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5.15 TRAFFIC AND CIRCULATION
5.15.1

Methodology

The City of Anaheim Circulation Element is the primary resource for circulation decisions. In addition to
the City’s Circulation Element, the Orange County Transportation Authority Master Plan of Arterial
Highways defines the City’s buildout circulation system. Anaheim has several arterials highways and
freeways within its local boundaries and, therefore, must coordinate with other transportation agencies
such as the Orange County Transportation Authority (OCTA) and Caltrans.
Analysis for this section was based on the Anaheim Circulation Report prepared by Parsons Brinckerhoff
Quade and Douglas, Inc., dated September 3, 2003 and supplemental studies. The analysis includes
consideration of the regional, State, and Federal transportation programs and policies that affect the
City. These include the Congestion Management Program (CMP), Master Plan of Arterial Highways
(MPAH), growth management policies, Air Quality Management Plan, Americans with Disabilities Act
(ADA), and Smart Streets Program.
City-wide Traffic Model
The Anaheim Traffic Analysis Model (ATAM) has been developed as a tool to help the City forecast future
traffic volumes and estimate the traffic effects of changes in land use and roadway facilities. ATAM has
been developed in accordance with the Orange County Subarea Modeling Guidelines Manual (June
2001) published by the Orange County Transportation Authority (OCTA) to ensure consistency between
local models and the Countywide model.
This City-wide traffic model was developed, using the TRANPLAN transportation modeling software. The
model's network and zone system were developed to provide an appropriate level of detail for local
circulation system planning, while incorporating the influences of regional through traffic on the City
arterial system; this was accomplished by developing a focused model. The model produces separate
assignments of total daily traffic, morning peak period traffic, and afternoon peak period traffic, reflecting
traffic volumes on an average day in the City. Forecasts were developed for the existing and updated
General Plan buildout scenario. The following section provides a brief overview of the modeling process.
A more detailed description of the model is presented in the ATAM consistency report.
5.15.2

Environmental Setting

Functional Classification System
The primary circulation system in the City of Anaheim is the network of freeways and arterial highways
and surface streets that serve the City. The network serves two distinct and equally important functions:
mobility of persons and goods in and through the City, and access to adjacent properties. The design
and operation of each street or arterial highway depends upon its designated role in the safe delivery of
each of these functions. For example, the arterial highways are designed to carry large volumes of
vehicles. Accordingly, they are designed for mobility, have more lanes, higher speed limits and fewer
driveways. In contrast, residential street have fewer lanes, lower speed limits, and more driveways to
provide access to fronting properties.
A classification system is used to identify each roadway in the City. The system provides a logical
framework for the design and operation of the roadway system. Since some major thoroughfares in the
City are part of a Countywide arterial network, they must be coordinated with the Orange County Master
Plan of Arterial Highways. The functional classification system allows residents and elected officials to
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identify preferred characteristics of each street. If characteristics of any street change from the functional
classification, then actions can be taken to return the street to its originally intended use or change the
designated classification in response to new development. The City also has an ordinance requiring the
dedication of land and construction to complete the ultimate street right-of-way per the functional
classification system.
The following section outlines the City’s existing freeway and street system, public transportation,
vanpooling, bikeways, pedestrian facilities, truck routes, railroad operations, and parking.
Freeways
Freeways are controlled-access, median-separated highways that provide for high-speed vehicular
traffic. Four freeways lie within the City of Anaheim: the I-5 Freeway, the SR-57 Freeway, the SR-91)
Freeway and the SR-55 Freeway. In addition, the Garden Grove (SR-22) Freeway is located less than
one mile south of the City.
Interstate Freeway
The I-5 Freeway is a northwest-southeast freeway that serves interstate travel between Mexico and
Canada, proceeding through the central part of Anaheim. It provides access to Los Angeles County to
the north and San Diego County to the south. This facility diagonally traverses the City, crossing the
street grid at an angle. It has four to five mixed flow lanes through Anaheim and one HOV lane in each
direction through Anaheim. The I-5 Freeway currently has a total of eleven interchanges that provide
access to the City, including three direct transit-way/HOV interchanges to provide travel time incentives
to vehicles carrying more than one person. About 20% at work trips are completed via carpooling.
State Highways
The SR-91 Freeway is an east-west freeway that lies at the northern edge of the City. It provides regional
access westerly to the South Bay cities of Los Angeles County, and terminates to the east at the Pomona
(SR-60) Freeway, providing access to Riverside County, San Bernardino County, and points east. The
SR-91 Freeway generally has eight mixed flow lanes through the City. These are supplemented with four
express lanes east of SR-55, two HOV lanes from the Los Angeles County line to the SR-55 Freeway, and
Tthe express lanes are a fully automated four-lane facility with the first variable congestion pricing system
in the United States. The OCTA toll facility is now being planned for improvements. Toll costs vary to
optimize traffic flow. New policies implemented since OCTA’s purchase of the facility include a “ThreeRide-Free” program where carpools of three or more people can ride the toll road for free, except during
limited hours.
The SR-90 Freeway (Imperial Highway) is an east-west freeway within Caltrans’ jurisdiction that turns
north-south as it passes through eastern Anaheim. There are expansion plans through the Cities of
Yorba Linda, Brea, and Placentia.
The SR-57 Freeway is a north-south freeway with its southern terminus at the I-5 and SR-22 Freeways
just south of the Anaheim City limit. It provides regional access to northern Orange County and eastern
Los Angeles County. The SR-57 Freeway is a ten-lane freeway, including the two high-occupancy
vehicle (HOV) lanes. The freeway has a total of five interchanges that provide access to the City.
The SR-55 Freeway is a north-south freeway, which terminates at the SR-91 Freeway within the City limits
of Anaheim. Additional lane construction was completed in 2002 and the facility now has eight mixed
flow lanes and two HOV lanes, serving over 200,000 vehicles daily. It provides regional access to the
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central coastal communities of Orange County. The only interchange that serves Anaheim is Lincoln
Avenue/Nohl Ranch Road.
The SR-39 (Beach Boulevard) is a predominantly two-lane north-south major arterial roadway under
Caltrans’ jurisdiction that runs from the Angeles Crest Highway (SR-2 at Islip Saddle) with a break from
SR-72 to the I-10 and terminates at Pacific Coast Highway in Huntington Beach. It passes through the
cities of Azusa, La Habra, Buena Park, Stanton, Anaheim, Garden Grove, and Huntington Beach.
Portions of the roadway are being rehabilitated by Caltrans.
The SR-22 Freeway is located approximately 1 mile south of the City. It provides regional access to
western Orange County and eastern Los Angeles County.
Toll Roads
In 1986, two joint powers agencies, the Foothill/Eastern Transportation Corridor Agency and the San
Joaquin Hills Transportation Corridor Agency, were formed to finance and construct toll roads in Orange
County. The agencies were given authority to issue bonds backed by future toll revenues and
development impact fees in order to finance the construction of new roads as toll facilities. The SR-241
Freeway was built by this agency, connecting eastern Anaheim and the SR-91 Freeway with Rancho
Santa Margarita at its southern terminus. The SR-241 also connects with other toll roads operated by the
TCA, including the SR-261, terminating in Tustin and the SR-133, terminating in Irvine after connecting
with the I-5 Freeway and San Diego Freeway (I-405) in Southern Orange County.
Scenic Highways
The intent of the California Scenic Highway program is to enhance the State’s natural beauty and protect
California’s economic and social resources. Scenic Highways are transportation corridors where visual
intrusions would impact the natural beauty of the highway. The SR-91 Freeway between the SR-55
Freeway and Weir Canyon Road is officially designated as a Scenic Highway. The portion of the SR-91
Freeway east of Weir Canyon is designated as an eligible Scenic Highway.
Arterial Streets
The City’s existing arterial street system and roadway classification is illustrated in Figure 5.15-1, Existing
Roadway Network. The streets included in this figure are classified as scenic expressways, smartstreets,
principal arterials, major arterials, primary arterials, secondary arterials, and commuter streets. These
classifications are consistent with those of the County of Orange Master Plan of Arterial Highways
(MPAH).
The street classifications shown on Figure 5.15-1 reflect the planned classifications, not necessarily
existing conditions. A brief description of each of the roadway classifications follows:
•

Scenic Expressway – roadways with limited access and that serve intercity and intra-city traffic. This
six lane divided facility requires a 148 foot right of way.

•

Resort Smartstreet – roadways that are six or eight lanes landscaped median divided with a typical
right of way of 120 to 166 feet. Smartstreets improve roadway traffic capacity through a variety of
measures such as consolidating conflicting vehicle turning movements through median island
construction and driveway restrictions, traffic signal synchronization, and intelligent transportation
systems management and operation bus turnouts, intersection improvements and addition of travel
lanes by removing on-street parking. and consolidating driveways.
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•

Stadium Smartstreet – roadways that are six or eight lanes divided with a typical right-of-way of 130
to 144 feet. This facility utilizes capacity improvements similar to the Resort Smartstreet.

•

Major Arterial – roadways that connect to the freeways and typically have six lanes, a median, left
turn pockets, parking lanes adjacent to each curb and a right-of-way width of 120 feet.

•

Primary Arterial – roadways that provide for circulation within the City and its immediate
environments. Primary arterials are typically six lane divided facilities with no parking of four lane
divided with left turn pickets and two parking lanes. The typical right-of-way of a primary arterial is
106 feet.

•

Hillside Primary Arterial – roadways that provide for circulation within the City and its immediate
environments. Primary arterials are typically six lane divided facilities with no parking or four lane
divided with left turn pockets and two parking lanes. The typical right-of-way of a hillside primary
arterial is 106 feet with no access and 118 feet with access.

•

Secondary Arterial – roadways that provide for circulation within the City. Secondary arterial facilities
are four-lane roadways, with two parking lanes that are undivided. These facilities have a typical
right-of-way width of 90 feet.

•

Hillside Secondary Arterial – roadways that provide for circulation within the City Hillside Area
secondary arterial facilities are four-lane roadways, with two parking lanes that are undivided. It has
a typical right-of-way width of 72 feet with no access and 84 feet with access.

•

Collector Street – roadways that distribute residential traffic from its point of origin to higher capacity
facilities. They are typically two-lane undivided roadways with a 64 to 76-foot right-of-way.

•

Hillside Collector Street – roadways that distribute residential traffic from its point of origin to higher
capacity facilities. They are typically two-lane undivided roadways with a 48-foot right-of-way with no
access and 60 feet with access.

Congestion Management Plan
The Orange County Transportation Authority (OCTA) is responsible for adopting the Congestion
Management Program (CMP) for Orange County. The CMP is designed to reduce traffic congestion and
to provide a mechanism for coordinating land use and transportation decisions. Proposition 111,
passed by California voters in June 1990, provides funds to those urbanized areas that adopt a CMP. In
Anaheim, the CMP roadway system includes seven streets (Harbor Boulevard, State College Boulevard,
Katella Avenue, Tustin Avenue, Orangethorpe Avenue, Beach Boulevard and Imperial Highway) and
fifteen intersections, listed below. Level of Service (LOS) standards of LOS E must be met at these
locations. If they are not met, the City is responsible for developing a deficiency plan for these
intersections.
•
•
•
•
•
•
•
•
•

Harbor Boulevard/SR-91 Ramps
Harbor Boulevard/I-5 NB Ramp
Harbor Boulevard/I-5 SB Ramp
Harbor Boulevard/Katella Avenue
State College Boulevard/Orangethorpe Avenue
State College Boulevard/SR-91 WB Ramps
State College Boulevard/SR-91 EB Ramps
SR-57 SB Ramps/Katella Avenue
SR-57/NB Ramps/Katella Avenue
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Tustin Avenue/Orangethorpe Avenue
Tustin Avenue/SR-91 WB Ramps
Tustin Avenue/SR-9101 EB Ramps
Imperial Highway/Orangethorpe Avenue
Imperial Highway/SR-91 WB Ramps
Imperial Highway/SR-91001 EB Ramps

Public Transportation
An extensive network of fixed-route transit service is provided in Anaheim due to its central location in
Orange County. Transit service is provided by the Orange County Transportation Authority (OCTA). In
addition to the many bus routes that directly serve the City itself, many routes also traverse the periphery
of the City. OCTA also operates three Stationlink routes in the City of Anaheim. These routes provide
bus connections between rail stations and major employment centers and residential areas. There are
no transit lines east of SR-55 Freeway to serve the eastern portion of the City. Figure 5.15-2 illustrates
existing and planned bus routes. Planned transit service is intended to increase work trips by transit from
3.5% in 2000 to about 10% by 2030.
In addition to the fixed route transit service, OCTA also offers several types of special needs service.
Access Service provides demand-responsive service to the disabled with door-to-door travel anywhere in
the County. Access Service provides advance request service, which requires one to fourteen-day
advanced notice and subscription service. OCTA Access also provides backup service for urgent,
unplanned medical appointments for the disabled.
Vanpooling
Anaheim Commuter Services offers a vanpooling program with eleven routes between inland cities and
Anaheim during the morning and evening commute. Participants in the program have the option of
joining as a part-time or full-time rider and pay rates related to distance traveled.
Bikeway System
The City of Anaheim currently has three two classifications of bikeways: Class I, and Class II., and Class
III. Class I Bikeways provide for bicycle travel on right-of-way completely separated from the street.
Class II Bikeways provide a striped lane for one-way travel within the street right-of-way. Class III
Bikeways are commonly referred to as bike routes and provide for shared use with pedestrian or motor
vehicle traffic. Figure 5.15-3, illustrates existing and planned bike routes. These facilities are to improve
commutes for the 2.5% of work trips completed by biking.
Pedestrian Facilities
Pedestrian circulation is accommodated by the provision of sidewalks within street rights-of-way. At this
time, the City does not have any exclusive pedestrian facilities, though walkers and joggers also use the
Class I Bikeway rights-of-way.
Truck Routes
The City’s goods movement facilities either have direct access to rail lines or are limited to designated
truck routes, which are determined by truck size and trip purpose. Trucks having an unladen weight of
six thousand pounds or more are required to travel only on designated truck routes. Figure 5.15-4
illustrates existing truck routes.
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Railroad Operations
The City of Anaheim is served by three types of railroad operations – commuter rail, intercity passenger
rail, and freight rail. The commuter rail service, Metrolink, is provided by the Southern California
Regional Rail Authority (SCRRA) and OCTA. The intercity passenger rail service is provided by Amtrak
while the freight rail service is provided by the Burlington Northern Santa Fe (BNSF) and the Union
Pacific Southern Pacific Transportation Company (UPSP).
The approximately seventy railroad crossings with arterial and local streets within the City are mostly at
grade. The primary points of conflict with street traffic occur near railroad switching yards, particularly at
the crossings of Lincoln Avenue and Broadway at the UPSP tracks; and, at the crossing of Imperial
Highway and Orangethorpe Avenue near the BN&SF tracks.
Commuter Rail
Metrolink operates six commuter rail lines throughout Southern California, three of which pass through
the City. The Orange County line, linking downtown Los Angeles and Oceanside, provides commuter
rail service to the Anaheim Angel Stadium Station. Commuters can transfer to the 91 Line at the Fullerton
Station, one stop north of the Anaheim Station, to travel east to Riverside County or transfer to the inland
Empire-Orange County Line at the Orange Station, one stop south of the Anaheim Station, to travel to
San Bernardino County. Commuters can also directly access the inter-County Inland Empire-Orange
County Line at the Anaheim Canyon Station, which is adjacent to Tustin Avenue, between the SR-91
Freeway and La Palma Avenue. Currently, Metrolink operates nineteen weekday daily trips on the
Orange County line between Oceanside and Los Angeles and nine weekday trips on the Inland EmpireOrange County Line.
Intercity Passenger Rail
Amtrak operates the Pacific Surfliner passenger train line from San Diego to San Luis Obispo,
connecting many cities along California’s southern coast. Amtrak operates nine passenger trains daily in
each direction along this route, providing fifteen roundtrips stopping at the Anaheim station. Five of
these trains travel the length of the route, from San Diego to San Luis Obispo, while the remaining lines
travel as far north as downtown Los Angeles.
Freight Rail
Freight operators are the largest users of Anaheim’s current rail facilities. Freight rail services are
provided in the City by Burlington Northern Freight Santa Fe (BNSF) and the Southern Pacific
Transportation Company (SPTC). BNSF operates intermodal, carload fright, and bulk unit trains through
the City, with two spur lines serving industrial areas in Anaheim. The major origins and destinations for
freight moved by BNSF are San Diego and Los Angeles. The SPTC operates the Santa Ana and West
Santa Ana branches running through the City.
Parking
Typically, on-street parking in Anaheim is permitted on primary and secondary highways unless
specifically prohibited. On-street parking is permitted on neighborhood streets unless specifically
prohibited. The City of Anaheim does not have a strategic parking plan, but has established off-street
parking requirements for designated zones in the Zoning Code.
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Parking shortages occasionally arise inside and adjacent to the Resort Area due to the regional,
national, and international nature of attractions located in this single, confined area. Parking and
demand management plans have been adopted in the Anaheim Resort® Specific Plan and Disneyland
Resort Specific Plan to address such parking issues.
The City of Anaheim has also established a residential permit parking program in response to parking
intrusion into single-family neighborhoods from adjacent developments. The City has numerous
neighborhood permit parking districts in this program. Within these districts, on-street parking is
regulated to ensure that spillover parking demands from adjacent developments do not prevent local
residents from parking on the street. The hours of enforcement vary between programs, as do the
eligibility requirements, but generally all residents of the neighborhood are entitled to a parking permit.
There are four park-and-ride facilities for those who carpool or use public transportation to reach their
destination. Two park-and-ride facilities located adjacent to Metrolink Stations serve rail commuters
only. The Anaheim Angel Stadium Station lot has 400 405 spaces, and the Anaheim Canyon Station lot
has 100 75 spaces. Both Metrolink lots are currently experiencing 100% usage. The two other park-andride lots – the 50 space lot near Kraemer Boulevard and La Palma Avenue and 40-space lot near State
College Boulevard and Lincoln Avenue – both currently experience very low usage rates.
Existing Traffic Conditions
This section analyzes existing traffic conditions in the City. It includes a discussion of level of service
analysis for the a.m. and p.m. peak hours at key intersections in the City.
Daily Traffic Volumes
Average daily traffic (ADT) volumes were collected for arterials and freeways from the City of Anaheim
and the California Department of Transportation (Caltrans).
Existing daily traffic volumes are illustrated in Figure 5.15-5. Annual average daily traffic on the I-5
Freeway ranges from 227,000 daily vehicles south of Katella Avenue to 232,000 daily vehicles north of
Brookhurst Street. Along the SR-57 Freeway, daily vehicles traffic is 250,000 south of the junction with
the SR-91 Freeway. The average daily traffic volume on the SR-55 Freeway south of the junction with the
SR-91 Freeway is 196,000.
The most heavily traveled east-west arterials within the City are Katella Avenue, which carries over 32,000
daily vehicles between the SR-57 Freeway and the I-5 Freeway, and Ball Road, which carries two-way
volumes over 45,000 daily vehicles adjacent to the SR-57 Freeway. Lincoln Avenue, La Palma Avenue,
and Orangethorpe Avenue carry volumes between 30,000 and 40,000 daily vehicles.
Beach Boulevard exhibits the highest north-south arterial volumes, with approximately 60,000 daily
vehicles. Brookhurst Street volumes range from 30,000 to 40,000. Euclid Street, State College
Boulevard, and Harbor Boulevard fall mostly within the 20,000 to 40,000 range. South of the I-5
Freeway, State College Boulevard volumes pick up dramatically, ranging from 50,000 to 60,000 daily
vehicles between the I-5 Freeway interchange and the SR-22 Freeway interchange.
Peak Hour Conditions
Arterials and freeway ramps peak period intersection movement were counted for 250 signalized
intersections. Counts were collected between the hours of 7:00 a.m. to 9:00 a.m. and 4:00 p.m. to 6:00
p.m. These study intersections are illustrated in Figure 5.15-6.
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Level of Service (LOS) Analysis
An important “standard” referred to throughout the Circulation Element relates to the ability of a roadway
and/or intersection to accommodate traffic. This level of service standard may be used to describe both
existing and future traffic conditions. Level of Service (LOS) is a qualitative ranking that characterizes
traffic congestion on a scale of A to F, similar to a school report card, with LOS A being a free-flow/best
condition and LOS F representing failure/extreme congestion, as illustrated in Table 5.15-1.
The LOS definition is derived from a volume to capacity ratio or V/C ratio, which provides a more
quantified description of traffic conditions at intersections. The V/C ratio is the ratio of existing or
projected traffic volumes to an intersection’s maximum theoretical capacity. A V/C ratio of 0.90 for an
intersection means that the traffic volumes at the intersection represent 90% of its maximum theoretical
capacity. The V/C ratio can also be related to the above LOS definitions. For example, an intersection
with a V/C ratio exceeding 0.95 is handling traffic volumes that approach maximum theoretical capacity.
The V/C ratio of 0.95 corresponds to LOS E, which indicates an unacceptable level of service at that
particular intersection.
The Circulation Element establishes that the LOS should be LOS D or better for Master Plan of Arterial
Highways intersections in the City. The Congestion Management Plan establishes that the LOS should
be LOS E or better for CMP roadways and intersections.
TABLE 5.15-1
INTERSECTION LEVEL OF SERVICE
Volume to
Capacity Ratio

LOS

Interpretation

A

There are no stables that are fully loaded, and few are close to loaded. No approach phase is fully
utilized by traffic and no vehicle waits longer than one red indication. Typically, the approach appears
quite open, turning movements are easily made, and nearly all drivers find freedom of operation.
Represents stable operation. An occasional approach phase is fully utilized and a substantial number are
approaching full use. Many drivers begin to feel somewhat restricted within platoons of vehicles.
Stable operation continues. Full signal cycle loading is still intermittent, but more frequent. Occasional
drivers may have to wait through more than one red signal intersection, and backups may develop behind
turning vehicles.
Encompasses a zone of increasing restriction approaching instability. Delays to approaching vehicles
may be substantial during short peaks with the peak period, but enough cycles with lower demand occur
to permit periodic clearance of developing queues, thus preventing excessive backups.
Represents the most vehicles that any particular intersection approach can accommodate. At capacity
(V/C = 1.00), there may be long queues of vehicles waiting upstream of the intersection and delays may
be great (up to several signal cycles).
Represents jammed conditions. Backups from locations downstream or on the cross street may restrict
or prevent movement of vehicles out of the approach under consideration; hence, volumes carried are
not predictable. V/C values are highly variable because full utilization of the approach may be prevented
by outside conditions.

B
C
D
E
F

0.00 – 0.60
0.61 – 0.70
0.71 – 0.80
0.81 – 0.90
0.90 – 1.00
>1.00

Source: Highway Capacity Manual
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Existing Level of Service Results
The distribution of LOS grades for a.m. and p.m. peak hours is illustrated in Table 5.15-2. The V/C ratios
and LOS grade results for the 250 individual intersections of the LOS analysis can be found in Appendix
H. E. Eleven of the 250 study intersections, including one of the CMP intersections, currently operate at
an unacceptable level of service (LOS E or F) during at least one of the peak periods. The eleven
intersections include:
•
•
•
•
•
•
•
•
•
•
•

Imperial Highway/Orangethorpe Avenue (operates at E for a.m. and p.m.)
Kraemer Boulevard/La Palma Avenue
Euclid Street/SR-91 Ramps
East Street/Orangethorpe Avenue
Harbor Boulevard/La Palma Avenue
Sunkist Street/Ball Road
Harbor Boulevard/Ball Road
Brookhurst Street/Katella Avenue
Sunkist Street/Lincoln Avenue
State College Boulevard/Lincoln Avenue
Euclid Street/Katella Avenue

TABLE 5.15-2
2002 LOS SUMMARY
AM

PM

# of ICUs
Intersections

LOS

# of ICUs
Intersections

LOS

0
1
4
17
50
178

F
E
D
C
B
A

3
8
25
39
50
125

F
E
D
C
B
A

Traffic Model
An overview of the Anaheim Traffic Analysis Model (ATAM) modeling process is shown in Figure 5.15-7.
ATAM follows the process recommended in the subarea modeling guidelines. ATAM is a focused model,
based on OCTAM. ATAM covers the same area as the Orange County Traffic Analysis Model (OCTAM)
(the Southern California metropolitan area), but with additional detail in the City of Anaheim to provide
more accuracy in forecasting traffic on individual City streets.
Like most local models, ATAM uses land use as the basis for generating trips. To achieve consistency
with OCTAM, ATAM converts land uses into socioeconomic data (dwelling units and employment) prior
to calculating trip generation. ATAM uses the trip generation rates recommended in the subarea
modeling guidelines. ATAM includes a post-processing function to improve the usefulness of its
forecasts, providing peak hour turning movement forecasts and level of service calculations at 250
signalized intersections throughout the City. The post processor applies the model’s estimate of future
growth to the existing traffic counts to forecast future intersection peak hour turning volumes. The post
processing methodology is outlined in the flowchart in Figure 5.15-8.
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Future Land Use
The land use data represent development occurring in accordance with the proposed General Plan Land
Use Element. For areas outside the City, the horizon year is assumed to be 2025, consistent with
OCTAM.
Future Baseline Conditions (Existing General Plan)
Forecast volumes were developed using the validated ATAM model. To estimate the impact of future
traffic on the General Plan road system, peak hour LOS were calculated for existing General Plan land
uses at buildout, assuming full development of the General Plan street system. The number of lanes for
each intersection for this scenario can be seen in Appendix H. This existing General Plan network differs
from the existing system in both number of lanes and facility type of existing roads and in the planned
addition of new streets. The streets that continue to be planned for increases in number of lanes include:
•
•
•
•
•
•
•
•

Brookhurst Street- upgrade from four to six lanes between Katella Avenue and Ball Road and La
Palma to SR-91
Euclid Street – upgrade to six lanes on segments where it is currently four lanes
Harbor Boulevard – upgrade to six lanes on segments where it is currently four lanes
State College Boulevard – upgrade to six lanes on segments where it is currently four lanes
Orangethorpe Avenue – upgrade to six lanes on segments where it is currently four lanes
La Palma Avenue – upgrade to six lanes on segments where it is currently four lanes
Santa Ana Canyon Road – upgrade to six lanes on segments where it is currently four lanes
Lincoln Avenue – upgrade to six lanes on segments where it is currently four lanes

The existing General Plan Network includes the following future roadway additions:
•
•
•
•
•
•

Fairmont Boulevard over crossing of SR-91
Extension of Weir Canyon Road to an interchange with SR-241
Extension of Gypsum Canyon Road, connecting with Weir Canyon Road at the new SR-241
interchange and Jamboree expansion
Gene Autry Way extension to Harbor Boulevard
Oak Canyon Road extension to Gypsum Canyon Road
Santa Ana Canyon Road extension to Coal Canyon Road

The existing General Plan also designates twenty-seven (27) intersections as Critical Intersections,
requiring enhanced lane geometry at buildout, with up to two left turn lanes, three through lanes, and
one right turn lane for each direction. The following intersections are designated as Critical Intersections
by the existing General Plan and can be seen in Figure 5.15-9:
•
•
•
•
•
•
•
•
•
•
•

Beach Boulevard / Lincoln Avenue
Anaheim Boulevard / Gene Autry Way
Beach Boulevard / Ball Road
Lewis Street / Ball Road
Brookhurst Street / La Palma Avenue
Lewis Street / Katella Avenue
Brookhurst Street / Katella Avenue
State College Boulevard / La Palma Avenue
Euclid Street / La Palma Avenue
State College Boulevard / Lincoln Avenue
Euclid Street / Lincoln Avenue
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State College Boulevard / Ball Road
Euclid Street / Ball Road
State College Boulevard / Cerritos Avenue
Harbor Boulevard / La Palma Avenue
State College Boulevard / Katella Avenue
Harbor Boulevard / Ball Road
State College Boulevard / Gene Autry Way
Harbor Boulevard / Katella Avenue
State College Boulevard / Orangewood Avenue
Harbor Boulevard / Gene Autry Way
Kraemer Boulevard / La Palma Avenue
Anaheim Boulevard / Ball Road
Tustin Avenue / La Palma Avenue
Anaheim Boulevard / Cerritos Avenue
Lakeview Street / La Palma Avenue
Anaheim Boulevard / Katella Avenue
Imperial Highway / La Palma Avenue

Future Daily Traffic Volumes (Existing General Plan)
The forecast average daily traffic volumes are shown in Figure 5.15-10. The portion of the I-5 Freeway
that runs through the City is projected to carry over 300,000 two-way daily volumes north of Euclid
Street, an increase of over 30% over today’s volumes. SR-91 Freeway volumes, at State College
Boulevard, are forecast to carry almost 260,000, an increase over 15% from existing levels. The percent
change rises to a 25% increase east of Imperial Highway. Volumes on SR-55 on Imperial Highway are
expected to increase approximately 29% near Lincoln Avenue. City-wide, roadways experience a modest
amount of growth from the existing baseline to the future scenario. Several arterial highways within the
City are projected to experience a significant amount of growth in daily traffic. These roads include:
Weir Canyon Road, forecast to increase over 200%;
Katella Avenue, forecast to carry almost 80,000 vehicles on some sections;
Serrano Road and Orangewood Avenues are forecast to experience over 100% increase in daily
trips; and,
Fairmont Boulevard would carry upwards of 40,000 vehicles per day if the SR-91 over crossing
were built.
Future (Existing General Plan) Peak Hour Conditions
The distribution of LOS grades for AM and PM peak hour can be seen in Table 5.15-3. The V/C ratios
and LOS grade results for individual intersections of the LOS analysis are presented in Appendix E.
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TABLE 5.15-3
FUTURE EXISTING GENERAL PLAN PEAK HOUR CONDITIONS
AM
PM
# of ICUs
# of ICUs
Intersections
LOS
Intersections
LOS
3
3
18
31
59
136

F
E
D
C
B
A

5
18
40
50
54
83

F
E
D
C
B
A

Twenty-five (25) of the two hundred and fifty (250) study intersections are projected to operate at an
unacceptable level of service (LOS E or F) during at least one of the peak hours. Four of the intersections
operate at unacceptable levels in both the AM and PM. Intersections with LOS E and F can be seen in
Figure 5.15-11. The twenty-five (25) intersections are:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Tustin Avenue / SR-91 East Bound Ramps (AM and PM)
Tustin Avenue / La Palma Avenue
Harbor Boulevard / Ball Road (AM and PM)
Manchester Avenue / I-5 South Bound / Katella Avenue
Fairmont Boulevard / Santa Ana Canyon Road (AM and PM)
Douglass Road / Katella Avenue (AM and PM)
Fairmont Boulevard / Santa Ana Canyon Road
Harbor Boulevard / Orangewood Avenue
Kraemer Boulevard / La Palma Avenue
Haster Street / Katella Avenue
Kraemer Boulevard / Orangethorpe Avenue
East Street / Lincoln Avenue
State College Boulevard / Katella Avenue
Dale Street / Lincoln Avenue
Euclid Street / La Palma Avenue
Douglass Road / Katella Avenue
Beach Boulevard / Lincoln Avenue
Imperial Highway / Santa Ana Canyon Road
State College Boulevard / Lincoln Avenue
State College Boulevard / Placentia Avenue
Weir Canyon Road / Santa Ana Canyon Road
Harbor Boulevard / Katella Avenue
Tustin Avenue / SR-91 West Bound Ramps
East Street / Orangethorpe Avenue
Euclid Street / Katella Avenue
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Thresholds of Significance

The criteria used to determine the significance of impacts on traffic and circulation are taken from Cityapproved Thresholds of Significance based on the City’s Initial Study and the model Initial Study
checklist in Appendix G of the State CEQA Guidelines. The project would typically result in a significant
impact on traffic and circulation systems if it would:
•
•
•
•
•
•

Cause an increase in traffic which is substantial in relation to the existing traffic load and capacity
of the street system (i.e., result in a substantial increase in either the number of vehicle trips, the
volume to capacity ratio on roads, or congestion at intersections);
Exceed, either individually or cumulatively, a level of service standard established by the County
Congestion Management Agency for designated roads or highways;
Result in a change in air traffic patterns, including either an increase in traffic levels or a change
in location that results in substantial safety risks;
Substantially increase hazards due to a design feature (e.g., sharp curves or dangerous
intersections) or incompatible uses (e.g., farm equipment);
Result in inadequate emergency access;
Result in inadequate parking capacity.

For purposes of determining a significant project impact in relation to the existing traffic load and
capacity of the street system, the City has adopted the following significance thresholds as shown on
Table 5.15-4. For the purposes of this calculation, the “Final V/C Ratio” shall mean the “Future V/C
Ratio” at an intersection considering impacts with Project, Ambient Growth and Related Projects but
without any proposed mitigation.

TABLE 5.15-4
TRAFFIC LOAD AND CAPACITY OF STREET SYSTEM
Level of Service
Final V/C Ratio
Project-related Increase
C
D
E, F

5.15.35.15.4

>0.700 – 0.800
>0.800 – 0.900
>0.900

Equal to or greater than 0.050
Equal to or greater than 0.030
Equal to or greater than 0.010

Analysis of Environmental Impacts

Future Conditions (Proposed General Plan)
The ATAM model was also used to forecast traffic volumes associated with buildout of the proposed
General Plan. This scenario represents the future conditions, including all elements of the updated
General Plan network.
This updated proposed network differs from the existing General Plan system in a few major areas. The
proposed updated General Plan Network does not include tests “with” and “without” scenarios for:
•
•
•
•

Fairmont Boulevard over crossing and interchange with of SR-91 and Santa Ana Drive
Gilbert Street between Crescent Avenue and Lincoln Avenue
Santa Ana Canyon Road from Gypsum Canyon Road to Coal Canyon Road
Extension of Gypsum Canyon Road, connecting Santa Ana Canyon Road to the SR-241
interchange
Oak Canyon Drive connection with Gypsum Canyon Road
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The updated proposed General Plan Network does include:
•
•
•

Lewis Street connecting to Gene Autry Way
Downsizing of Santa Ana Canyon Road from Weir Canyon Road to Gypsum Canyon Road
Downsizing of Weir Canyon Road to SR-241

Future Daily Traffic Volumes with Proposed General Plan
The portion of the I-5 Freeway that runs through the City is projected to carry less than 300,000 two-way
daily volumes north of Euclid Street. , an increase of 28% over today’s volumes. SR-91 Freeway
volumes, at State College Boulevard, are forecast to carry around 252,000. , and increase of 13% from
existing levels. The increase rises to a 20% increase on SR-91 east of Imperial Highway. Volumes on SR55 at Imperial Highway are expected to increase around 26% near Lincoln Avenue.
City-wide, roadways experience a modest amount of growth from the existing General Plan to the
updated General Plan scenario. Several arterials within the City are projected to experience a significant
amount of growth in daily traffic. Future average daily traffic for the updated General Plan can be seen in
Figure 5.15-10.
Future (2025) Updated General Plan Peak Hour Conditions
The distribution of LOS grades for AM and PM peak hour can be seen in Table 5.15-5. The VC ratios and
LOS grade results for individual intersections of the LOS analysis can be found in the Appendix E.
Twenty (20) of the two hundred and fifty (250) study intersections are projected to operate at an
unacceptable level of service (LOS E or F) during at least one of the peak periods, seen in Figure 5.15-11
Four of the intersections operate at unacceptable levels in the AM and PM. The twenty (20) intersections
are:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Tustin Avenue / La Palma Avenue
Imperial Highway / SR-91 East Bound Ramps
Douglass Road / Katella Avenue
Harbor Boulevard / Ball Road (AM and PM)
Imperial Highway / Santa Ana Canyon Road (AM and PM)
Manchester I-5 South Bound / Katella Avenue (AM and PM)
Tustin Avenue / SR-91 East Bound Ramps (AM and PM)
Kraemer Boulevard / La Palma Avenue
Harbor Boulevard / Orangewood Avenue
Weir Canyon Road / Santa Ana Canyon Road
Harbor Boulevard / Katella Avenue
Dale Street / Lincoln Avenue
Imperial Highway / Nohl Ranch Road
Imperial Highway / La Palma Avenue
Imperial Highway / Orangethorpe Avenue
East Street / Lincoln Avenue
Beach Boulevard / Lincoln Avenue
East Street / Orangethorpe Avenue
Weir Canyon Road / SR-91 East Bound Ramps
Euclid Street / Katella Avenue
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TABLE 5.15-5
FUTURE UPDATED GENERAL PLAN PEAK HOUR
CONDITIONS
AM
PM
# of
# of ICUs
Intersections
LOS
Intersections
LOS
3
3
15
26
51
152

F
E
D
C
B
A

3
15
21
52
58
101

F
E
D
C
B
A

Current Plans
The following section outlines the City’s planned freeway and street system, public transportation,
vanpooling, bikeways, pedestrian facilities, truck routes, railroad operations, and parking.
Freeways
One general-purpose lane would be added in each direction of the SR-91 Freeway, east of the SR-55
Freeway to the Riverside County line, as part of the SR-91 widening project. In addition, the SR-91
Chokepoint project is planned to address the congestion resulting from vehicles traveling north on the
Eastern Toll Road (SR-241) not being able to enter SR-91, most notably in the eastbound direction. This
project will add auxiliary lanes on the SR-91 Freeway between the ETC in Orange County and the SR-57
Freeway in Riverside County. The additions will reduce congestion and delays occurring between these
two junctions and increase the effectiveness of the toll road. Construction is expected to be completed
by 2007 for eastbound improvements and 2010 for the westbound improvements.
OCTA’s financially constrained balanced plan for the SR-57 Freeway within the City of Anaheim includes
the following improvements:
•
•
•

Add a northbound auxiliary lane from Katella Avenue to Lincoln Avenue;
Add a southbound auxiliary lane from Ball Road to Katella Avenue; and
Add a fourth northbound through lane at SR-91.

A Project Study Report addressing the northbound lane additions is expected to be completed shortly, at
which time the environmental clearance process will begin.
Arterial Streets
Figure 5.15-14 illustrates the City’s Updated Long-Term Roadway Plan for arterial streets.

Anaheim General Plan/Zoning Code Update EIR

City of Anaheim • Page 5-301

5.

Environmental Analysis

This page intentionally left blank

Page 5-302 • The Planning Center

May 2004

5.

Environmental Analysis

This page intentionally left blank

Page 5-304 • The Planning Center

May 2004

5.

Environmental Analysis

Public Transportation
In the near future 2007, OCTA plans to begin implementing a Bus Rapid Transit (BRT) program in
Orange County. BRT combines communications technology, traffic signal priority, specifically designed
vehicles, rapid fare collection, and rail style stations to create a system that exhibits the flexibility of
buses with features more typical of rail transit. A BRT demonstration project on Harbor Boulevard is
expected to begin in 2007. complete by 2006. In addition, BRT lines on Katella Avenue, La Palma
Avenue, St. College, and Beach Boulevard are planned to be added to the system following the
completion of the demonstration project. These BRT routes are expected to improve travel time for
transit users by up to 50% over existing bus service.
As the number of trips between Orange and Riverside Counties is forecast to double over the next twenty
years, OCTA is planning an express bus service along the SR-91 corridor to accommodate the increases
in travel demand. OCTA has worked with the Riverside Transit Agency and the Riverside County
Transportation Commission to develop a demonstration schedule for this project. The plan proposes
that eight routes originate in Riverside County and travel to major employment centers in Orange
County, including The Canyon and The Anaheim Resort® Area. It is expected that an express bus will
be crossing the County line along the corridor every 7.5 minutes during peak hours when the eight
proposed lines are operating.
OCTA’s ten-year transit plan is illustrated in Figure 5.15-13. New routes are planned for Nohl Ranch
Road and Santa Ana Canyon Road, filling in the public transit gap that is currently present in eastern
Anaheim.
Rail Operations
OCTA’s long-range plan includes expansion of Metrolink commuter rail service. Commuter rail is a
mode of inter-city intra-region travel that primarily transports people during the peak hours to major
employment centers. As a result, it typically carries long-distance trips, serves stations that are several 3
to 5 miles apart, and has high average operating speeds.
Ridership in Fiscal Year 2001-2002 was 1,427,000 for the Orange County Line with nineteen daily trips.
Current plans for future commuter rail in Orange County involve adding service to the existing Metrolink
lines, with an expected thirty daily trips operating in 2020 on the Orange County Line. The Inland
Empire-Orange County Line and 91 Line are each projected to increase from nine daily trips in 2002 to
21 in 2020. OCTA’s Baseline Plan includes a plan to doubletrack Lincoln Avenue, while the Balanced
Plan, constrained to 2030 for development, contains plans for 15 minute headways on the Orange Line
and 30 minute headways on the Inland Empire-Orange County Line, plus increased rail feeder bus
service.
Freight train movements are expected to increase on the rail lines through Anaheim, with an expected
increase from 50 to 70 trains per day to 135 to 150 trains daily by the end of the decade on Burlington
Northern Santa Fe’s (BNSF) main transcontinental line that runs through northern segments of the City.
The Orange North-American Trade Access Corridor Authority (ONTRAC) part of the Orange County
Gateway project, will grade separate the BNSF main line in northern Orange Countywest of Imperial
Highway. The project was developed to eliminate traffic conflicts at 11 grade crossings, increase safety
at rail crossings, and provide congestion relief. The project is expected to be completed in 2006.
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Other rail plans include a pre-development study of a proposed maglev rail line from Union Station in
downtown Los Angeles to the City of Anaheim conducted by the Gateway City Council of Governments.
In addition, OCTA and the West Orange County Cities Association are studying a possible transit
guideway along the Pacific Electric right-of-way in western Orange County. The project consists of two
components: mixed-use development in growth centers and the 33-mile train route linking 13 cities.
Another proposed rail line is the California-Nevada High Speed Rail, which would connect Anaheim to
Las Vegas via Prim, Barstow/Victorville, and Ontario International Airport with a future possible extension
to Las Vegas. The alignment of this rail project would be along the existing I-15 right-of-way between
Barstow and Las Vegas. Report findings shown that the maglev train could reach speeds of up to 300
miles per hour along parts of its 270 mile length, with ridership and revenue estimates forecast to be
highest in metropolitan areas of Southern California. A portion of the proposed alignment would travel
through Anaheim along the SR-91 Freeway south of the Anaheim Regional Transportation Intermodal
Center Station.
In addition, OCTA continues to plan for the Centerline rail project to run from Irvine to Santa Ana. The
potential new rail lines would connect at the Anaheim Regional Transportation Intermodal Center
(ARTIC) Station. The ARTIC would act as a hub for seamless intermodal access to the new rail projects,
as well as existing Amtrak Surfliner and Metrolink services.
The California High Speed Rail Authority is also studying a high speed train system from San Diego to
San Francisco and Sacramento, which would travel through Anaheim adjacent to one of the existing rail
lines that traverses the City. If successful, this project could provide high speed rail service to City
residents.
Bikeway System
Proposed Class II Bikeways are planned on Brookhurst and Euclid Streets within Anaheim city limits and
are part of OCTA’s Baseline Plan. These bikeways would provide connections between the
existing facilities and would provide greater coverage in the City. OCTA’s strategic
Bikeways Plan includes several projects in the City, which are illustrated in Figure 5.15-16.
Other routes included on OCTA’s Strategic Bikeways Plan include:
One 0.25-mile project from the Santa Ana River bikeway to Angel Stadium of Anaheim.
Class II routes on Brookhurst Street, State College and Kraemer Boulevards, Orangethorpe and
Orangewood Avenues, Ball Road, and Imperial Highway.
Second and Third Priority Projects
IMPACT:

CAUSE AN INCREASE IN TRAFFIC WHICH IS SUBSTANTIAL IN RELATION TO THE
EXISTING TRAFFIC LOAD AND CAPACITY OF THE STREET SYSTEM

Impact Analysis: To estimate the impact of traffic at buildout on the updated General Plan road system,
peak hour period LOS were calculated for the updated General Plan and were compared to existing
conditions and the existing General Plan. This scenario represents the future condition, including all
elements of the updated proposed General Plan network.
This updated proposed network differs from the existing General Plan system in a few major areas. The
proposedupdated General Plan network does not include tests “with” and “without” scenarios for:
•
•

Fairmont Boulevard over crossing and interchange withof SR-91 and Santa Ana River
Gilbert Street between Crescent Avenue and Lincoln Avenue
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Santa Ana Street between Olive Street and East Street
Santa Ana Canyon Road from Gypsum Canyon Road to Coal Canyon Road
Extension of Gypsum Canyon Road, connecting Santa Ana Canyon Road to the SR-241
interchange
Oak Canyon Drive connection with Gypsum Canyon Road

The updated proposed General Plan network does include:
•
•
•

Lewis Street connecting to Gene Autry Way
Downsizing of Santa Ana Canyon Road from Weir Canyon Road to Gypsum Canyon Road
Downsizing of Weir Canyon Road to SR-241

Figure 5.15-16 Proposed Strategic Bicycle Plan Network

Future Level of Service
The General Plan Update future conditions scenario identified intersections that are projected to operate
at an unacceptable level of service in 2025. This scenario identifies a preliminary set of measures
designed to decrease the congestion at those intersections.
This scenario includes all programmed roadway and intersection improvements outlined in the OCTAs
Balanced Plan, intersection improvements recommended in recent environmental impact reports for
projects within and outside the City, and other improvements that will either mitigate each intersection to
an acceptable level of service or will widen the intersection to its maximum feasible configuration. The
maximum feasible configuration for an approach on a major arterial includes dual left-turn lanes, three
through lanes and an exclusive right-turn lane. The maximum feasible configuration for an approach on
a primary arterial includes dual left-turn lanes, two through lanes, and an exclusive right-turn lane.
Future Peak Hour Conditions
Peak Hour ICU analysis identified intersections in need of additional enhancements, beyond those
planned in the existing General Plan, and also those intersections that are not in need of the expanded
capacity planned in the existing General Plan. In particular, some of the critical intersections in the
existing General Plan do not require the full number of lanes currently planned. Adjustments in
intersection lane geometry enable many of the intersections to function more efficiently and raise falling
failing LOS grades to acceptable levels. Distribution of LOS grades after lane modifications are shown in
Table 5.15-6.
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TABLE 5.15-6
UPDATED GENERAL PLAN WITH LANE MODIFICATIONS LOS
SUMMARY
AM
PM
# of ICUs
# of ICUs
Intersections
LOS
Intersections
LOS
1
1
19
28
59
148

F
E
D
C
B
A

2
4
33
61
55
101

F
E
D
C
B
A

A total of seven intersections are projected to operate at LOS E or F and need additional enhancements
beyond those already planned in the Circulation Element, illustrated in Table 5.15-7, as well as Figure
5.15-14. The following seven intersections were the only intersections that were unable to be mitigated
to acceptable levels through the existing MPAH:
•
•
•
•
•
•
•

Dale Street/Lincoln Avenue
Harbor Boulevard / Ball Road
Sportstown Way/Katella Avenue
Tustin Avenue / La Palma Avenue
Tustin Avenue/SR-91 West Bound Ramps
Imperial Highway/Santa Ana Canyon Road
Weir Canyon Road/SR-91 East Bound Ramps

TABLE 5.15-7
UPDATED GENERAL PLAN WITH LANE MODIFICATIONS LOS & VIC
RATIOS
Description
AM LOS
AM V/C
PM LOS PM V/C
Harbor Boulevard / Ball Road
Imperial Highway / Santa Ana Canyon Road
Tustin Avenue / La Palma Avenue

Anaheim General Plan/Zoning Code Update EIR

D
D
E

0.88
0.90
0.93

F
E
C

1.01
0.93
0.75
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The grade separation of the intersection of Imperial Highway/Orangethorpe Avenue would improve this
location to LOS D with proposed General Plan volumes. In addition, one of the intersections, Imperial
Highway/Orangethorpe Avenue, are CMP designated intersections; therefore an LOS E is an acceptable
LOS grade. The Harbor/Ball intersection would have a failing LOS, and would thus remain a significant
adverse impact.
These results reflect a worst-case future scenario, with only modest reduction in peak travel demands
due to Transportation Demand Management (TDM) strategies. The General Plan Goals and Policies
regarding development mitigation of traffic impacts, land use balance, transit demand management,
advanced transportation technology and alternative travel modes would improve future conditions by
reducing travel demands and optimizing circulation system efficiency.
Relevant Goals and Policies
Proposed General Plan policies related to the provision of a comprehensive street system that facilitates
current and long term circulation of vehicles throughout the City include:
•

•
•
•
•

Assign street classifications to provide an acceptable level of service based on projected traffic
demands, circulation functions and the area that they are intended to serve. The system will be
coordinated with the Orange County Master Plan of Arterial Highways and the circulation plans
of adjacent cities. (Circulation Element Goal 1.1, Policy 1)
Require that major new development proposals include traffic impact analyses that identify
measures and financing to mitigate traffic impacts. (Circulation Element Goal 1.1, Policy 3)
Continue to qualify for funds for transportation improvements by complying with Measure M
requirements. (Circulation Element Policy 1.1, Goal 5)
Ensure the provision of needed transportation improvements through the site plan and
environmental review process. (Circulation Element Policy 1.1, Goal 6)
Continue Capital Improvement Program funding processes for transportation improvements
based on the most recent level of service data. (Circulation Element Policy 1.1, Goal 8)

Proposed General Plan policies related to maintaining efficient traffic operations on City streets and a
peak hour level of service D or better at street intersections include:
•
•
•
•

•

Make improvements to streets and intersections experiencing conditions worse than the
applicable Level of Service standard by providing appropriate mitigationimprovements,
including, but not limited to:. (Circulation Element Goal 2.1, Policy 1)
Landscaped median islands to restrict left turns, with median opening spacing occurring a
minimum of 400 feet apart, and preferably limited to signalized locations. (Circulation Element
Goal 2.1, Policy 2)
Adequate driveway spacing of at least 230 feet between driveways on arterial highways.
(Circulation Element Goal 2.1, Policy 3)
Improve intersection operations by modifying providing optimal ongoing traffic signal timing at
intersections and coordinating with other signals, as appropriatemaintenance and Intelligent
Transportation Systems operations per Institute of Transportation Engineer guidelines.
(Circulation Element Goal 2.1, Policy 42)
Install new warranted signals as warranted and funding permits, with minimum preferred spacing
of 1,000 feet apart. (Circulation Element Goal 2.1, Policy 53)

Proposed General Plan policies related to proposed improvements on highways passing near and
through the City include:
•

Continue working with Caltrans and the Federal Highways Administration to address traffic flow
along State highways that traverse the City. (Circulation Element Goal 1.2, Policy 1)
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Work with Caltrans to identify needed improvements to its facilities in the City as necessary.
(Circulation Element Goal 1.2, Policy 3)
Work with Caltrans and adjacent jurisdictions to improve the operational performance of
highways within and adjacent to the City. (Circulation Element Goal 1.2, Policy 4)
Work with Caltrans in analyzing the performance of freeway interchanges located in the City and
seek appropriate improvements. (Circulation Element Goal 1.2, Policy 5)
Discourage Riverside (SR-91) Freeway bypass traffic through the Hill and Canyon Area by
participatinge in related Major Investment Studies and support working with Caltrans and OCTA
to improve traffic flow on SR-91. (Circulation Element Goal 1.2, Policy 26)

Proposed General Plan policies related to supporting the development of mass transit, where
appropriate, as a viable alternative to automobile travel include:
•
•
•
•
•
•
•
•

Support the efforts of regional, State and Federal agencies to provide additional local and
express bus service in the City. (Circulation Element Goal 5.1, Policy 1)
Support transit supportive land uses and in new development. (Circulation Element Goal 5.1,
Policy 3)
Support OCTA’s development of a Bus Rapid Transit (BRT) system that is sensitive to the City’s
aesthetic needs. (Circulation Element Goal 5.1, Policy 4)
Intensify land uses in close proximity to future bus BRT stop(s) where appropriate. (Circulation
Element Goal 5.1, Policy 5)
Support efforts to enhance passenger and commuter rail systems and services. (Circulation
Element Goal 6.1, Policy 1)
Encourage Pursue the development of multi-modal transit opportunities at The Platinum
Triangle, including the development of an Intermodal Transportation Center. (Circulation
Element Goal 6.1, Policy 2)
Participate in and support further study further study of regional and interstate rail projects.
(Circulation Element Goal 6.1, Policy 3)
Participate in passenger rail planning efforts. (Circulation Element Goal 6.1, Policy 5)

Existing Codes and Regulations
•

No existing codes or regulations related to traffic and circulation apply to the proposed General Plan
and Zoning Code Update.

Level of Significance Before Mitigation: Potentially significant.
Mitigation Measures:
5.15-1

The City shall continue to coordinate with Caltrans (designated as lead agency) and the City
of Yorba Linda to implement the planned grade separation at the intersection of Imperial
Highway/Orangethorpe Avenue.

5.15-2

The General Plan Circulation Element and associated Planned Roadway Network Map
(Figure C-1 of the General Plan), identifies those roadways that are planned to
accommodate current development and future growth established by the Land Use Element.
Roadways will be constructed as development occurs and as funding becomes available. In
addition to the roadways identified on the Planned Roadway Network Map, the following
improvements will be necessary to maintain acceptable levels of service within the
anticipated theoretical buildout identified in the General Plan:
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Intersection of Dale Avenue/Lincoln Avenue; add an additional Eeast Bbound right turn
lane
Intersection of Harbor BoulevardBlvd/Ball Road; add a 4th Wwest Bbound through lane
Intersection of Sportstown Way/Katella Avenue; change Nnorth Bbound lane
configuration from 1/1/2 to 1.5/.5/2
Intersection of Tustin Avenue/La Palma Avenue; change Ssouth Bbound lane
configuration from 2/3/1 to 2/4/0 (would require triple left turn lanes on the Nnorth
Bbound or Wwest Bbound approach to mitigate to LOS D
Intersection of Tustin Avenue/SR-91 Wwest Bbound ramps; add a second Nnorth
Bbound left turn lane
Intersection of Imperial HighwayHwy/Santa Ana Canyon Road; add a Nnorth Bbound
right turn lane (would require triple lefts SB or EB or a 4th through lane Nnorth Bbound
to mitigate PM peak hour to LOS D)
Intersection of Weir Canyon Road/SR-91 Eeast Bbound ramps; add a 4th Ssouth
Bbound through lane

5.15-3

The City shall pursue all available funding, including Measure M funding, necessary to
implement the circulation improvements identified in the City’s Circulation Element and
Mitigation Measure 5.15-2. Implementation of transportation improvements identified in the
City’s Circulation Element and Mitigation Measure 5.15-2 shall be conducted in coordination
with Caltrans, the County of Orange, the Orange County Transportation Authority (OCTA),
and surrounding jurisdictions. To qualify for Measure M funds, the City of Anaheim must
comply with the Countywide Growth Management Program component requirements and
have an established policy framework for the required Growth Management Program
through the adoption of a Growth Management Element. The updated Growth Management
Element will maintain provisions of the existing Growth Management element which: 1)
establishes policy statements that identify acceptable traffic levels of service (LOS); 2)
commits the City to implement a development mitigation program; and 3) commits the City
to implement a development phasing and monitoring program.

5.15-4

Prior to issuance of building permits for new development forecast to generate 100 or more
peak hour trips, as determined by the City Traffic and Transportation Manager utilizing
Anaheim Traffic Analysis Model Trip Generation Rates, the property owner/developer shall
be required to pay the City of Anaheim for all costs associated with updating the applicable
Transportation Model to include the trips associated with their proposed development. This
model update will be used to determine and program the extent and phasing of
improvements necessary to accommodate the proposed development.
If the model demonstrates that the proposed development will cause an intersection to
operate at an unacceptable level of service (LOS “E” or “F” depending on the location), the
property owner/developer shall be responsible for constructing its fair share of necessary
improvements to maintain acceptable levels of service at intersections within Anaheim and
surrounding municipalities for the anticipated theoretical buildout of the General Plan as
identified in the City’s Circulation Element and Mitigation Measure 5.15-2.

5.15-5

Prior to issuance of each building permit, appropriate Traffic Signal Assessment Fees and
Traffic Impact and Improvement Fees shall be paid by the property owner/developer to the
City of Anaheim in amounts determined by the City Council Resolution in effect at the time of
issuance of the building permit with credit given for City-authorized improvements provided
by the property owner/developer; and participate in all applicable reimbursement or benefit
districts which have been established.
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5.15-6

Prior to approval of the first final subdivision map or issuance of the first building permit,
whichever occurs first, and subject to nexus requirements, the property owner/developer
shall irrevocably offer for dedication (with subordination of easements), including necessary
construction easements, the ultimate arterial highway right(s)-of-way as shown in the
Circulation Element of the Anaheim General Plan adjacent to their property.

5.15-7

Prior to final building and zoning inspection; and, ongoing during project operation, the
property owner/developer of projects anticipated to employ 250 or more employees shall
join and participate in the Anaheim Transportation Network/Transportation Management
Association.

5.15-8

For a hotel or motel development in the Anaheim Resort Specific Plan Expansion Area,
which exceeds 75 rooms per gross acre, the property owner/developer shall enter into an
agreement with the City to the satisfaction of the City Traffic and Transportation Manager
and City Attorney’s office to implement TDM measures sufficient to maintain actual trip
generation from the development at a level that does not exceed the number of trips
assumed by the Anaheim Traffic Analysis Model.

Level of Significance After Mitigation: The proposed Circulation Element includes improvements
necessary to maintain adequate levels of service in the City at buildout. However, the improvements
necessary to maintain adequate levels of service at the Harbor/Ball intersection could impact adjacent
land uses. As a result, a significant impact would remain if the City chooses not to implement the
required improvements. The proposed Circulation Element includes improvements necessary to
maintain adequate levels of service in the City at buildout. However, even with implementation of
planned improvements, the following intersections would operate at Level of Service “E” or “F.”
Harbor Boulevard / Ball Road
Imperial Highway / Santa Ana Canyon Road
Tustin Avenue / La Palma Avenue
As a result, impacts to these intersections would remain a Significant Unavoidable Adverse Impact.
IMPACT:

WOULD THE PROJECT EXCEED, EITHER INDIVIDUALLY OR CUMULATIVELY, A
LEVEL OF SERVICE STANDARD ESTABLISHED BY THE COUNTY CONGESTION
MANAGEMENT AGENCY FOR DESIGNATED ROADS OR HIGHWAYS

Impact Analysis: As stated above, two intersections, Harbor Boulevard/Katella Avenue and Imperial
Highway/Orangethorpe Avenue, are CMP designated intersections and therefore an LOS E is an
acceptable LOS grade. The grade separation of the intersection of Imperial Highway/Orangethorpe, as
required by Mitigation Measure 5.15-1, would improve this location to LOS D with proposed General Plan
volumes. The Harbor/Ball intersection would have a failing LOS, and would thus remain a significant
adverse impact.
Level of Significance Before Mitigation: Potentially significant.
Mitigation Measures: No mitigation measures are necessary.
Level of Significance After Mitigation: The proposed Circulation Element includes improvements
necessary to maintain adequate levels of service in the City at buildout. However, the improvements
necessary to maintain adequate levels of service at the Harbor/Ball intersection could impact adjacent
land uses. As a result, a significant impact would remain if the City chooses not to implement the
required improvements. The proposed Circulation Element includes improvements necessary to
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maintain adequate levels of service in the City at buildout. However, even with implementation of
planned improvements, the following CMP intersection would operate at Level of Service “E” or “F.”
Harbor Boulevard / Ball Road
As a result, impacts to this intersection would remain a Significant Unavoidable Adverse Impact.
IMPACT:

RESULT IN A CHANGE IN AIR TRAFFIC PATTERNS, INCLUDING EITHER AN
INCREASE IN TRAFFIC LEVELS OR A CHANGE IN LOCATION THAT RESULTS IN
SUBSTANTIAL SAFETY RISKS

Impact Analysis: Although the proposed project would result in changes to the land use and zoning
standards in portions of the City, the changes would not impact air traffic patterns. No airports are
located within the City.
Relevant Goals and Policies
•

See Relevant Goals and Policies listed above under “Project Would Increase The Use Of Existing
Neighborhood And Regional Parks Or Other Recreational Facilities Such That Substantial
Physical Deterioration Of The Facility Would Occur Or Be Accelerated.”

Existing Codes and Regulations
•

No existing codes or regulations related to traffic and circulation apply to the proposed General Plan
and Zoning Code Update.

Level of Significance Before Mitigation: Less than significant.
Mitigation Measures: No mitigation measures are necessary.
Level of Significance After Mitigation: No significant adverse impacts were identified and no mitigation
measures are necessary.
IMPACT:

WOULD THE PROJECT SUBSTANTIALLY INCREASE HAZARDS DUE TO A DESIGN
FEATURE (E.G., SHARP CURVES OR DANGEROUS INTERSECTIONS) OR
INCOMPATIBLE USES (E.G., FARM EQUIPMENT)

Impact Analysis: The proposed project would result in changes to the circulation network, but would
not increase hazards due to a design feature. The City has adopted roadway design standards
whichstandards that would preclude the construction of any unsafe design features. Therefore, no
impact is anticipated.
Relevant Goals and Policies
Proposed General Plan policies related to maintaining a safe circulation system include:
•
•
•

Promote the principle that streets have multiple uses and users, and protect the safety of all
users. (Circulation Element Goal 2.2, Policy 1)
Discourage high speed, through traffic on local streets with appropriate traffic calming measures
(e.g., traffic enforcement, bulb-outs, speed humpslane striping, chokers, etc). (Circulation
Element Goal 2.2, Policy 2)
Design access onto major arterial streets in an orderly and controlled manner. (Circulation
Element Goal 2.2, Policy 3)
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Promote common driveways and reduce curb cuts along arterial highways to minimize impacts
to traffic flows. (Circulation Element Goal 2.2, Policy 4)
Utilize shared driveways in common areas to minimize disruptions to traffic and
pedestrian/bicycle flow. (Circulation Element Goal 2.2, Policy 5)
Implement street design features such as the use of medians, bus turnouts and consolidated
driveways to minimize mid-block traffic congestion. (Circulation Element Goal 2.2, Policy 6)
Implement street design features that discourage through traffic intrusion on residential streets.
(Circulation Element Goal 2.2, Policy 7)
Support freeway improvements that remove through traffic from local streets. (Circulation
Element Goal 2.2, Policy 8)
Provide bus turnouts along heavily traveled arterials to minimize traffic conflicts. (Circulation
Element Goal 2.2, Policy 9)
Provide adequate sight distances for safe vehicular movement on roadways and at intersections.
(Circulation Element Goal 2.2, Policy 10)

Existing Codes and Regulations
•

No existing codes or regulations related to traffic and circulation apply to the proposed General Plan
and Zoning Code Update.

Level of Significance Before Mitigation: Less than significant.
Mitigation Measures: No mitigation measures are necessary.
Level of Significance After Mitigation: No significant adverse impacts were identified and no mitigation
measures are necessary.
IMPACT:

WOULD THE PROJECT RESULT IN INADEQUATE EMERGENCY ACCESS OR
PARKING CAPACITY

Impact Analysis: The proposed project would involve an update to the General Plan and Zoning Code.
Growth in population, employment and housing, along with implementation of the Recommended Land
Use Alternative could result in intensification in some areas of the City, thus impacting parking.
Currently, parking shortages occasionally occur in various neighborhoods. The City has established a
residential parking permit program in response to parking constraints within certain neighborhoods.
Furthermore, the Zoning Code establishes parking standards to ensure the attractiveness and adequacy
of parking and loading for residential and non-residential areas. Therefore, no significant impacts are
anticipated.
With regards to emergency access, the proposed Circulation Element has been designed to provide and
maintain a comprehensive circulation system within the City at buildout. Adequate levels of service are
maintained with the exception of three intersections. As a result, no significant impacts to emergency
access are associated with the proposed General Plan and Zoning Code Update.
Relevant Goals and Policies
Proposed General Plan policies related to ensuring adequate parking in the City for residents, visitors
and businesses include:
•

Assess the adequacy of existing or proposed on- and off-street parking as needed, especially in
urban and commercial areas, to modify existing developments or ensure our standards are
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adequate or in conjunction with new developmentthat an adequate supply is provided.
(Circulation Element Goal 12.1, Policy 1)
Explore strategies for the management of parking supply, which can include parking fees,
metered on-street parking, and staggered work schedules. (Circulation Element Goal 12.1,
Policy 2)
Develop strategies for the control of parking demand such as improved transit service, amenities
for bicyclists, and rideshare vehicles. (Circulation Element Goal 12.1, Policy 3)
Develop strategies for shared parking opportunities in mixed-use and multiple-use development.
(Circulation Element Goal 12.1, Policy 4)

Existing Codes and Regulations
•

Future projects shall comply with the parking requirements contained in the Zoning Code.

Level of Significance Before Mitigation: Less than significant.
Mitigation Measures: No mitigation measures are necessary.
Level of Significance After Mitigation: No significant adverse impacts were identified and no mitigation
measures are necessary.
5.15.45.15.5

Significant Unavoidable Adverse Impacts

The proposed Circulation Element includes improvements necessary to maintain adequate levels of
service in the City at buildout. However, the improvements necessary to maintain adequate levels of
service at the Harbor/Ball intersection could impact adjacent land uses. As a result, a significant impact
would remain if the City chooses not to implement the required improvements. The intersection could be
improved to LOS E with improvements for a westbound fourth through lane plus a separate right-turnonly lane. It is important to note, however, that these improvements may require additional right-of-way
acquisition. As a result, even if the referenced improvements are implemented, impacts to this
intersection would remain (at LOS E) a Significant Unavoidable Adverse Impact.
The proposed project would result in significant unavoidable adverse impacts to the following
intersections:
Harbor Boulevard / Ball Road
Imperial Highway / Santa Ana Canyon Road
Tustin Avenue / La Palma Avenue
As stated earlier, two intersections, Harbor/Katella and Imperial Highway/Orangethorpe, are CMP
designated intersections and although they are designated with LOS E, because they are classified as
CMP intersections, LOS E is an acceptable LOS grade. These intersections could be improved with
extraordinary improvements, including triple left lanes or additional through lanes. It is important to note,
however, that these improvements may require additional right-of-way acquisition that could impact
existing adjacent land uses beyond what would occur through the maximum feasible configuration. As a
result, if the extraordinary improvements are not implemented, impacts to these intersections would
remain a Significant Unavoidable Adverse Impact.
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