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Part 1: In-meeting Question and Answer: 
 
Q1: What is the best channel to provide feedback related to this presentation and 
the DOT's current impact review process? 
 
You have the option of emailing me directly at cviana@cityofpasadena.net or provide 
your comments at the comment box that will appear immediately after this webinar. 
 
 
Q2: I did have a question regarding our CEQA guidelines. Did we adopt similar 
measures to other cities in the San Gabriel Valley? 
 
Since this is primarily a Local Mobility Analysis public outreach meeting and not CEQA 
focused, please email me your question at cviana@cityofpasadena.net. Please indicate 
in the Subject Heading "Local Mobility Analysis". 
 
Regarding the Local Mobility Analysis, information was collected from member cities of 
the San Gabriel Valley Council of Governments (SGVCOG). The SGVCOG consists of 
31 member agencies and in our presentation of the topics contained in our Local 
Mobility Analysis best practices review, the agencies reviewed within the SGVCOG 
were collapsed into one row (as many of the jurisdictions tend to be very similar in the 
topic areas covered under the Local Mobility Analysis).  This was done for brevity 
purposes. LLG specifically reviewed nine (9) SGVCOG agencies and these consisted of 
Baldwin Park, Claremont, Covina, Diamond Bar, La Canada Flintridge, Monterey Park, 
Monrovia, Pomona and West Covina.   Several of these cities are very similar to the 
City of Pasadena. 
 
Post-meeting response: 
The City of Pasadena did adopt similar CEQA measures to other Cities in San Gabriel 
Valley, and statewide. However, the City’s metrics and thresholds for triggering an 
impact are more stringent than other San Gabriel Valley cities. 
 
In accordance with State law, automobile delay as traditionally measured by Level of 
Service (LOS) is no longer considered a significant environmental impact. The intent of 
the law is to establish guidelines that would promote the reduction of GHG emissions, 
multi-modal transportation systems and diverse land uses.  All California lead agencies 
are required to shift the focus of CEQA transportation analyses from vehicle delay to 
vehicle miles traveled (VMT). California Environmental Quality Act (CEQA) significant 
impacts shall no longer be based on LOS.  
 
In response to the original commenter’s inquiry regarding CEQA, the San Gabriel Valley 
Council of Governments (SGVCOG) assisted member agencies with compliance to 
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State mandates when evaluating a project’s transportation impacts. The SGVCOG web-
based tool was developed for 27 cities to provide VMT screening and evaluation 
guidance related to the implementation of SB 743. The tool calculates home-based 
VMT per capita and total VMT per service population. 
 
The Pasadena City Council adopted a more environmentally sound and holistic 
approach to evaluating project impacts with four more Transportation Performance 
Measures and thresholds of significance in addition to VMT. The City’s five 
transportation measures with CEQA thresholds are: 
 

 Vehicles Miles Travelled (VMT) per capita (service population = population + 
jobs) 

 Vehicle Trips (VT) per capita (service population = population + jobs) 

 Proximity and Quality of the Transit Network 

 Proximity and Quality of the Bicycle Network 

 Pedestrian Accessibility  
 
With the expanded emphasis on sustainability and a continued focus on livability, the 
adopted performance measures provide a balance in trade-offs among travel modes 
and among the mobility needs of different members of the community.  
 
 
Q3: If the mobility analysis does only looks at one project at a time, how does 
DOT look at the bigger picture and overall impact of traffic? How do you look at 
the impact of all the projects to the city traffic flow and safety for all? 
 
Post-meeting response: 
From a Local Mobility Analysis perspective, DOT will review industry best practices in 
how cumulative analyses of projects are evaluated. Regarding traffic congestion, DOT 
is continually monitoring arterial segments to improve citywide mobility along corridors 
with the City’s existing and expanding Adaptive Traffic Control (ATC) signal system 
capabilities. 
  
It should also be noted that Pasadena does consider cumulative impacts for CEQA 
analysis. In accordance with PRC § 21083(b)(2) and CEQA Guidelines § 15064(h)(1), 
CEQA documents are required to consider whether a project would make a 
“cumulatively considerable” contribution to a significant cumulative impact. As defined in 
CEQA Guidelines § 15064(h)(1), “Cumulatively considerable means that the 
incremental effects of an individual project are significant when viewed in connection 
with the effects of past projects, the effects of other current projects, and the effects of 
probable future projects.” The CEQA Guidelines, in Section 15130(b), contains two 
options for development of future cumulative traffic volumes/conditions that are then 
used in the determination and disclosure of potential significant future cumulative 
impacts: (1) a list of past, present, and probable future projects producing related or 
cumulative impacts; or (2) a summary of projections contained in an adopted local, 
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regional, or statewide plan (or related planning document) that describes or evaluates 
conditions contributing to the cumulative effect. 
 
The analysis of transportation impacts per the City of Pasadena’s CEQA metrics is 
inherently a cumulative analysis. The analysis evaluates how a project would change 
citywide conditions related to vehicle miles traveled (VMT) per capita, vehicle trips (VT) 
per capita, access to the transit and bicycle networks, and pedestrian accessibility, 
measured against citywide buildout conditions envisioned in the City’s 2015 General 
Plan.  By analyzing a project’s change to citywide conditions, and citywide conditions 
contemplated to occur upon buildout, by their nature these analyses evaluate a project’s 
contribution to cumulative impacts. 
 
 
Q4: where will we find the answers to our questions? 
 
DOT will post the answers to questions here: 
https://www.cityofpasadena.net/transportation/community-mobility/transportation-
impact-review/ 
 
 
Q5: The basic question I wanted answered was: If you are analyzing potential 
congestion due to vehicle use leaving and returning to a new 150 unit residential 
structure, how do you determine who will use their cars in that building, how 
many times a day they will drive and which streets they will use to get where they 
want to go? How can you determine the personal uses of cars? 
 
With respect to estimating a project’s future traffic (i.e., vehicle trip) volume/generation, 
there are varying approaches, however in terms of evaluating intersection operations 
and street segment analyses, we typically start by estimating the number of vehicle trips 
that are expected to be generated through the use of published industry-standard rates 
established through observations and counts of other similar land use sites (e.g., 
through trip generation rates published by the Institute of Transportation Engineers [ITE] 
based on counts conducted at primarily stand-alone sites).  This is most common within 
the industry.  These forecasts can then be adjusted to reflect the specific local 
characteristics of a project vicinity (i.e., with respect to transit and rail availability, bicycle 
facilities, etc.).   
 
In terms of the actual distribution of future forecast vehicle trips associated with a 
proposed site, we recognize it is complicated endeavor in that we won’t know the exact 
destination of each and every tenant or resident of a residential project before it is built, 
whether it be a multi-story apartment building, condominium or townhome project.  
However, we do have the benefit of the Southern California Association of Governments 
(SCAG’s) regional travel demand model which is based on a multi-County area and the 
City of Pasadena also has their more micro-level regional travel demand model that 
reflects additional detail within the City (e.g., with respect to the roadway network).  The 



Local Mobility Analysis Guidelines Update 
Question and Answer 
Page 4 of 8 
 
model accounts for differing land uses, zoning, and the different types of trips (e.g., 
home-to-work trips, home-to-other trips, etc.).  The model can be used to estimate the 
directionality and distance of project vehicle trips based on current socio-economic data 
(i.e., population, housing and employment) and the resulting associated trip lengths.  
While the both the number of vehicle trips and the associated traffic distribution pattern 
of a project’s vehicle trips is an estimate, we use these transportation planning tools to 
produce a forecast. The model reflects both the production and attraction of vehicle trips 
of development projects.  Lastly, based on the knowledge and familiarity of the 
immediate local street system in proximity to a future development project (i.e., existing 
traffic operations, turn restrictions, presence of raised medians at a project driveway, 
etc.) the distribution of forecast project vehicle trips can also be adjusted further, if 
necessary.   
 
 
Q6: I would like to contribute to the idea we need a cumulative understanding of 
how all the future development will impact neighborhood intrusion and the safety 
of drivers, bikers and pedestrians.  The City should figure out a way to look at a 
street segment and see where development is being planned and base the 
mitigations on the area not just the one project.  Do other cities do this? It is 
unfortunate we only look at one project at a time.  For example, near MHNA, we 
have multiple projects planned within small areas but the city does not look at the 
impact cumulatively.  I could tell you specifically where these issues are like on 
Los Robles and California Blvd.  So far the city has not considered mitigations to 
help us add this density because LOS and street segments don’t get triggered.  If 
they added the projects together, they most likely would have.  We need to figure 
this out. 
 
From a Local Mobility Analysis perspective, DOT will review industry best practices in 
how future development, street segments, neighborhood intrusion, and the safety of 
drivers, bikers and pedestrians are evaluated. 
 
 
Q7: Thanks for answering 
 
Comment noted. 
 
 
Q8: Very good comment from Erika - I agree 
 
Comment noted. 
 
 
Q9: I agree with Erika Foy’s comment. We need a cumulative analysis of all 
projects! 
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From a Local Mobility Analysis perspective, DOT will review industry best practices in 
how cumulative analyses of projects are evaluated. 
 
Q10: Thanks again for your time. I will spread the word to try to get more 
participants at your next meeting 
 
Received. Thank you. 
 
 
Q11: Please stop averaging the letter grades for intersections like you do at 
Glenarm and Marengo.  There are three LOS F turns but nothing gets fixed 
because you average the grade.  We also need to mitigate to the most impacted 
time of travel not averaging the impacts during large amounts of time travel. 
 
Received. Thank you. 
 
Post-meeting response: 
The City’s current Local Mobility Analysis guidelines uses the Highway Capacity Manual 
(HCM) method for Level of Service (LOS) calculations to assess the transportation 
network conditions near the proposed project. LOS is a discretionary analytical tool 
used by City staff to determine if caps are exceeded and to impose feasible project 
conditions when warranted. Intersection LOS should be interpreted as the capacity and 
operation of the intersection as a whole and not isolate certain lane groups to determine 
the intersection LOS. If the signal were to reallocate the cycle time to favor specific lane 
groups, the progression of certain lane groups operating at low LOS might improve, but 
at the detriment of the operations of the intersection as a whole. For this reason, the 
measurement of intersection LOS performance should be based on the intersection as 
a whole. This is the industry standard practice for measuring intersection LOS.   
 
With the City’s existing and expanding Adaptive Traffic Control (ATC) capabilities, DOT 
is continually monitoring arterial segments to improve citywide mobility along corridors. 
ATC systems, through Intelligent Transportation Systems (ITS) and signal 
synchronization, can adjust signal timing in real time to manage traffic demand more 
efficiently. 
 
From a Local Mobility Analysis perspective, DOT will evaluate industry best practices on 
how LOS is reported and assessed – intersection LOS or per lane group LOS. The 
intersection analysis methods will be reviewed and recommended implementation will 
be consistent with other agencies. 
 
 
Q12: Thanks Conrad.  I meant to say Glenarm and Arroyo.  Many cities look at the 
highest impact time of an intersection and mitigate towards that.  Pasadena does 
not do this.  It all gets averaged in and therefore we don’t get problem areas fixed.  
It never triggers. 
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Thank you for your comment. 
 
Post-meeting response: 
The intersection analysis methods will be reviewed and recommended implementation 
will be consistent with other agencies. 
 
The reconfiguration of the Glenarm Street at Arroyo Parkway intersection, a Caltrans 
owned and maintained intersection, was the result of a settlement agreement between 
Pasadena Heritage (Heritage), South Los Robles Caucus (SLRC), Madison Heights 
Neighborhood Association (MHNA), Pasadena Residents in Defense of their 
Environment (PRIDE) II, and the City of Pasadena (City). The settlement agreement – 
Pasadena Heritage, et al. v. City of Pasadena, et al., Case No. BC 304768 – required 
the City of Pasadena to obtain the agreement of Caltrans to eliminate one of the two 
existing westbound left-turn only lanes at the Glenarm Street at Arroyo Parkway/State 
Route 110 intersection.  
 
The removal of one of the two westbound left-turn only lanes reduced the capacity of 
the westbound movement at the intersection. Not only did the lane reduction reduce the 
efficiency of the westbound left-turn operation, but it frequently results in a spillover of 
the westbound left-turn vehicle queue into the westbound through traffic lane, affecting 
the traffic flow through the intersection. Also, if the intersection signal cycle were 
reallocated to give more green time to the westbound lane group due to the reduced 
capacity, the green time for other lane groups would subsequently be sacrificed. In turn, 
this could result in a less efficient intersection and further reducing LOS letter grades for 
other lane groups. Although restriping the intersection back to its previous configuration 
with two westbound left-turn only lanes could improve traffic flow through the 
intersection, this change is not consistent with the requirements of the aforementioned 
settlement agreement. 
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Part 2: Post-meeting survey question – What Local Mobility Analysis topic/s do 
you think the City should consider? 
 
Commenter 1:  
I also absolutely agree with Erika Foy’s comment about needing a cumulative 
analysis of all projects, and thank you for holding this webinar tonight. 
 
Thank you for your comment. From a Local Mobility Analysis perspective, DOT will 
review industry best practices in how cumulative analyses of projects are evaluated. 
 
 
Commenter 2:  
1.  Consider Traffic and Neighborhood Intrusion on a cumulative basis -- BUT, 
use an effective "Cumulative Impacts" analysis that works better and is better 
understood than CEQA.  "Cumulatively Considerable" is a poor metric and poorly 
understood; 
 
2.  Adopt "Outside" of CEQA all that was effective and had public support within 
CEQA in the Local Mobility Analysis metrics; and 
 
3.  To the extent that CEQA Mitigations "move" to Project Conditions of Approval, 
including, possibly, Conditions of Approval that are applied on a Cumulative 
basis and not just Project-by-Project, clarify better who or what prepares and 
reviews these Conditions of Approval and at what stage(s) of the Entitlement 
process. 
 
Thank you for your comments. From a Local Mobility Analysis perspective, DOT will 
review industry best practices in how cumulative analyses of projects are evaluated as 
well as review “Outside CEQA” metrics from other agencies. Anything related to CEQA 
shall be outside the scope of the Local Mobility Analysis review. 
 
 
Commenter 3: 
Looking at neighborhood impacts on development is very important. Maintaining 
parking to support local businesses is very important. Continuing to use 
development funds for things like traffic lights and street lights (where there isn't 
always readily available funding sources) is very important. Coming up with a 
better way to measure turn impacts and back up is important. Please consider 
using numbers from 2019 - pre-covid when considering impacts when traffic is 
reduced due to Covid. Even development without parking will have an impact on 
street traffic - for example delivery trucks and lift/uber traffic increase in places 
where people are not using their cars. 
Thanks for giving us this opportunity to provide feedback. 
 
Thank you for your comment. 
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Commenter 4: 
As I expressed during the meeting - How do we accommodate the mounting 
traffic as we increase living unit density along commercial corridors? And how 
many years ahead do you consider when analyzing the need for increasing road 
space or lanes? We cannot assume public transportation in Pasadena will take 
people to their jobs and shopping, where ever it is, or that more people will work 
from home. Remember how we all thought in the 80's that digital files would 
eliminate the need for hard copies on paper. 
 
Thank you for your input. DOT will consider for review including a project buildout 
scenario for analysis.  
 
As density increases in conformance to the General Plan, traffic volumes are monitored 
and traffic signal operations are adjusted to accommodate changes in traffic patterns. 
To share your analogy, while digital files did not eliminate the need for paper, it greatly 
reduced the need. Similarly, while we will never eliminate the need for motor vehicle 
trips, mode choice shifts can and do occur over time as the mobility infrastructure is 
improved and other options for travel are available.  These mode choice shifts can 
reduce the need for single-occupancy vehicle trips. Mixed-use development reduces the 
need to make every trip in a car, and many residents move into transit oriented 
developments so that they do not need to own a car for every adult in the residence.  
Residing in a TOD area has been shown to reduce vehicle trips as there are options to 
commute to and from work, and residents are able to walk to a restaurant or coffee 
shop, shop nearby, and/or venture out to close-by entertainment use/s.  


