

Although emergency vehicles differ from typical drivers in their ability to cross 
intersections against red lights and travel against the flow of traffic, the delay analysis can 
account for conditions that can hamper or prevent emergency vehicles from using their 
advantages to bypass congestion. For example, an ambulance travelling west on Olympic 
Boulevard, upon encountering s ignificant congestion, can attempt to cross to the eastbound side 
of the street: this only works if the eastbound lanes are relatively clear and if vehicles on that 
side of the street and in the left-tum pocket are not also queued to a substantial distance from the 
intersection. Where CMA simply does not allow consideration of that possibility (as described 
above, it assumes a constant capacity for all travel lanes) the delay analysis does, as it accounts 
for queue lengths and minimum times required for vehicles and pedestri ans to clear intersections. 

The results of the delay analysis provide Project-related increases in delay for 
each intersection, and the sum of the delay values for the intersections along a particular travel 
route represents the total delay experi enced by a driver travelling from one point to another. 

C. The Delay Analysis Uses the Same Relevant Assumptions as the TIA. 

ln fact, the delay analysis used the model inputs from the TIA for peak-hour 
traffic volumes, intersection lane configurations, and intersection control data. Further, Iteris 
assmed consistency between the two analyses by comparing the intersection LOS in the results 
of the delay analysis to the corresponding results of the TIA. 

4 The HCM, published by Transportation Research Board of the National Academies, is now in its fourth major 
edition and has served since 1950 as one of the standard references for traffic analysis across the country. A metric 
version of the HCM also sees widespread use outside the United States and has served as the basis for the highway 
capacity manuals of many other countries. 
5 The TIA is attached to the FEIR as Appendix H. 
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Ill. THE DELAY ANALYSIS EVALUATED A RANGE OF REPRESENTATIVE, 
REAL-WORLD EMERGENCY RESPONSE SCENARIOS 

The delay analysis considered several representative emergency response 
scenarios, including the following: 

I . Response from Fire Station 59 to 12203 Idaho Avenue6
; 

2. Response from Fire Station 59 to 2526 Amherst Avenue7
; 

3. Response from Fire Station 92 to 1999 South B undy Drive8
; 

Additionally, police vehicles patrolling in the vicinity of either fire station could 
provide fi rst or backup response to calls for emergency service from the addresses lis ted above. 
Therefore, these scenarios also serve as proxies for Project-related delays to police response 
times in the Project vicinity. 

IV. PROJECT-RELATED TRAFFIC COULD SIGNIFICANTLY INCREASE 
EMERGENCY RESPONSE TIMES IN THE PROJECT VICINITY 

The "with Project" delays along the selected travel routes indicate additional PM 
peak hour delays from Y2 a minute to more than four minutes, representing increases of 23 
percent to 151 percent, depending on the origin and destination of the responding emergency 
vehicle: 

1. Fire Station 59 to 12203 Idaho A venue- would expetience more than 4 Y2 minutes of 
additional delay during the PM Peak hour due to the addition of Project traffic , an 
increase of 151 percent to the "without Project" response time; 

2. Fire Station 59 to 2526 Amherst Avenue- would experience nearly 1 Y:z minutes of 
addi tional delay during the PM Peak hour due to the addi tion of Project traffic, an 
increase of 23 percent to the "without Proj ect' response time; and 

3. Fire Station 92 to 1999 South Bundy Drive (the Fox/KTTV Broadcasting facility)
would experience about 30 seconds of additional delay during the PM Peak hour due 
to the addi tion of Project traffi c, an increase of 31 percent to the "without Project" 
response time. 

6 Station 59 would provide the firs t response to the Project vicinity, including 12203 Tdaho Avenue. FEIR Section 
TV.J (Public Services- Fire) and Telephone Conversation with Firefi ghter Matheney, LAFD Communjty Service 
Unit, May 13, 2010. 
7 Statiou 59 would provide the fi rst response to the Project vicinity, including 2526 Amherst Avenue. FEIR Section 
TV.J (Public Services- Fire) and Telephone Conversation with fire fi ghter Matheney, LAFD Community Service 
Unit, May 13,20 10. 
8 Station 92 would backup response to portions of the Project vic inity, including 1999 South Bundy Drive. 
Telephone Conversation with Firefighter Matheney, LAFD Community Service Unit, May J 3, 20 I 0. 
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Further, because the delays shown above relate only to the arrival of first 
responders, and do not quantify delay from the scene of an emergency to a hospital, they may 
understate the full effect of the Project on the emergency response system as a whole. 

V. INCREASED DELAYS IN EMERGENCY RESPONSE TIMES HAVE REAL
WORLD EFFECTS 

Emergency response times correlate to survival rates ofvictims. A 2008 stud/ 
determined that a one-minute delay in emergency medical response time corresponded to a 13% 
increase in the average death rate at 365 days from an incident for all calls. 10 Death rates 
measured further from an inciden t than 365 days show a greater increase. Additionally, these 
results suggest that increases of less than one minute also affect surviva l rates.'' 

VI. CONCLUSION 

The supplemental traffic analysis prepared by traffic consultant lteris provides 
substantial evidence of undisclosed significant impacts to emergency vehicle response times in 
the vicinity of the Project Site. By contrast, the FEIR provides no analysis of these impacts and 
therefore provides no substantial evidence to support any refutation by the City of the existence 
or severity of these impacts. Further, this lack of substantial evidence prec ludes the City from 
making findings required under the Califomia Environmental Quality Act ("CEQA") in order to 
certify the FEIR and approve the Project. Among other things, the City cannot find that the 
FEIR has been completed in compliance with CEQA (Guidelines§ 15090(a)(1)), or that changes 
or alterations have been required in, or incorporated into, the Project which would avoid or 
substantially lessen the significant effects of the Project (Guidelines§ 1 509l(a)(l)). 

The traffic analysis prepared by the Applicant's consultant and included in the 
DEJR, FEIR, and subsequent documents clear ly demonstrates that the existing and futLu·e 
roadway network in the vicinity of the Project cannot accommodate Project-related traffic. 
Further, among other deficiencies, the traffic analysis fails to consider and evaluate additional, 
likely significant traffic impacts, the possibi lity of which the FEIR itself merely states. The City 
must therefore withhold certification of the FEIR and consideration of the Project, and revise and 
re-circulate the traffic analysis to adequately inform decision makers and the public regarding the 
true nature of the significant impacls of the Project. To allow adequate consideration of any 
proposed revisions to the Project or the FEIR, PLUM must also postpone its tentatively 
scheduled October 5 consideration of the Project. 

9 Elizabeth Ty Wilde. Do Response Times Matter? The Impact of EMS Response Times 011 Health Outcomes, 
Princeton Univ.lndust. Relations Section Working Paper # 527, March 2008. Available at: 
http://www. irs.princeton.edu/pubs/pdfs/527.pdf. 
10 /d., at p. 18. In the study data, the baseline average morta lity rate was 9 .8 percent at 365 days after an incident for 
all emergency medical services calls . A n increase of one minute in the response time yielded an increase of 1.26 
percent in average mortality at 365 days after an incident, a 13 percent increase from the baseline. 
11 /d., atp. 21. 
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Thank you for your attention to this matter. P lease contact our office with any 
questions or concerns. 

BMR:neb 
Enclosure 

Very tru ly yours, 

~~ 
BENJAMIN M. REZNIK, 
ELIZABETH SMAGALA, and 
NEILL E. BROWER for 
Jeffer Mangels Butler & Mitchell LLP 

cc: Councilmember Bill Rosendahl (c/o Whitney Blumenfeld, P lanning Deputy) 
Councilmember Bill Rosendahl (c/o Norman Kulla, Northern District Director and 
Senior Counsel) 
Councilmember Paul Koretz (c/o Christopher Koontz, Planning Deputy) 
Michael LoGrande, City Planning Director 
Jim Tokunaga, City Planning Department 
Luciralia Ibarra, City P lanning Department 
Edward GuetTero, Los Angeles Department ofTransportation 
Justin Smart, Senior Vice President, Kilroy Realty Corporation 

JMBM jcffer Mangels 
Butler & Mitchell '"' 
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TECHNICAL MEMORANDUM 

TO: Justin Smart, Kilroy Realty Corp. 

FROM: Gary Hamrick, Patrick Kelley 

DATE: July 28, 20 I 0 

SUBJECT: Bundy Village Emergency Response Time Impact Evaluation 

J/P NUMBER: 16-JI0-1617 

EXECUTIVE SUMMARY 

This analysis evaluates the effects of 22,073 daily vehicle trips generated by the Bundy Village Project 
(the "Project")2 on response times for police and emergency medical services vehicles in the service areas 
that include the Project site. Specifically, this analysis calculates response times to three representative 
locations in the Project study area, based on Los Angeles Fire Department ("LAFD") and Police 
Department ("LAPD") response patterns.' It uses the same data and modeling assumptions used in the 
Traffic Impact Analysis ("TIA") for the Project (included as Appendix H to the FEIR) in a time/delay
based traffic model, a more sensitive and realistic model than that used in the TIA. The results of this 
study were verified against the results of the TIA to ensure consistency. 

The FEIR for the Project briefly acknowledged and dismissed, without any analysis, the possibility that 
Project-related traffic could affect emergency vehicle response times.' However, operation of the 
transportation network can significantly affect response times to emergency incidents. Traffic congestion 
and delay already plague most large urban areas, and can increase travel time for emergency vehicles, 
which can in turn increase the response times. Increasing travel time can result in significant delays to 
emergency response, potentially exacerbating life and property loss. 

The addition of Project traffic along the response routes creates additional PM peak hour delays ranging 
from 23 to 151 percent-up to 4Y, minutes----<lepending on the responding station and destination. These 
delays are significant because recent information indicates that even a one-minute increase in emergency 
medical response time can increase the average mortality rate of incident victims by up to 13 percent.' 
Therefore, an increase in delay of one minute or more can represent a significant, quantifiable impact with 
respect to emergency medical response for the purposes of this analysis. 

This analysis demonstrates that Project-related traffic could increase delays in emergency response times 
to a degree that would significantly impact the average survival rate of incident victims throughout the 
study area, and particularly along the following representative response routes: 

I. Route !-Fire Station 59 (I 1505 W. Olympic Boulevard) to 12203 Idaho Avenue-would 
experience a !51 percent increase in delay, or more than 4\1, minutes, during the PM Peak hour 
due to Project traffic, and could cause a significant impact; 

2 The Project included 385 residential condominium units~ 87,855 s.f. of retail and commercial uses, 384,735 s.f. of 
medical office uses, and I ,976 parking spaces, and generated 22,073 daily vehicle trips. 
3 Telephone Conversations with Firefighter Matheney, LAFD Community Service Unit, on May 13,2010. 
4 See Final EIR, pp.IV.J-5, 7, 9-10 (Fire Protection); pp.IV.J-17-20 (Police Protection). 
5 Elizabeth Ty Wilde, Do Response Times Matter? The Impact of EMS Response Times on Health Outcomes, 
(Princeton Univ. Indus. Relations Section, Working Paper# 527, May 2008). 
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2. Route 2-Fire Station 59 (11505 W. Olympic Boulevard) to 2526 Amherst Avenue-would 
experience a 23 percent increase in delay, or almost I Y, minutes, during the PM Peak hour due to 
Project traffic, and could cause a significant impact; and 

3. Route 3-Fire Station 92 (10556 West Pica Boulevard) to 1999 South Bundy Drive (the 
Fox/KTTV Broadcasting facility)-would experience a 31 percent increase in delay, or about 30 
seconds, during the PM Peak hour due to Project traffic. 

Also, police response times in the West Los Angeles Police Station service area already exceed the City's 
goal by two minutes. The Citywide goal is seven minutes, and the average response time to calls in the 
West Los Angeles Station service area is nine minutes. Because any delay caused by Project traffic 
would exacerbate this deficiency, any increase in police response times could constitute a potentially 
significant impact for the purposes of this analysis. 

Police vehicles responding to calls in the Project study area would use the same intersections and street 
segments as LAFD vehicles at least some of the time, and could, depending on their location when 
receiving a call, respond along one of the routes analyzed here. Therefore, Project traffic could also 
contribute to a significant impact to police response times along all of the evaluated response routes. 

Given the potential for the significant impacts identified above, the Applicant for the Project, Westside 
Medical Plaza LLC, must revise and recirculate its EIR to disclose these impacts, to provide the public 
with adequate notice and opportunity to comment regarding this issue, and to allow adequate 
consideration by City decisionmakers. 

INTRODUCTION 

Operation of the transportation network can significantly affect response times to emergency incidents. 
Traffic congestion and delay already plague most large urban areas, and can increase travel time for 
emergency vehicles, which can in turn increase the response times. Normally, incident response time is 
the time between receipt of a call by an emergency services dispatcher and arrival of an emergency 
services unit at the location of an incident. This response time depends on several factors, particularly 
travel time, which depends on the speed of emergency vehicles. Reducing travel time can, therefore, 
significantly reduce response time. Conversely, increasing travel time can result in significant delays to 
emergency response, potentially exacerbating life and property loss from emergencies. 

This memorandum provides information regarding the potential impact of the proposed Project on 
emergency vehicle response times within the Project study area, as defined in the TlA prepared for the 
Project and included as Appendix 'H' to the FElR prepared for the Project. 

Specifically, this analysis uses a time- or delay-based traffic analysis tool to evaluate the effects of 
Project-related traffic on emergency vehicle travel times along representative response routes in the 
service areas of the fire stations and the police station serving the Project study area. 

ANALYTIC METHOD 

General Principles 

Conditions at street intersections are critical to efficient operation of street networks because traffic from 
two streets must share the right-of-way. As most drivers would recognize, intersections usually form the 
bottlenecks that cause congestion and delay for all vehicles that pass through them. At highly congested 
intersections that cannot efficiently accommodate all traffic, vehicle delay rises exponentially, resulting in 

2 lteris Inc 
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long lines ("queues") of vehicles waiting to go through. The ability of an intersection to accommodate the 
flow of traffic is called its level of service ("LOS"). 

Several analysis methods can define and identify the LOS for intersections. The TIA prepared for the 
Project used the Critical Movement Analysis method. This report to uses the Highway Capacity Manual 
method to evaluate emergency vehicle response times. The following discussion briefly discusses and 
compares these two methods. 

Critical Movement Analysis ("CMA") 

The CMA method is a simplified technique for, among other things, estimating the needs of an 
intersection for different signal times and phases (such as left- or right-turn arrows). This method allows 
an analyst to identify the "critical" movements, such as turns, that cannot occur simultaneously at an 
intersection without causing a collision; estimate whether the number of vehicles and their movements at 
an intersection are below, near, at, or above the number of cars and movements the design of the 
intersection allows; and approximate the amount of green-light time needed for each critical movement. 

The CMA analysis expresses an intersection's LOS in terms of the ratio of its current volume to its design 
capacity. The procedure is simple and cannot accommodate several real-world conditions, such as the 
minimum time required for vehicles and pedestrians to clear an intersection, the lack of a constant 
capacity for each lane, and complex signal phasing. CMA also does not take into account vehicle queues 
at intersections. For these conditions, different analytic methods can achieve better accuracy. 

Highway Capacity Manual ("HCM") 

The HCM, published by Transportation Research Board of the National Academies, is now in its fourth 
major edition and has served since 1950 as one of the standard references for traffic analysis across the 
country. A metric version of the HCM also sees widespread use outside the United States and has served 
as the basis for the highway capacity manuals of many other countries. 

The year 2000 (current) version of HCM expresses intersection LOS in terms of "Vehicle Delay," and 
defines "Vehicle Delay" as "the additional travel time experienced by a driver, passenger, or pedestrian." 
Vehicle Delay includes several components; of these, "Total Delay" and "Control Delay" are the most 
relevant to this analysis. 

"Total Delay" is the difference between the travel time a driver actually experiences (including slowing 
and stopping at traffic signals) and the theoretical travel time that would occur if a vehicle could travel 
constantly at the posted speed limit without stopping or slowing for any reason-no traffic signals, stop 
signs, street design or condition issues, incidents, or interaction with other vehicles or pedestrians. 

"Control delay" is the pmtion of delay caused by traffic signals, plus the time for a vehicle to slow as it 
approaches a queue, to wait in a queue, and to accelerate from a queue. For example, Total Delay and 
Control Delay would be the same for a vehicle driving straight through a green light at a signalized 
intersection. HCM calculates Control Delay separately for each movement, then averages the time 
required for each movement, adjusting for the number of vehicles making each movement. The analysis 
then divides the number stopped vehicles at the intersection by the number of vehicles entering the 
intersection to determine an average Control Delay for stopped vehicles. A combination of these Control 
Delay values, over the peak 15 minutes of an hour, determines the performance of an intersection. 

3 Jteris Inc 
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The HCM procedure addresses many of the limitations of CMA, as it can account for different capacity 
for each lane on a street, as well as the effect of stopped or queued vehicles, and can to analyze different 
types of signal phasing. 

This analysis calculated and compared the Control Delay at study area intersections for future "without 
Project" and future "with Project" conditions. All input data came from the TIA prepared for the Project. 
Iteris compared the LOS values produced for each intersection using the HCM analysis with those from 
the TIA to ensure consistent results. 

Thresholds of Significance-HeM Analysis/Police Response 

The HCM analysis method defines a significant change to average delay differently for each "base" LOS 
of an intersection. Table I (below) shows the ranges of delay and threshold amounts for each LOS. 
Under the HCM method, any increase up to LOS 0 is typically less than significant. Delays that degrade 
an intersection to LOS E or Fare considered significant. For an intersection already experiencing LOS F, 
any increase in delay represents a significant impact. 

These thresholds correlate to volume/capacity based studies such as the TIA for the Project. Further, as 
stated in the FEIR for the Project, police response times in the vicinity of the Project already exceed the 
Citywide goal by more than two minutes. Because any additional delay will exacerbate the already 
deficient police response time, any delay will constitute a significant impact to police response.' 

Thresholds of Significance-Emergency Medical Response 

Analyses of the effect of response times on survival outcomes for incidents such as heart attacks indicate 
that, on average, shorter response times correlate with improved survival.' A recent study of all calls for 
ambulance service in the State of Utah for calendar year 200 I determined that a one-minute delay 
corresponded to a 13% increase in the average death rate at 365 days from an incident for all calls8 

Death rates measured fwther from an incident than 365 days show a greater increase9 Additionally, these 
results suggest that increases ofless than one minute also affect outcomes. 

Nevertheless, because substantial evidence indicates that delays in response times of one minute 
quantifiably decrease survival rates, this analysis considers a Project-related delay of one minute to 
constitute a significant impact to emergency medical response effectiveness. 

6 According to the Public Services section of the EIR, the Citywide goal is seven minutes. The Citywide average 
response time is 6.9 minutes, and the average response time in the West Los Angeles area is nine minutes. 
7 Wilde, 2008, at p. 5. 
8 l£L,, at p. 18. In the study data, the baseline average mortality rate was 9.8 percent at 365 days after an incident for 
all emergency medical services cal!s. An increase of one minute in the response time yielded an increase of 1.26 
rercent in average mortality at 365 days ailer an incident, a 13 percent increase from the baseline. 

!.!h. at p. 2 I. 
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Excellent operation. All approaches to the intersection 
appear quite open, tuming movements are easily made, 
and nearly all drivers find freedom of operation. 

Very good operation. Many drivers begin to feel 
somewhat restricted within platoons of vehicles. 11tis 
represents stable flow. An approach to an intersection 
may occasionally be fully utilized and traffic queues start 
to fom1. 

Good operation. Occasionally drivers may have to wait 
more than 60 seconds, and back~ups may develop behind 
tuming vehicles. Most drivers feel somewhat restricted. 

Fair operation. Cars are sometimes required to wait 
more than 60 seconds during short peaks. There are no 
long~standing traffic queues. 

Poor operation. Some long~standing vehicular queues 
develop on critical approaches to intersections. Delays 
may be up to several minutes. 

Forced flow. Represents jammed conditions. Backups 
form locations downstream or on the cross street may 
restrict or prevent movement of vehicles out of the 
intersection approach Janes; therefore, volumes carried 
are not predictable. Potential tOr stop and go type tratTic 
flow. 

2000, Research Board, 

Definition of Emergency Travel Routes Evaluated 

:: 10 

>lO and;::: 20 >10and.::;I5 

>20 and 5 35 >15 and.::;25 

>35 and 5 55 >25 and 5 35 

>55 and 5 80 >35 and550 

> 80 >50 

D.C., 2000. 

This analysis evaluates emergency response times to the following three representative locations within 
the TIA study area: 

• An apartment complex at 12203 Idaho Avenue, north of the Project Site; 

• An apartment complex at 2526 Amherst Avenue, south of the Project Site; and 

• The Fox/KTTV broadcast facility at I 999 South Bundy Drive, adjacent to the Project Site's 
eastern boundary. 
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Each of these locations lies along a different compass direction from the Project Site. No site west of the 
Project Site was selected, because Los Angeles' border with the City of Santa Monica lies immediately 
west of the Site, and neither the Los Angeles Fire Department ("LAFD") nor the Police Department 
("LAPD") would likely provide first response within Santa Monica on a regular basis. Further, Los 
Angeles does not have authority to mitigate impacts to emergency service in Santa Monica. 

The following LAFD stations would provide primary or secondary response to one or more of the above 
addresses: 

• Station 19, located at 12229 W. Sunset Boulevard (backup response to 12203 Idaho Avenue and 
I999 South Bundy Drive); 

• Station 59, located at 11505 W. Olympic Boulevard (primary response to 12203 Idaho Avenue, 
2526 Amherst A venue, and 1999 South Bundy Drive); and 

• Station 92, located at 10556 West Pico Boulevard (backup response to 2526 Amherst Avenue). 

Iteris verified which LAFD stations would respond to which addresses, and generated response routes 
from each station to its corresponding address. 

In addition, the LAPD West Los Angeles Station serves the vicinity of the Project. Police vehicles are 
less likely to respond directly from the station, but generally respond from patrol in a variety of locations 
throughout the service area. Nevertheless, police vehicles responding to calls in the Project study area 
would use the same intersections and street segments as LAFD vehicles at least some of the time, and 
could, depending on their location when receiving a call, respond along one of the routes analyzed here. 
Therefore, this analysis also properly applies to LAPD response. 

The following routes represent typical routes emergency vehicles would use when responding to incidents 
at representative locations within the Project study area. Figure I illustrates the affected TIA study area 
intersections, using the intersection numbers assigned by the TIA, and Figure 2 illustrates the corridors. 

• Route !-From Fire Station 59 (11505 West Olympic Boulevard) to 12203 Idaho Avenue-
includes the following study intersections shown in Table 2: 

8. Santa Monica Blvd/Bundy Dr, 
24.Missouri Avenue/Project Driveway at Bundy Drive, 
34. Olympic Boulevard at Bundy Drive, and 
35. Olympic Boulevard at Barrington Avenue. 

• Route 2-From Fire Station 59 to 2526 Amherst Avenue. This travel route includes the 
following study intersections shown in Table 2: 

34. Olympic Boulevard at Bundy Drive, 
35. Olympic Boulevard at Barrington Avenue, 
49. Pi co Blvd/Bundy Dr, and 
55. Bundy Dr (NB)/I-1 0 WB Off-Ramp. 

• Route 3-From Fire Station 92 (10556 West Pico Boulevard) to the Fox/KTTV broadcasting 
facility (1999 South Bundy Drive). This travel route includes the following intersections shown 
in Table 2: 

7042794v7 

34. Olympic Boulevard at Bundy Drive, and 
49. Pi co Boulevard at Bundy Drive. 
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Ejre Station Locations 

Fire Station 59 
11505 West Olympic Boulevard 

Fire Station 19 
12229 Sunset Boulevard 

Fire Station 92 
1 0556 Vl.lest Pi co Boulevard 

Police Locjl!jon 

0 LAPD West Los Angeles Station 
1663 Butler Avenue 
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FIGURE I 
Study Area Intersections 
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fjre Statjoo Loca(jons 

Fire Station 59 
11505 West Olympic Bouhward 

Fire Station 19 
12229 Sunset Boulevard 

Fire Station 92 
10556 \Illest Pico Boulevard 

Pollee Locatjon 

LAPDWestlosAngeles Station 
1663 BuUer Avenue 

c.-
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FIGURE2 
Emergency Response Ve.hJcle Travel Routes 
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ANALYSIS 

Intersection Delay Without and With Project 

Draft Technical Memorandum 

Under the HCM analysis method, as described above, the significance threshold for average intersection 
delay is defined as degradation to LOSE or F, or for intersections at LOS F, any additional delay. Based 
on these criteria, the addition of Project traffic indicates a significant change to the average intersection 
control delay at several intersections in the study area (see Table 2). 

Notes: 

I. Minor reductions in average vehicle delay arc the result of a shifting of critical movements due to the Project-added traffic. In 
most cases, these differences are equal to 0.1 seconds and are not measurable in the field, rather they are a function of the HCM 
methodology. 

2. The identification number for each intersection corresponds to the identification assigned by the TIA. 

Emergency Response Route Delay Without and With Project 

For each travel route, this analysis added the average delay for each route-related movement at each 
intersection along the response route to produce a Total Delay for the future without-Project and future 
with-Project conditions. Table 3 summarizes the average delay forecasted for each travel route. 

a e : orr1 OJ' elav ummarv T bl 3 C .d D S 

. · ... · ... AM Vehicle Delav PM Vehicle Dela 
I .. 'Change in ·.·· Cbange'i11 

. ·.· ·. Delay due Delay due Significant 
Without With • toProject Without With to.PrOjCct Percent Impac't? ... /. Pro.icct P•·o.iect .• (sec) · · · Pro.iect Project (sec) InCrease (YIN) 

Route I 155.1 213.9 58.8 187.5 471.5 284.0 151% y 
Route 2 151.5 162.2 10.7 368.3 454.3 86.0 23% y 
Route 3 100.4 104.4 4.0 95.7 125.7 30.0 31% y 
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Table 3 shows that the addition of Project traffic causes significant increases to the average delay along 
selected travel routes in the study area, and could cause significant impacts to police and/or emergency 
response along all routes. 

Project traffic would cause additional delays on all routes in both the AM and PM peak hours. Therefore, 
under every scenario, Project traffic could cause a significant impact to police response. 

Additionally, Routes 2 and 3 would each experience delays of greater than one minute during the PM 
peak hour. Therefore, the project could also cause significant impacts to emergency medical response on 
Routes 2 and 3 during the PM peak hour. 

Emergency vehicles, when responding to an emergency call, can bypass traffic queues and ignore red 
lights, partially mitigating the delay. However, emergency vehicles cannot bypass all delay, and 
increased delay and congestion will impact those vehicles when they are stuck in and generally hampered 
and slowed by poor operation service levels and significant congestion. For example, when vehicle 
queues are longer, emergency vehicles would need to avoid these queues by maneuvering around them, 
which generally requires them to slow significantly due to safety concerns. 

Furthermore, in areas with significant congestion and LOS E and F conditions, a much greater potential 
exists for congestion and long queues on both sides of the roadway, as well as for 'gridlock.' Under these 
conditions, emergency vehicles would have greater difficulty bypassing traffic or ignoring red lights, and 
sometimes may not be able to do so at all. In those cases, emergency vehicles could experience all of the 
delay calculated above. 

CONCLUSIONS 

I. The "without-Project" delays along the emergency response routes indicate PM Peak hour delays 
from 30 seconds to more than 6!1, minutes, depending on the origin and destination of the 
responding emergency vehicle. 

2. The "with-Project" delays along the selected travel routes indicate PM Peak hour delays from two 
minutes to almost eight minutes, representing increases of 23 percent to 151 percent, depending 
on the origin and destination of the responding emergency vehicle. 

3. Project traffic causes significant increases in the average delay along routes in the study area, 
particularly along Bundy Drive and Olympic Boulevard, resulting in the following impacts: 

o Route I could experience more than 4Y, minutes of additional delay during the PM Peak hour 
due to Project traffic, which would cause a significant impact to police and medical response. 

o Route 2 could experience about I Y, minutes of additional delay during the PM Peak hour due 
to Project traffic, which would cause a significant impact to police and medical response. 

o Route 3 could experience about 30 seconds of additional delay during the PM Peak hour due 
to Project traffic, which would cause a significant impact to police response. 

4. All scenarios would experience significant impacts to police response. 

Given the potential for the significant impacts identified above, Iteris strongly recommends the Applicant 
for the Project, Westside Medical Plaza LLC, revise and recirculate its EIR to disclose and mitigate this 
impact, and to provide the public with adequate notice and opportunity to comment regarding this issue. 
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