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PREFACE 

This doc ument is one of two volumes which together constitute the Final Environmental Im
pact Statement (FEIS) for the El Segundo-Norwalk (Interstate 105) Transportation Corridor. 

An EIS i s required by the National Environmental Policy Act of 1969 (NEPA) and by the 
California Environmental Quality Act of 1970 (CEQA) on proposed projects or actions which 
cou ld have significant effect o n man's environment. 

This Final EIS is the culmination of a recent environmental reassessment and a transporta
tion s tudy which began in 1972. The preliminary results of this study, which considered 
a numb e r o f conceptual, locational and design alternatives , are contained in a Draft Envi
r onmental Impa c t Statement ( DEIS) which was released for public review and comment on 
De c ember 19, 1974. In addition to the Draft Statement, ten public hearings were conducted 
in 1975 to further acquaint the public with the studies, and to elicit further public 
comment. 

As a result of the studies, written and oral comment received on the Draft or at the pub
lic hearings, this Final Statement has been prepared. While the Draft EIS is a single 
vo lume, this Final EIS consists of two volumes. Volume I is to a considerable extent a 
mo difi c ation o f the Draft. Changes have been marked with a line in the outside margin, 
for the benefit of a reader already familiar with the Draft who merely desires to review 
these changes. 

Also, in the DEIS, the description and discussion of the Freeway-Transitway was for the 
l ocatio n as originally adopted by the California Highway Commission. A major alternative 
location then under study, for a portion of the route in and near the City of Hawthorne, 
was discussed under a subheading entitled, "Hawthorne Variation". In this Final EIS, the 
discussion of the proposed project is for the original adopted location, except in the 
Hawtho rne area where a modification of the alternative location discussed in the DEIS is 
proposed. 

Included at the back of Volume I is a Section 4(f) Statement. Section 4(f) of the ' Depart
ment of Transportation Act of 1968 requires that special attention be given to the preser
vation of parks, recreation lands, and historical sites. The Section 4(f) Statement 
includes the analysis, consideration and documentation given to these facilities. A Draft 
Sec tion 4(f) Statement was circulated for comment on May 14, 1976. 

Volume II of the Final EIS consists of the verbatim text of written or oral comments 
received in response to the Draft EIS and at public hearings. These comments are separated 
into two categories. The first Category consists of those comments requiring a response. 
These comments are handled in one of two ways. Either they are addressed completely in 
Volume II itself, or by revisions in the text of Volume I. In this latter case, an appro
priate reference is noted in Volume II for the benefit of the reader. 

The second Category of comments are those which do not require a response. These comments 
have been included in the Final EIS to complete the record. 

At the back of Volume II is an Appendix. It includes supplemental data of importance to a 
full understanding of the proposed Project and its impacts. 
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smmARY OF 
FI:iAL ENVIRONME:fT.\L I'fPACT STATEtIBNT 

on 
FEDERAL HIGHWAY Ai'miiHSTRATIVE ACTION 

A. ADMINISTRATIVE ACTION 

) Draft ( X ) Final 

x ) Section 4(f) Stat~ment Attached 

The following people may he contacted for additional information: 

~r. S. L. Elicks, P.E. 
Chief, Project Development Branch A 
Ca lifornia Department of Transportation 
120 South Spring ~treet 
Los Angeles, CA 90012 
Telephone: (213) 620-2300 

Mr. A. J. Gallardo 
District Engineer 
Federal Highway Administration 
P.O. Box 1915 
Sacramento, CA 95809 
Telephone: (916) 440-3578 

1. BRIEF DESCRIPTION OF TRANSPORTATION IMPROVEMENT 

The proposed improvement is the construction of the Route 105 Interstate Freeway
Transitway, as an 8-lane fully access-controlled highway, between Sepulveda Boulevard near 
Los Angeles International Airport (LAX) and the Route 605 Interstate Freeway in the City 
of Norwalk; and construction on State Route 1 of a multi-lane end of freeway transition 
west of Sepulveda Boulevard just south of Los Angeles International Airport. 

The basic right-of-way width is 320 feet, which includes provisions for public tran
sit facilities in the ~ •eeafmtiae p~ 

Southern California Rapid Transit District (SCRTD), the agency responsible for public 
transit development in the Los Angeles area, bas designated the I-105 Transportation Cor
ridor as one element (a bumy) tn its Regional System of Transit Corridors, adopted in 
July 1974. 

Basic _f.acilitte . · , .. . ;~ aa,,wm•• .~~ a..a~ laa•a, · pwen1er 
loading "' plat.fo.rma~ · . · ltd,\ft eonatruo~ ;1-.,,ct •,,.,Unaiaced by Caltrana and the 
Federal Highway Adlll1nisuct:lEOl-.Mllll4 oned on the timely cormnitment of the Regional Tran
sit District to implement other necessary facilities and equipment to ensure a viable 
operating transitway. 

,,,..~ ~_;;: . .J':'fJ#,JH!__.,• ... :.:·,.-,, ·: ~-f-, :f ... .:" ,, > .... ' ~ • ' 

Although 1f.H "-f.ra:tt8ftw. • ocmc-1,ved ,1te ,•• bu..,.J';, ) it could; be 
facility if broad public support develops. In this event, however, 
ably involve sources other than State and Federal Highway Funds. 

implaenrted aa a rail 
financing would prob-

The Project will be operated consistent with prevailing State and Regional Transpor
tation Plans. At present these plans stress the need for an improvement in ai~ _qu&lity 
and energy conservation. ,=--,4Zi _lietbol .«:J:;:tCP }_l;> J i'ip).tc•4 i . r .. J'•1:~.Jl t:oq• __ tat. wcnt1.d prob
ably entail deaignat to~.-f·"CorlU gb-oceupancy ,' laa• adJ•cent to · t h• •~ •tM~buaeae-ftd car
pools ; a buffer lane; three lanes each way for trucks and the remainder of personal vehi
cles; and ramp metering for preferential treatment of buses and carpools, as well as to 
ensure free-flow conditions on the facility. • • ·t&etww • tbod of .operation •Ul ·,be 
determined on the basis of an( em,irOllll!tnta¼ . •••e---111·,. -made ·• il!lilM1lrte!y' fr,tor t ci -opening 
the entire facility to t~aftlc, 
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The transportation corridor traversed by this project consists largely of flat urban 
landscape, fully developed and predominantly residential in nature although some commer
cial and manufacturing areas exist at various locations. 

The project length is 17.2 miles on Route 105 and 0.4 mile on Route 1. 
lengths of work occur on the four existing freeways which intersect Route 105. 

Varying 

The proposed project is on new location for the most part and is designed, where 
feasible, to be depressed through residential areas and elevated in commercial or manufac
turing areas. The location proppsed is as shown on Figure 1-2. 

No other proposed Federal a~tions are included in this Statement. 

2. BACKGROUND 

Both the Route 105 Freeway and the Coastal Freeway (State Route 1) were formally 
included by the Legislature in the California Freeway and Expressway System in 1959, After 
extensive hearings, the California Highway Commission adopted by segments, the location of 
this freeway between 1965 and 1970. In 1968 the entire route was made part of the National 
System of Interstate and Defense Highways. 

On the basis of 1969 and 1970 Design Hearings, the Federal Highway Administration 
(FHWA) gave approval to the location and major design features, authorized acquisition of 
whole parcels of property for the entire length of the Route 105 project and approved the 
location of this section of State Route 1. All required freeway agreements between the 
State and affected Cities and the County have been executed (a total of 25), with the 
exception of Hawthorne and an agreement pending with the City of Los Angeles for a small 
portion of the project near LAX. 

The project bas progressed to the point where its impact is very evident, physically, 
in the corridor. Over 70% of the right-of-way has been acquired; substantial tracts of 
vacant land exist where buildings have been cleared, 45% of the property in all. A number 
of community facilities, including one park and three elementary schools, have been ac
quired, and their relocations or replacements are in progress. About 1,600 dwelling units 
remain standing,' but are vacant and boarded-up. 

In response to the enactment in 1970 of the National Environmental Policy Act (NEPA) 
the Federal Department of Transportation reviewed ongoing projects such as the I-105, It 
was determined that the I-105 Project had been developed in such a manner as to give 
detailed consideration to the impact upon the human environment. However, it was subse
quently concluded by the FHWA in 1972 that a detailed Environmental Impact Statement (EIS) 
should be prepared. 

A suit (Keith, et al vs. Volpe, et al) was filed (February 16, 1972) in Federal Dis
trict Court, Los Angeles, which reaulted in a preliminary injunction, enjoining State and 
Federal officials from further development of the project, peBding preparation of a formal 
Environmental Impact Statement. Thia injunction is pre&ently in force until completion of 
the EIS processes. 

An environmental reassessment of the project, in conformance with NEPA and the Cali
fornia Environmental Quality Act (CEQA), resulted in the preparation of a Draft EIS which 
was released for public co111D0nt on December 19, 1974. 

During 1975, a series of public hearings were conducted within the I-105 Corridor to 
receive public conment en the conceptual alternatives considered in the Draft EIS. However, 
during the months following release of the DEIS, and illlllediately preceding the hearings, 
significant changes at the reg.ional planning level (a greatly reduced population prediction 
and proposed constraints on auto traffic travel for air quality improvements) resulted in 
a reduction of traffic forecasts for the I-105 Transportation Corridor. The · reduced fore
casts, proposed designs, and their relative effect on the socioeconomic and environmental 
impacts of the DEIS conceptual alternatives were presented at these public hearings. It 
was at this time the scope of the Project was revised from 10 to 8 lanes. 

The City of Hawthorne, although stating that a freeway was needed in the corridor, 
objected to the freeway's adopted location in the Western portion of the City. As a result 
of a continuing effort to resolve this issue, the California Highway Colll!lission held loca
tion public hearings on April 23, 1975 and August 27, 1975 to consider two alternate loca
tions suggested by Hawthorne for the Freeway-Transitway. 
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The Project as discussed in this EIS is on the location proposed at the August 27th 
hearing (see Exhibit 6a). 

3. SUMMARY OF ENVIRONMENTAL IMPACTS 

Beneficial impacts are: 

a . Improves the efficiency and service of the Interstate System of freeways by 
providing an intra-~rban connection between existing Interstate Routes. 

b . Improves the regional freeway system by providing a needed link which re
distributes and balances freeway traffic volumes, thereby relieving conges
tion on adjacent freeway routes. 

c. Provides needed additional access to Los Angeles International Airport . 

d. Provides a relatively efficient and safe high-speed facility for the move
ment of people and goods through this fully developed urban area. 

e. Provides an additional traffic arterial which will reduce traffic and con
gestion on local streets. 

f. Provides improved access to regional, conJDercial, business and public faci
lities such as parks and recreational areas. 

g . 

h . 

Provides improved accessibility to areas of employment opportunities. 

Provides right-of-way for public transit facilities. (Median busway/:r'ixt d 
guideway facility. ) 

i. Provides a basis for improved long-range regional and co111Dunity land use 
planning and development, and permits past and present regional and commu
nity planning and -development, which has been predicated on the service of 
this facility, to proceed. 

j . Removes the impacts associated with the partially acquired and cleared 
right-of-way, and the vacant buildings existing in the right-of-way. 

k . Provides opportunity for increased local tax base over long-term due to 
opportunity for recycling older and blighted areas into better use. 

1 . Provides opportunities for desirable and beneficial railroad relocations 
and improvements. 

m. Provides opportunities for school relocations and improvements. 

n . Provides a substantial improvement in air quality in the corridor with res
pect to carbon monoxide (CO). 

o. Provides reduced noise levels on corridor arterials due to diversion of 
traffic to the facility. 

p. Provides opportunities for joint use of project rights-of-way by private 
developers or public agencies. 

q. Provides opportunities for communities to develop additional parks or rec
reation areas on excess project lands. 

Adverse impacts are: 

a. Acquisition of developed property resulting in inconvenience due to initial 
displacement of people and businesses. 

b. A reduction of living units (0.25~) in Los Angeles region due to removal of 
housing from the project right-of-way . 

c. Initial loss of local tax base due to removal of tax producing property in 
right-of-way. 
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d. Concentration of atr pollution (CO) immediately adjacent to the facility. 
(!Iowever, CO air quality standards to protect public health will still be 
met.) 

e, Increased noise levels in many locations along facility. (At most locations, 
mitigation to standards .will be accomplished.) 

f. Temporary inconvenience to public traffic due to detours and potential air 
and noise pollution increase during construction. 

~- Acquisition of park, recreation and historic land. (Acquisition will be 
miti~ated with replaceMent or to satisfaction of affected agencies.) 

h. A sli~ht (0.9%) increase in total regional transportation-related energy 
requirements. 

i. Possibility of damage to project facility from seismic activity. 

j. Loss of community cohesion at some locations due to division of established 
neighborhoods. 

k. Temporary disruption of some public and community facilities until replace
ment or relocation is accomplished. 

1. Commitment of the land to a transportation use for the foreseeable future. 

4. SUMMARY OF ALTERNATIVES CONSIDERED 

No Project 

This means halting all further project activity, ( '"Wind down" the Project), settle 
current colllDitmen.ts and initiate a program to dispose of property acquired for the Project. 
Existing and futnre traffic needs would be left unsolved for both the region and the cor
ridor. 

Select a Totally Different or Partially Different Freeway Route Location 

This would require new designs for the freeway on new location, new freeway agree
ments and new performance agreements with local jurisdictions. Current and future develop
ment planning by local jurisdictions would be affected. 

Due to the Project's advanced state, for most of its length, a totally different 
route location would significantl.y in.crease social and economic impacts and result in no 
significant differences in environmental impacts. 

A partially different route location proposed by Hawthorne and cormnonly kno,rn as the 
"Imperial Line," mitigates loss of community cohesion by enhancing identification of com
munity boundaries, but with some increase in impacts associated with property acquisition. 
A slight variation of this location, known as the "Bell Line," was considered in detail in 
the DEIS. The Imperial Line is not significantly different in transportation, socioeco
nomic or environmental terms from the Bell Line included in the DEIS. 

Different Freeway Design on Adopted Location 

This alternative was not included. in the DEIS because the project design had origi
nally been developed in close cooperation with affected jurisdictions as well as presented 
at many early public hearings and meetings; and there had been, at that time, no proposals 
or justification for a revised design. 

As a result of the regional planning decisions noted earlier, which influenced future 
traffic projections, a new design is proposed. This design and related transportation, 
socioeconomic and environmental factors were subsequently covered in the locaTion/design 
puhlic hearings of March and April 1975, 
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Exclusive Busway 

This means transit only in the corridor and would probably be implemented by local or 
regional transit authorities. 

An Exclusive Busway is considered as the most realistic, initial transit mode for 
this corridor, based on population densities and transit ridership projections. 

(It should be noted, however, that a rail transit facility could be implemented. This 
would probably only occur as l,4!1.rt of an interconnected regionwide system of rail transit. 
Such a system is not presently under consideration by regional transit planners.) 

Location Street Improvement Alternatives 

a. Arterial Widening 

Widening and operational improvements of existing State highways and local major 
or other city streets in the corridor would be done at selected locations in order to re
lieve corridor congestion under this alternativ~. This would involve coordinated State 
and local jurisdiction projects. 

b. Grade Separated Intersections (Mini-Freeway Concept) 

This involves separating selected intersecting major streets by taking east-west 
major streets over or under north-south major streets and prohibiting all but right turns 
to and from the east-west major streets during peak hours. This would approach freeway 
operating characteristics on the selected east-west major streets. This alternative, like 
the Arterial Widening, would involve coordinated State and local jurisdiction projects. 

Combination Busway and Local Street Improvement Alternatives 

These alternatives would combin.-the Bxclusive Busway with either the Arterial Widen- / 
ing or the Grade Separated Intersection pror:,osals. This would involve coordination between 
the Transit Authority, and State and local jurisdiction projects. 

5. DRAFT ENVIRONMENTAL IMPACT STATEMENT DISTRIBUTION 

The Draft Environmental Impact Statement (DEIS) was made available to the Council on 
Environmental Quality on December 20, 1974. The DEIS was distributed to Federal, State, 
and local agencies and officials, interested organizations, civic groups, and individuals 
as listed {n Appendix A. 

Comments and recoDIDendations received in response to the DEIS or at the public hear
ings are compiled in Volume II of this Final EIS. Those conments which were substantive 
are addressed, and where appropriate, references to applicable sections of Volume I are 
noted. 
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FI~AL ENVIRONME:fT.\L I'!PACT STATEtIBNT 

on 
FEDERAL HIGHWAY Xoi.iIIHSTRATIVE ACTION 

A. ADMINISTRATIVE ACTION 

Draft 

x ) Section 4(f) Stat~ment Attached 

( X ) Final 

The following people may he contacted for additional information: 

1lr. S, L. Elicks, P.E. 
Chief, Project Development Branch A 
California Department of Transportation 
130 South Spring Rtreet 
Los Angeles, CA 90012 
Telephone: (213) 620-2300 

Mr. A. J. Gallardo 
District Engineer 
Federal Highway Administration 
P. O. Box 1915 
Sacramento, CA 95809 
Telephone: (916) 440-3578 

1. BRIEF DESCRIPTION OF TRANSPORTATION IUPROVEMENT 

The proposed improvement is the construction of the Route 105 Interstate Freeway
Transitway, as an 8-lane fully access-controlled highway, between Sepulveda Boulevard near 
Los Angeles International Airport (LAX) and the Route 605 Interstate Freeway in the City 
of Norwalk; and construction on State Route 1 of a multi-lane end of freeway transition 
west of Sepulveda Boulevard just south of Los Angeles International Airport. 

The basic right-of-way width is 320 feet, which includes provisions for public tran
sit facilities in the median area of the project. 

Southern California Rapid Transit District (SCRTD), the agency responsible for public 
transit development in the Los Angeles area, has designated the I-105 Transportation Cor
ridor as one element (a busway) in its Regional System of Transit Corridors, adopted in 
July 1974, 

Basic facilitilft~ 
loading platfortnll! . 
Federal Highwaf, . · · 
sit District tq:· · 
operating tran,t"Ji.', 

. -'M>i--~: 

,N,.-... -r.~ O..,.«.. -. -s• • - I-•,_-:,,,_ • 

. ; · )ntr, · PIUHiltM-• ,I.A :e~•i~e. laaea, pusenger 
.~n~~ M4~:.i,~c•!1 by Caltrans and the 
.. ·,tfflt ;,i'.iillfl.f' c~,,ot .the Regional Tran
facilitiea and equipment to ensure a viable 

Although the transitway is conceived as a busway, it could be implemented as a rail 
facility if broad public support develops. In this event, however, financing would prob
ably involve sources other than State and Federal Highway Funds. 

The Project will be operated consistent with prevailing State and Regional Transpor
tation Plans. At present, these plans stress the need for an improvement in air quality 
and energy conservation. Were the Project to be placed in operation today, it would prob
ably entail designation of a high-occupancy lane adjacent to the median for buses and car
pools; a buffer lane; three lanes each way for trucks and the remainder of personal vehi
cles; and ramp metering for preferential treatment of buses and carpools, as well as to 
ensure free-flow conditions on the facility. The actual method of operation will be 
determined on the basis of an environmental assessment, made i11111ediately prior to opening 
the entire facility to traffic. 
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The transportation corridor traversed by this project consists largely of flat urban 
landscape, fully developed and predominantly residential in nature although some commer
c i al and manufacturing areas exist at various locations. 

The project length is 17.2 miles on Route 105 and 0.4 mile on Route 1. 
lengths of work occur on the four existing freeways which intersect Route 105. 

Varying 

The proposed project i s on new location for the most part and is designed, where 
feasible, to be depressed through residential areas and elevated in commercial or manufac
turing areas. The location proppsed is as shown on Figure 1-2. 

No other proposed Federal actions are included in this Statement. 

2 . BACKGROUND 

Both the Route 105 Freeway and the Coastal Freeway (State Route 1) were formally 
i ncluded by the Legislature in the California Freeway and Expressway System in 1959. After 
extensive hearings, the California Highway Commission adopted by segments, the location of 
this freeway between 1965 and 1970. In 1968 the entire route was made part of the National 
System of Interstate and Defense Highways . 

On the basis of 1969 and 1970 Design Hearings, the Federal Highway Administration 
(FHWA) gave approval to the location and major design features, authorized acquisition of 
whole parcels of property for the entire length of the Route 105 project and approved the 
location of this section of State Route 1. All required freeway agreements between the 
State and affected Cities and the County have been executed (a total of 25), with the 
except i on of Hawthorne and an agreement pending with the City of Los Angeles for a small 
portion of the project near LAX. 

The project has progressed to the point where its impact is very evident, physically, 
in the corridor. Over 70% of the right-of-way has been acquired; substantial tracts of 
vacant land exist where buildings have been cleared, 45% of the property in all. A number 
of community facilities, including one park and three elementary schools, have been ac
quired, and their relocations or replacements are in progress. About 1,600 dwelling units 
remain standing,' but are vacant and boarded-up. 

In response to the enactment in 1970 of the National Environmental Policy Act (NEPA) 
the Federal Department of Transportation reviewed ongoing projects such as the I-105. It 
was determined that the I-105 Project had been developed in such a manner as to give 
detailed consideration to the impact upon the human environment. However, it was subse
quently concluded by the FHWA in 1972 that a detailed Environmental Impact Statement (EIS) 
should be prepared. 

A suit (Keith, et al vs. Volpe, et al) was filed (February 16, 1972) in Federal Dis
trict Court, Los Angeles, which resulted in a preliminary injunction, enjoining State and 
Federal officials from further development of the project, pending preparation of a formal 
Environmental Impact Statement. This injunction is presently in force until completion of 
the EIS processes. 

An environmental reassessment of the project, in conformance with NEPA and the Cali
fornia Environmental Quality Act (CEQA), resulted in the preparation of a Draft EIS which 
was released for public coD111ent on December 19, 1974. 

During 1975, a series of public hearings were conducted within the 1-105 Corridor to 
receive public conment co the conceptual alternatives considered in the Draft EIS. However, 
during the months following release of the DEIS, and inmediately preceding the bearings, 
significant changes at the regional planning level (a greatly reduced population prediction 
and proposed constraints on auto traffic travel for air quality improvements) resulted in 
a reduction of traffic forecasts for the 1-105 Transportation Corridor. The reduced fore
casts, proposed designs, and their relative effect on the socioeconomic and environmental 
impacts of the DEIS conceptual alternatives were presented at these public hearings. It 
was at this time the scope of the Project wa.s revised from 10 to 8 lanes. 

The City of Hawthorne, although stating that a freeway was needed in the corridor, 
objected to the freeway's adopted location in the Western portion of the City. As a result 
of a continuing effort to resolve this issue, the California Highway Co111Dission held loca
tion public hearings on April 23, 1975 and August 27, 1975 to consider two alternate loca
tions suggested by Hawthorne for the Freeway-Transitway. 
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The Project as discussed in this EIS is on the location proposed at the August 27th 
hearing (see Exhibit 6a). 

3, SUMMARY OF ENVIRONMENTAL IMPACTS 

Beneficial impacts are: 

a. Improves the efficiency and service of the Interstate System of freeways by 
providing an intra-yrban connection between existing Interstate Routes. 

b . Improves the regional freeway system by providing a needed link which re
distributes and balances freeway traffic volumes, thereby relieving conges
tion on adjacent freeway routes. 

c. Provides needed additional access to Los Angeles International Airport. 

d. Provides a relatively efficient and safe high-speed facility for the move
ment of people and goods through this fully developed urban area. 

e. Provides an additional traffic arterial which will reduce traffic and con
gestion on local streets. 

f. Provides improved access to regional, conmercial, business and public faci
lities such as parks and recreational areas. 

g . Provides improved accessibility to areas of employment opportunities. 

h . Provides right-of-way for public transit facilities. (Median busway/fixed 
guideway facility.) 

i, Provides a basis for improved long-range regional and conmunity land use 
planning and development, and permits past and present regional and commu
nity planning and -development, which has been predicated on the service of 
this facility, to proceed. 

j. Removes the impacts associated with the partially acquired and cleared 
right-of-way, and the vacant buildings existing in the right-of-way, 

k . Provides opportunity for increased local tax base over long-term due to 
opportunity for recycling older and blighted areas into better use. 

1 . Provides opportunities for desirable and beneficial railroad relocations 
and improvements. 

m. Provides opportunities for school relocations and improvements. 

n . Provides a substantial improvement in air quality in the corridor with res
pect to carbon monoxide (CO). 

o, Provides reduced noise levels on corridor arterials due to diversion of 
traffic to the facility. 

p . Provides opportunities for joint use of project rights-of-way by private 
developers or public agencies. 

q . Provides opportunities for communities to develop additional parks or rec
reation areas on excess project lands. 

Adverse impacts are: 

a. Acquisition of developed property resulting in inconvenience due to initial 
displacement of people and businesses. 

b . A reduction of living units (0,25~) in Los Angeles region due to removal of 
housing from the project right-of-way. 

c . Initial loss of local tax base due to removal of tax producing property in 
right-of-way. 
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d. Concentration of air pollution (CO) immediately adjacent to the facility. 
(However, CO air quality standards to protect public heal th wi 11 still be 
met.) 

e. Increased noise levels in many locations along facility. (At lll()St locations, 
mitigation to standards .will be accomplished,) 

f. Temporary inconvenience to public traffic due to detours and potential air 
and noise pollution increase during construction, 

~- Acquisition of park, recreation and historic land. (Acquisition will be 
mitigated with replacement or to satisfaction of affected agencies,) 

h. A slight (0.9%) increase in total regional transportation-related energy 
requirements. 

i. Possibility of damage to project facility from seismic activity. 

j. Loss of community cohesion at some locations due to division of established 
neighborhoods. 

k. Temporary disruption of some public and community facilities until replace
ment or relocation is accomplished. 

1. Commitment of the land to a transportation use for the foreseeable future. 

4. SUMMARY OF ALTERNATIVES CONSIDERED 

No Project 

This means. halting all further project activity, ( ''wind down" the Project), settle 
current colll'.llitments and initiate a program to dispose of property acquired for the Project, 
Existing and future< traffic needs would be left unsolved for both the region and the cor
ridor. 

Select a Totally Different or Partially Different Freeway Route Location 

Th is would require- new designs f"or- the freeway on new location, new freeway agree
men ts and new performance agreements with local jurisdictions, Current and future develop
ment planning by local jurisdictions would be affected. 

Due to the Project's advanced state, for most of its length, a totally different 
route location would sign.ifiC"&.ntly increase social and economic impacts and result in no 
significant differences in environmental impacts. 

A partially different route· loeaction proposed by Hawthorne and commonly known as the 
"Imperial Line," mitiga.tes. loss of community cohesion by enhancing identification of com
munity boundaries, but with some inerease in impacts associated with property acquisition. 
A slight variation of tbis location, known a.s the "Bell Line," was cousidered in detail in 
the DEIS. The Imperial Line is not significantly different in transportation, socioeco
nomic or environmen.tal terms from the Bell Line, included in the DEIS:. 

Different Freew.a:rc Design on: Adopted Location 

This alternative· w-as not included in the DEIS because the project design had origi
nally been developed in close cooperation w-ith affected jurisdictions as well as presented 
at many early public hearings and meetings; and there had been, at that time, no propasals 
or justification for a revised design. 

As a result of the regional planning decisions noted earlier,. which inf1uenc·ed future 
traffic projections, a new design is proposed. This design and related trans.portation, 
socioeconomic and environmental factors were subsequently covered in the Ia-cat:ion/design 
public hearings of lfarch and April 1975. 
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Exclusive Busway 

This means transit only in the corridor and would probably be implemented by local or 
regional transit authorities. 

An Exclusive Busway is considered as the most realistic, initial transit mode for 
this corridor, based on population densities and transit ridership projections. 

(It should be noted, however, that a rail transit facility could be implemented. This 
would probably only occur as wirt of an interconnected regionwide system of rail transit. 
Such a system is not presently under consideration by regional transit planners.) 

Location Street Improvement Alternatives 

a. Arterial Widening 

Widening and operational improvements of existing State highways and local major 
or other city streets in the corridor would be done at selected locations in order to re
lieve corridor congestion under this alternativ~. This would involve coordinated State 
and local jurisdiction projects. 

b. Grade Separated Intersections (Mini-Fr·eeway Concept) 

This involves separating selected intersecting major streets by taking east-west 
major streets over or under north-south major streets and prohibiting all but right turns 
to and from the east-west major streets during peak hours. This would approach freeway 
operating characteristics on the selected east-west major streets. This alternative, like 
the Arterial Widening, would involve coordinated State and local jurisdiction projects. 

Combination Busway and Local Street Improvement Alternatives 

These alternatives would combine the Exclusive Busway with either the Arterial Widen
ing or the Grade Separated Intersection proposals. This would involve coordination between 
the Transit Authority, and State and local jurisdiction projects. 

5. DRAFT ENVIRONMENTAL IMPACT STATEMENT DISTRIBUTION 

The Draft Environmental Impact Statement (DEIS) was made available to the Council on 
Environmental Quality on December 20, 1974. The DEIS was distributed to Federal, State, 
and local agencies and officials, interested organizations, civic groups, and . individuals 
as listed in Appendix A. 

Comments and recol!IDendations received in response to the DEIS or at the public hear
ings are compiled in Volume II of this Final EIS. Those conments which were substantive 
are addressed, and where appropriate, references to applicable sections of Volume I are 
noted. 
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CHAPTER 1 - INTRODUCTION 

The objective of this chapter is to present an overview and summarize the Environmental 
Impact Statement (EIS) in a thorough manner so that the complex issues involved can be 
clarified and the Interstate Route 105 (I-105) Project decision-making process assisted, 
Accordingly, the Project, its need and objective and current status are briefly covered, 
This is followed by a summary of the anticipated implications of the Project as well as 
each of the conceptual alternatives which were considered. These are presented in the form 
of scenarios of anticipated future conditions. Major issues related to the Project are 
identified and referenced to the body of the EIS for in-depth coverage. Finally, an evalu
ation summary is included for.a quick comparison of the various impacts of the Project and 
the alternatives, 

1.1 PROJECT DESCRIPTION 

Interstate 105 (I-105) is proposed as a multimodal transportation facility. It would pro
vide an eight-lane, 17,2-mile access-controlled highway with a public transitway in the 
median. I-105 would extend through the southern portion of Los Angeles County from the 
City of El Segundo on the west to the City of Norwalk on the east. Also traversed would 
be the Cities of Hawthorne, Inglewood, Los Angeles, Lynwood, South Gate, Paramount, 
Downey, and unincorporated areas of Los Angeles County. 

At its western end, I-105 would be connected to the Los Angeles International Airport 
(LAX) and the local street system via a 0,4 mile segment of California State Route 1. Con
nectors from the freeway may eventually join a vehicular tunnel to the LAX passenger 
terminal area which is proposed by the LAX Plan element of the City of Los Angeles General 
Plan. 

A minimum of 40 feet of right of way in the freew•y median has been included forJ)ublic 
transit use, It was assumed for the DEIS evaluation that this median area would be .devel
oped as an exclusive busway. For this Final EIS, an exclusive busway is still the most 
likely public transit mode which would initially be developed in the median. In this case 
it would subseque1t~l,- · be conv.-rted ·: if: dftl,,f'ledf •. :to rai:"l- transit ol" an-y. other advanced 
fixed guideway trans1t mode. Altbouglt the> ' fund1'1ig and implementation connitments neces
sary to develop such a transitway as part of 1-105 have not been made by the responsible 
transit agencies, there is general stflfpbrt -f(i.y the proposal. 

In addition to the freeway and public transitway components of the Project, other related 
major features include interchanges with and widenings of the four north-south freeways 
which intersect the I-105 (Routes 405, 11, 7 and 605), interchanges with many local city 
streets, and relocation of the Southern Pacific Transportation Company rail lines in the 
central portion of the corridor. 

Figures 1-1 and 1-2, which show the I-105 Project in the Los Angeles region and the corri
dor, illustrate the proposed alignment, and the associated widenings of the intersecting 
north-south freeways. Where the expressions "the Project," "I-105," or "I-105 Project" 
are subsequently used in this EIS, they shall mean the I-105 pro~osed alignment and re
lated intersecting freeway work as delineated on Figures 1-1 and i- . 

1.2 NEED FOR PROJECT (AND OBJECTIVE) 

The I-105 Corridor and most of the Los Angeles region consists of a low-density heterogen
ous distribution of residential, commercial and industrial development. This development 
generates a multitude of diverse trip purposes destined for widely scattered locations. 

Current travel demand in the I-105 corridor is high. Congestion and delays are experienced 
during peak periods on east-west major streets, especially near LAX and along Florence 
Avenue, Manchester Boulevard and Imperial Highway. Current average daily traffic (ADT) on 
major arterial highways in the corridor is shown on Figure 4-2. The data is for 1974, the 
most recent year for which complete records were available. Many streets are handling 
35,000 or more vehicles daily. For most of these streets, already constructed to their 
Master Plan widths, 35,000 vehicles represents the design limit. Some of these streets 
are discontinuous and there are restrictions at railroad crossings and at the Los Angeles, 
Rio Hondo and San Gabriel Rivers. 
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East-west freeway service is not presently available within a 12-mile wide area between 
the Santa Monica Freeway on•the north and the Artesia Freeway on the south. As a result, 
mobility for the three-quarter-million residents of the I-105 corridor is limited by the 
23 to 28 mph speeds of major east-west surface streets through the 17 mile long corridor. 
Other measures of the quality of travel service in the I-105 corridor also reflect the 
lower travel service available from surface streets only. These include additional stop
and-go traffic, increased travel friction and traffic conflicts, and the increased hazards 
associated with surface street travel (accident rate more than three times that of free
ways, while the fatality rate is two to three times that of freeways). 

During the past five years, daily corridor traffic volumes have typically been increasing 
at the rate of one to two percent per year. Continuing regional growth, commercial and 
industrial development, and increasing car ownership will produce greater travel demand 
within the corridor, and in the absence of any constraints, aggravate and extend peak pe
riod congestion problems. On the other hand, there are transportation control programs 
aimed at air quality improvement and energy conservation, which would be accomplished by 
reducing overall mileage travelled by vehicles in the region. These programs which should 
reduce traffic and congestion may include preferential lanes for high occupancy vehicles 
such as carpools and buses, freeway on-ramp metering with bypass lanes for carpools and 
buses, more buses, and support for carpooling programs such as Commuter Computer. The 
long range effects of these two factors--traditional or controlled growth--on corridor 
streets are discussed in Chapter 4 and Appendix D. A successful traffic control program 
might improve arterial street speeds up to 5 miles per hour, however, without freeway ser
vice in this corridor, the longer distance trips would not be effectively served by these 
streets. 

From a regional standpoint, Freeways and Expressways were developed as a system to provide 
safer and more efficient transportation for people, services and goods. The nearest par
allel freeways, Santa Monica and Artesia, were built on the basis that additional facili
ties such as I-105 would be part of the system, and balance transportation movements in 
the region. In the meantime, these existing freeways are subject to increased traffic 
which was originally intended to be served by I-105. 

The LAX area, although involving but 2.5% of the total trips in the region, is a major 
trip generator, being second only to the CBD which involved 5%. Ground access at LAX is 
now limited and a major constraint to the effective handling of air passengers and cargo 
even today. For the future passenger capacity will be double that of today, while a 
planned air cargo facility is expected to handle several times today's air freight tonnage 
of specialized high-cost, technological products and perishable consumer goods. 

Thus, need for an improvement is evidenced by the inability of existing transportation 
facilities to handle present or projected traffic efficiently and safely. This need is 
more fully documented in Chapter 4 (Transportation Service Evaluation). 

The overall objective of the transportation improvement is to provide for the safe, order
ly, efficient, integrated and systematic movement of all persons, goods and services, re
gionally and within the corridor--with due regard for regional and local social, economic 
and environmental goals and policies. 

The Project and the alternatives which were evaluated in this EIS process are considered 
to represent the full range of practical approaches which address present and future 
transportation conditions associated with the I-105 corridor. 

Proposed Project 

The proposed Project, an eight-lane freeway with a median transitway, is a multi-modal 
facility which provides the most comprehensive solution to the transportation needs iden
tified. It will provide for the movement of people, goods and services by automobile, 
truck and public transit. 

Up to 180,000 vehicles per day will use the freeway, about one-half of which would be 
diverted from existing parallel freeways, and the remainder from east-west streets in the 
corridor. 

Regionally, this facility will interconnect two north-south (circumferential) Interstate 
routes (Routes 405 and 605), establish links with two additional north-south freeways 
(Routes 7 and 11), and provide additional access to Los Angeles International Airport 
(LAX). The facility would connect with LAX through a proposed new south tunnel and, fur
ther, complement the peripheral parking concept now being implemented. 
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Traffic redistribution and balancing would occur so that the region's Freeway system would 
more nearly operate as originally planned. A substantial reduction of traffic, 15-30%, is 
expected on the Artesia Freeway, while other east-west freeways would have reductions of 
3-10%. 

Automobile and truck traffic would be reduced on local streets by as much as 50%, and 20% 
on the average, resulting in 50% fewer areas of congestion. The benefits of these reduc
tions are increased travel speeds, reduced travel times and an improvement in safety as 
traffic accidents, injuries and fatalities are reduced. 

A significant improvement in public transportation is added to the corridor and region. 
The median busway will carry from 30,000 to 60,000 patrons daily depending upon whether it 
functions alone or is integrated with an extensive regionwide transit system. Buses on 
local streets will be able to travel easier and faster as congestion is reduced. As wi th 
any major improvement in the transportation system, this Project will result in a reduc
tion in the distribution cost of all goods and services. In so doing, it will improve the 
relative competitive advantage of commercial and industrial establishments located within 
the corridor which could, in turn, generate more jobs, produce greater tax revenue and 
lower consumer prices for the economic well being of local residents, Further, it will en
hance the accessibility of corridor residents to a greater number and range of employment, 
cultural and recreational opportunities. 

The decision to implement this Project must weigh the environmental, social, and economic 
aspects along with transportation benefits. These factors were considered in the decision 
to propose the Project. The results of the evaluations are discussed on pages 1-9 through 
1-13, tabulated in Table 1-la through 1-ld, and can be summarized by saying that many of 
the impacts are negligible; some are positive and some are negative, but relatively insig
nificant. There are some adverse impacts which can be effectively mitigated; and there are 
a few which cannot be completely mitigated. On balance, the impacts are not so adverse 
that they would dictate against proceeding with the project. 

Although the proposed Project involves the use of "4(f)" (Park, recreation or historical) 
lands, it was determined that the alternatives which would avoid such use were not feasi
ble nor prudent. Where such lands would be taken by the Project, appropriate replacement 
and miti gation will be provided. A discussion of the factors which led to this determina
tion is included in the attached Section 4(f) Statement. It is also important in the 
decision-making process to recognize the results of public participation and involvement. 
First, the public agencies involved have pursued the ultimate completion of the project 
proposed. Innumerable planning decisions, commitments to municipal improvements, and other 
developments proceeded on the basis of the project. These local agencies have been virtu
ally unanimous in their support and desire for the project. Secondly, there has been broad 
support from the general public, both from private groups and individual citizens. 

Alternatives to the Project 

When considering the alternatives to the Project, none were determined to provide area
sonably full and complete solution to the observed and projected transportation needs, 
even though some of the environmental, social, or economic impacts may have been reduced 
or mitigated, 

Other Freeway-Transitway Alignments: 

The alignment now proposed for the Project, is different than that originally adopted at 
the westerly end. The decision to consider a different alignment than originally adopted 
was made recognizing that greater impacts might be involved. However, it was evident the 
original alignment was neither a prudent nor a viable alternative, it having been rejected 
and opposed consistently by the City of Hawthorne since adoption in 1965. Over the years 
many alternatives were proposed, evaluated, and considered in an effort to identify a lo
cation satisfactory to all agencies affected, as well as the general public. During the 
DEIS/Public Hearing process, mutual efforts of the involved agencies resulted in the iden
tification of two specific alternative locations which had the potential for resolving the 
long standing controversy. These became commonly known as the 'Bell' and 'Imperial' lines. 
Both were evaluated as well as presented and discussed at a series of corridor/design pub
lic hearings held in March and April 1975. Each was also the subject of a separate Cali
fornia Highway Commission public hearing under provisions of Section 211.5 of the Califor
nia Streets and Highways Code. A hearing on the Bell line was held April 23, 1975. A 
hearing on the Imperial line (now the proposed location), was held August 27, 1975. Loca
tions of the three alignments, the original adopted line, the Bell Line, and the Imperial 
line are shown on Figure 3-21. 
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Hawthorne has objected to the original adopted routing since adoption in 1965 on the 
stated basis of its disruptive effect, severing the business district and the possible 
isolation of the northwesterly portion of the City, Although this location involves some
what less impacts in terms of people and living units displaced than the Imperial line, it 
is not compatible with community goals and objectives nor with neighborhood patterns. 

Moreover, in the unlikely event the original adopted routing were to be implemented over 
Hawthorne's objections; that is, without a freeway agreement, it would have to be con
structed in accordance with Section 100,2 of the Streets and Highways Code. This would 
mean that no city streets could be closed, and no ramp connections could be made. The only 
way to avoid closing city streets, which run parallel to as well as crossways with the 
Freeway-Transitway would be to put the Freeway-Transitway on an overhead bridge structure 
(viaduct) throughout the entire portion in Hawthorne. 

It is estimated that this type of construction would cost approximately $50 million more 
than if it were constructed in the conventional manner. This would result in a significant 
incremental increase in cost of $39 million over the Imperial line and $40 million over 
the Bell line. In addition, there would not be any traffic service to the City of Haw
thorne because there would be no ramp connections with Hawthorne Boulevard or Prairie 
Avenue. In addition, it is not considered in the best public interest to implement a 
project without the agreement and cooperation of the affected agency. 

For these reasons, the original alignment is not considered a viable alternative. 

In most other categories of impact, notably air quality, there is no significant differ
ence in effects between the Bell or Imperial lines with respect to the original adopted 
line. In that these alignments will border relatively more commercial and industrial and 
less residential property, the effects of noise would be less apparent. 

Both the Bell and Imperial alignments are similar in location. They were developed some
what concurrently, although development of the Bell line preceeded the Imperial alignment. 

By early April 1975, development of the Imperial line had proceeded far enough to gain the 
support of the City of Hawthorne. Consequently, at the April 23 Highway Commission Hearing 
held under Section 211.5 of the Streets and Highways Code to consider the Bell line, Haw
thorne expressed its desire to pursue the Imperial line. 

Subsequently in May 1975, Hawthorne, by resolwtion, requested that the Highway Commission 
consider the Imperial Line. Also in May, Los Angeles City took action in support of the 
Imperial line. 

Hawthorne's action in effect eliminated the Bell line from further consideration and re
initiated the Section 211.5 process. This subsequently led to the August 27, 1975 Highway 
Commission hearing on the Imperial line. 

Th~ Imperial line offers engineering, and community advantages over the Bell line. The 
Imperial line is less circuitous and therefore reduces out of direction travel. The Im
perial line also reduces the severance of land-use patterns and is in keeping with the 
planning principle that transportation facilities follow city boundaries wherever possible. 
In addition, the Imperial line has continued to hold the acceptability of the affected 
jurisdictions. 

For the above reasons and because the Imperial line is the only alignment other than the 
original adopted alignment which can legally be considered by the Highway Commission under 
provision of Section 211.5, the Bell line is not considered a viable alternative. 

A more detailed discussion of the impacts of the Bell and the original adopted lines are 
discussed under the subheading of the Hawthorne Location Alternatives, in various sections 
of the EIS. The reader can refer to these sections to more readily compare their impact 
to the proposed project. 
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No Project Alternative: 

Because of prior project activities and the length of time a freeway project has been 
under consideration, there is no "do nothing" alternative in the usual sense. Significant 
impacts have already occurred in the corridor due to the acquisition of property and its 
clearance, relocation 6f people, loss of jobs, and reduction in the tax base. 

Additional impacts would occur if a "do nothing" alternative were to be selected, A sub
stantial amount of Federal Interstate funds could be lost; long range plans by the involved 
communities that are predicated to some degree on a project would have to be revised; the 
adverse impacts of the acquisition and clearance would continue for several years; and 
traffic congestion could continue to increase. 

For these reasons, the no project alternate is not considered to be a reasonable course of 
action and also has considerable local opposition. The closest action to "no project" that 
should be considered to be reasonable is a "no interstate freeway" alternative. 

Under the "substitution" provisions of Federal law, Federal funds presently programmed for 
the I-105 Freeway-Transitway could be utilized for public mass transit projects or other 
Federal-aid highway projects,l or both, provided the substituted projects serve the urban
ized area from which the Interstate route was withdrawn. Substitution requires Federal 
approval and the concurrence of th~ local governments concerned. 

A number of options might be available under this· procedure. These include a busway or 
rail transit facility in the I-105 corridor itself, or similar improvements elsewhere in 
the urbanized area of transit improvements combined with street improvement alternatives. 
Several alternatives to the Freeway-Transitway project are described in subsequent sections. 

Exclusive Busway Alternative: 

This alternative will not satisfy the full scope of the corridor's transportation needs. 
Since it handles public transit needs exclusively, it would not serve to improve the effi
cient movement of goods and services and would offer limited relief to LAX's problems. 
Moreover, since about one-half of the already acquired right-of-way would be excess for 
this plan, it would involve many of the right-of-way disposal associated with the No Proj
ect alternative; although to a lesser ramification of degree. 

In that little would be done to alleviate current or projected congestion on arterial 
streets, it would intensify air, noise and safety problems. 

1Prior to enactment of the Federal-aid Highway Act of 1976, substitute projects 
could consist only of mass transit projects. The 1976 Act redefined substitute 
projects to include highway projects on the Federal-aid System. 
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'Ilbis alternative was conceived as a busway on the basis of the projected patronage. How
ever, some people who favored the idea of a transitway only, envisioned it as a rail type 
facility. The cost effectiveness of a rail type solution is less than for a busway since 
the prospects for integration with other elements of a regionwide rail system are poor. 

ffllile the Busway Only alternative could be implemented rather quickly using State/Federal 
highway funds, the rail solution would involve a diversion of limited local matching funds 
from other critical regional public transit needs. In that there is no substantive sup
port for a transitway only alternative, whether it be a busway or rail transit, this is 
not an effective solution. 

Street Improvements (Arterial Widening) Alternative: 

Although this alternative would meet a major objective of the Project; i.e., alleviation 
of traffic congestion, it would not provide for the effective separation of through versus 
local traffic. To this extent it would not offer as high a level of service. The concen
tration of increasing conventional traffic along arterials would aggravate problems of 
noise, safety, and air quality. Since this alternative involves acquiring considerably 
roore property than the balance needed to complete the project, it would compound the 
social impacts even roore. For local cities, the loss of commercial and industrial develop
ment along these arterials would mean that the local tax base would be even more dispro
portionately reduced. 

This alternative also involves all the adverse problems attendant to the disposal of the 
acquired Project right-of-way. 

Adequate funding is not apparent. The local agencies would likely use only gas tax subven
tions for their matching shares. These improvements might qualify for a maximum of 83% 
Federal participation as part of the FAU program. The amount of FAU Funds normally avail
able to the agencies involved falls far short of funding a comprehensive program of 
improvements like these. Additional FAU Funds could be made available to these agencies 
under the "substitute" provisions of Federal law. Public support for this alternative was 
minimal. The social and economic implications are too great for acceptance. Indeed, the 
City of Los Angeles feels that these implications have been underestimated. 

Finally, there has been no official support since about 17 different municipalities would 
be directly affected, and it would require unanimous approval, cooperation and participa
tion for effective implementation, this alternative is not, as a practical matter, feasi
ble. 

Street Improvements (Grade Separation) Alternative: 

From the transportation point of view, this alternative might offer a degree of congestion 
relief and a level of service commensurate with the Project. Moreover, vehicles would 
operate at optimum conditions for fuel economy and also for air emissions. Noise could be 
worse, however. On the other hand, this alternative is heavly oriented to east-west traf
fic. Because of its operational features, it could aggravate north-south flow to such an 
extent that some of the expected improvements in air and energy are offset. 

Although this concept does not involve the direct acquisition of very much property, the 
agencies responsible for implementing it would need to use their police powers to restrict 
access to the adjacent properties, in the interest of traffic flow. Successful resistance 
to the imposition of controls by property owners (restricted access may be detrimental to 
property values) would nullify the effectiveness of this alternative. It is a cycle that 
has been repeated many times in the past and led to the idea of the full access-controlled 
highway (Freeway) in the first place. 

The funding for this alternative would be similar to the funding for the Street Improve
ments (arterial widening) alternative. Further, it too would require unanimous approval 
and cooperation from all of the agencies directly affected--a total of 17. 

There is no local support for this alternative. Without the desire or ability to obtain 
funds, it would not be implemented. 
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Combination Exclusive Busway and Street Improvements Alternative: 

The premise of the Combination Alternative has been that by combining local street im
provements with an exclusive busway, most of the major transportation objectives could be 
met. This is essentially true, except that the lack of separation of local and through 
traffic would not provide the highest possible level of service. 

But the principal objection to the Combination Alternative is that the social, economic 
and environmental consequences of this solution are equal or greater than the proposed 
Project. 

This combination contains the worst aspects of its separate elements (exclusive busway and 
arterial widening or grade separation). There has been no general or official public sup
port for this alternative. To pursue it in the face of equal or greater impact would not 
be prudent. 

1. 3 cnnRENT PROJECT STATUS 

T~e I-105 Project has been in the planning and development stages for 18 years. Many di
rect actions r e lated to the Project have taken place, including much of the property ac
quisition and clearance, and associated relocation of people, businesses, and community 
facilities. These actions are currently at the following stages of completion. 

Right-of-Way Acquisition and Clearance 

Of the nearly 5,700 parcels required for the I-105 Freeway-Transitway right-of-way, 
approximately 4,000 (or 71 percent of total required) have been acquired as of August 1976. 
Over 44%, or more than 2,500 parcels, of the total required parcels have been cleared. 

In addition to the above parcels there are approximately 800 parcels which have been ac
quired, but which would become excess due to the alignment change in Hawthorne and the re
duction in scope of the Project from 10 to 8 lanes. Most of these parcels, 400 (about 
half), have been cleared of improvements. The remainder of parcels include about 450 
dwelling units. All of these parcels will be disposed of by the State, either to the 
local agencies for public use; or to the highest bidder so they can be returned to produc
tive use, and to the tax rolls. 

Residential Relocation 

Of the estimated total of 25,500 people to be relocated as a result of the Project, approx
imately 18,200 (or 70 percent of the total) have been relocated. At the current time, 
about 1,600 dwelling units are vacant within the I-105 right-of-way. Also, approximately 
770 State-owned units are currently being rented to families (representing approximately 
2,400 persons) who were not residing within the right-of-way prior to initiation of the 
property acquisition program. 

Business Relocation 

Of the 295 businesses which were located within the I-105 right-of-way at the commencement 
of property acquisition, 52, or 18~ of the total businesses have been relocated. 

Community Facilities 

If the I-105 Project is completed as proposed, a total of 38 community facilities (schools, 
parks and recreation, churches, and others) would either be fully or partially acquired. 
At the present time, 18 of the required facilities (4 schools, 1 park, 11 churches, and 2 
others) have been acquired. In addition, it is estimated that the negotiations related to 
a major relocation of railroad lines of the Southern Pacific Transportation Company are 80 
percent complete. 

Total Project Expenditures 

As of August 1976, more than $154 million has been expended for right-of-way acquisition, 
relocation assistance, and clearance. An additional $32 million has been expended for 
environmental and planning studies, and overhead over the past 18 years. The total esti
mated remaining Project cost is $457 million, exclusive of maintenance and operating 
expenses, transit rolling stock, and overhead. 
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1.4 EIS APPROACH 

The basic approach of this EIS is to assess the potential environmental, socioeconomic, 
land use development, transportation service, and cost-implementation effects of the Proj
ect, as well as possible mitigation of adverse effects. These are compared to effects of 
alternatives to t.ae Project. The impacts of the Project, its location variations in the 
Hawthorne area, and conceptual alternatives are summarized in Section 1.7 as well as in 
the body of the EIS. 

Evaluation Criteria and Report Organization 

Volume I of this 
the Project and 
clearly present 
analysis and the 

EIS contains a comprehensive assessment, evaluation, and documentation of 
its conceptual alternatives. The organization of the EIS is intended to 
this analysis, evaluation, and documentation. The major categories of 
criteria used in evaluating these issues are as follows: 

CHAPTER 4 - TRANSPORTATION SERVICE EVALUATION 
(Demand, Congestion Relief, Travel Choice, Speed 
and Safety) 

CHAPTEll 5 - ENVIRONMENTAL EVALUATION 
(Air Quality, Noise, Vibration, Water Quality and 
Solid Waste, Seismic, Energy Use, Parks and Open 
Space, Archaeological and Historical PreserTa
tioa, Aesthetics and Construction) 

CHAPTER 6 - SOCIAL AND ECONOMIC EVALUATION 
(Residential and Business Displacement, Public 
SerTices and Community Facilities, Local Fiscal 
Effects, Connunity Cohesion, Proximity Effects) 

CHAPTER 7 - LAND USE A1'D DEVELOPMENT EVALUATION 
(Growth Inducement, Public and Private Develop
ments. Right ot Way Reuse) 

CHAPTER 8 - COST AND IMPLEMENTATION EViLUATION 
(Cost, Funding, Implementation) 

CHAPTER 9 - RELATIONSHIP BETWEEN LOCAL SHORT-TERM USES AND 
MAINTENANCE AND ENHANCEMENT OF LONG-TERM PRODUC
TIVITY 

CHAPTER 1n- IRREVERSIBLE AND IRRETRIEVABLE C()JfHI'I".fENTS OF 
RF.SOURCES AND PROBABLE ADVERSE ENVIRON'-fENTAL 
EF"FF.CTS WHICH CANNOT BE AVD!DEJ) 

Included in Volume I, is a Section 4(f) Statement which addresses the Project's impact on 
park, recreation and historic lands. 

Section 1.5 is an integrated summary in the form of scenarios of the Project and each of 
the conceptual alternatives which were considered in depth. At the end of Chapter 1, Table 
1-1 provides as a matrix, a concise overall summary of the quantitative and qualitative 
evaluation results detailed in Chapters 4 through 8. This matrix format affords the reader 
the opportunity to either go directly to an impact category and see the anticipated range 
of effects produced by an alternative or consider the overall effect of an alternative 
and compare them with the effects of other alternatives. 

Environmental Review Process 

The purpose of this EIS is to provide decision makers with the social, economic and envi
ronmental implications of the Project and the alternatives. 

Overall, it is esti!'llated that a Final I-105 Project decision will b.e rendered by early 
1978, subject to resolution of the injunction pending in the Pederal Court. 
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1. 5 SUMMARY OF PROJECT AND ALTERNATIVE SCENARIOS 

To s ummarize and present the relevant information which has been prepared along with the 
environmental studies, scenarios have been prepared for the project and each major alter
nativel considered, These scenarios attempt to provide a "glimpse of the future," between 
now and the year 2000, by providing an integrated view of the implementation, transporta
tion service, environmental, socioeconomic, and land use development implications of the 
Project, and of each alternative had they been proposed. The tabulation and discussion of 
detailed impacts is contained in later chapters. Major alternatives were developed "con
ceptually" in order to assess their socioeconomic and environmental effects for comparison 
with the Project. Although the degree of engineering detail is not comparable to the 
Project--the Project has had the benefit of a decade of engineering development beyond the 
initial planning stucties--the assessment was adequate for planning purposes and the deci
sion making. 

Every attempt has been made to bring out the positive and negative aspects of each alter
native as objectively and comprehensively as possible. The major conclusions of each 
scenario are given in-depth treatment in the appropriate section of the EIS. In addition, 
as previously noted, Table 1-1, which appears at the end of this chapter gives a concise 
overall summary organized by alternative and impact category. 

The five scenarios presented conform to the major ~roject alternatives, as follows: 

Scenario 1 - THE I-105 FREEWAY-TRANSITWAY PROJECT 

Scenario 2 - THE NO PROJECT ALTERNATIVE 

Scenario 3 - THE EXCLUSIVE BUSWAY ALTERNATIVE 

Scenario 4 - LOCAL STREET IMPROVEMENTS ALTERNATIVES 

Scenario 5 - "COMBINED BUSWAY AND LOCAL IMPROVEMENTS ALTERNATIVES 

Scenario 1 - THE I-105 FREEWAY-TRANSITWAY PROJECT 

Assuming the "go" decision for the I-105 Project, completion of the environmental process 
and lifting of the court injunction were reached in 1978, completion of the remaining 
property acquisition and relocation of families, community facilities, and businesses, as 
well as construction, could be accomplished during the 1978-1985 period. 

Remaining Property Acquisition, Relocation, and Construction: 1978-1985 

Relocation Impact: 

To complete the I-105 Project, an estimated 3,125 families remain to be relocated, Of 
these approximately 770 are temporary rerenters of State-owned housing. 

Based on information regarding families who have relocated to date, it is estimated that 
approximately one-half of the relocatees will select residential locations in the general 
vicinity of I-105. In addition, approximately 20 percent of the renters who are eligible 
for monetary benefits under the "Uniform Act" will probably become owners as a result of 
the relocation assistance financial package, available as an option, 

The housing units vacated by these residents, including those units currently vacant, 
would be cleared or sold to be moved, resulting in an additional reduction of approximately 
4,350 single-family and multiple-family units from the corridor housing stock, Many could 
be relocated in or near the corridor, especially in the central portion of the corridor 
where there are many vacant lots. 

1Many alternatives were identified and evaluated in this EIS process, It was 
determined that some alternatives were either not prudent nor feasible solu
tions, and were not reported in scenario fashion, nor was the detailed 
information presented in the various chapters of this EIS. These alternatives 
are discussed in Section 3-6. 
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Community Facility Impact: 

In terms of effect on community facilities, a total of 11 schools, 1 park, 20 churches, 
and 6 other facilities will be either fully or partially acquired, Of these, 18 have been 
acquired and 15 cleared. Twenty are yet to be acquired and cleared, Relocation assistance 
of fully acquired schools and parks include the actual development of comparable facili
ties at an acceptable relocation site, where necessary, while the assistance to displaced 
churches and other facilities involves financial and relocation advisory assistance. The 
relocation of one school is complete and two more are in progress--all will result in im
proved facilities and locations. The only park required by the Project is acquired and its 
relocation is in process. It will be relocated adjacent to an elementary school enhancing 
the use and service of both facilities, 

Business and Employment Impact: 

Additional business displacement would total 240 establishments affecting 1,140 employees. 
If historical relocation trends continue, the net impact would be approximately one-half 
of these amounts, since roughly 50 percent of businesses have relocated within the same 
community. 

Acquisition and Relocation Cost: 

The I-105 Project property acquisition, relocation and clearance program could be com
pleted by 1979 or 1980, at an additional expenditure of approximately $85 million in 
State and Federal highway funds. This is in addition to the more than $154 million already 
expended for this purpose. 

Disposal of Excess Property: 

The decision to propose implementation of the Freeway-Transitway on new alignment through 
Hawthorne, as well as the reduction in basic lanes from 10 to 8 will involve the disposal 
of 1,130 previously acquired properties which are now excess. 

The bulk of this excess property is located in two areas: along the Route 605 Freeway in 
Norwalk, and along the original adopted line in the Community of Del Aire (Los Angeles 
County). Disposal of these properties will be handled in a manner similar to that des
cribed in detail under the 'No Project' alternative. That is, properties would probably 
be sold at public auction in the manner most advantageous to the State, but subject to 
local zoning restrictions, requirements and marketability. Unlike some areas of the cor
ridor, market conditions in these two areas appear to be quite favorable to the early and 
satisfactory redevelopment and absorption of these areas into their respective communities. 

Construction Cost and Schedule: 

Actual project construction, which could begin in 1978 and could be completed by about 
1983, would require an additional investment of approximately $372 million in State and 
Federal Highway Funds. This includes about $36 million for construction of the median bus
way. Funds for the busway would probably come from local, State and Federal funds. 

Ideally, the construction of the Project would begin on the west and progress easterly. 
However, there are delays implicit in the Hawthorne realignment, and consideration to be 
given to funding availability. It may become necessary to implement the Project in stages 
--segmentally along the route, a reduced number of lanes initially, deferment of some 
interchanges, or various combinations of these. The actual construction schedule for se
quencing and staging will be determined as the environmental process is completed, and 
will be based on the then current conditions. 

Project Operation and Impacts: 1980-2000 

Transportation Effects: 

Current travel demand in the I-105 corridor is high, with daily average traffic volumes of 
25,000 to 35,000 vehicles found on many of the major streets. Congestion and delays are 
experienced during peak periods on major east-west streets, especially near LAX and along 
Florence Avenue and Manchester Boulevard. Typical speeds in the corridor are currently in 
the 23-28 mile-per-hour range. 
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Daily corridor traffic volumes have t yp i c ally been increasing at a rate of one to two per
cent per year. 

Ordinarily, future transportation predictions would be based upon historical growth trends 
and traditional travel habits. In recent years, there has been a significant decline in 
growth rate. In addition, SCAG's recently adopted Transportation Control Plan (TCP) in
cludes a number of programs for improving air quality and conserving energy. To the extent 
that these programs are successful, traditional travel behavior will be altered. The 
details and implications of how the TCP affects future travel are discussed in Chapter 4 
and Appendix D. By 1980, a fully effective Transportation Control Plan should result in 
about a 10 percent reduction in traffic volUJTJes in the corridor. In essence, the TCP seeks 
to increase average vehicle occupancy. In this way, the region can accommodate the pro
jected increase in person trips with relatively less vehicular travel. 

The Transportation Control Plan also will influence operation of the Project. Under the 
region's current programs to reduce air pollution and promote energy conservation, opera
tion of the facility could entail: 

A high-occupancy vehicle (HOV) lane designated adjacent to the median each way. 
This would accommodate buses and carpools of 3 or more persons. 

A buffer area strip adjacent to the HOV lanes. 

The remaining pavement would be striped for 3 lanes each way to accommodate 
trucks and the remainder of personal vehicles. 

Ramps would be metered to give preferential treatment to buses and carpools, and 
to ensure free-flow conditions on the freeway. 

As conditions change, reevaluation in the form of an environmental assessment might lead 
to modification of the operation. For example, bus operations could be moved to the median 
as usage increased, and as the transit agency is able to provide the necessary station 
facilities, equipment, etc. 

Upon completion of the Project (mid-1980s), the following short-term transportation e f
fects would occur. Traffic on the freeway portion would vary, depending on location along 
the route, from about 70,000 to 140,000 vehicles per day under controlled conditions. 
Traffic on the surface would be made up of vehicular traffic diverted about equally from 
the corridor surface streets and from the regional freeway network. The freeway would 
include on-ramp metering, allowing regulated traffic to flow freely throughout the day 
(typically, 50 mph during peak travel periods). 

Traffic volumes on adjacent, parallel east-west arterials would be reduced by up to 50 
percent, compared to "No Project" conditions. This traffic relief, due to the Project, 
would gradually diminish both north and south of the freeway, so that arterials approxi
mately three miles away would experience no significant relief. Traffic along north-south 
arterials would redistribute, as vehicles converge on the freeway access points. Overall, 
in the east-west travel direction, typical corridor surface street speeds would be in the 
25-30 mile-per-hour range, compared to the 20-25 miles per hour anticipated under "no 
project" conditions. 

Ily the year 2000, corridor traffic volumes will have increased by about GO percent, com
pared to today's conditions. Traffic volumes on the freeway would be expected to be about 
80,000 to 180,000, again depending on location along the route. 

With respect to public transportation, it is anticipated that the existing SCRTD bus ser
vices will be augmented in the near term. When the I-105 Project is completed, the busway 
(transitway) portion would function as a major element of the emerging regional transit 
system. The system at that time would encompass express buses on preferential lanes of the 
freeway system, the exclusive lanes of the El Monte Busway, and possibly a rail line serv
ing the Wilshire Corridor. 

Busway patronage in the corridor by 1980 is estimated up to 20,000 person trips per day. 
By 2000, the regional transportation system could be augmented by an extensive mass rapid 
transit (MRT) system. Corridor public transit patronage could then range up to 60,000 
person trips daily. The frequency of buses during the peak travel hours would be approxi
mately 2 per minute (total for both directions). At some point in this 1980-2000 time
frame, patronage may have expanded sufficiently so that consideration can be given to con
verting the busway to a rail type facility. 
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Even with the maximum level of long-term growth in corridor traffic, in the year 2000 the 
Project would provide surface street congestion relief throughout the corridor, except at 
the northernmost limit where congestion would remain. The Project will redistribute and 
balance traffic volumes on the regional freeway network, generally relieving adjacent 
freeways in the east-west direction. The combined effect of the freeway-busway operation 
would also result in significant reduction in travel-related accidents as a result of the 
greater relative travel safety of freeway versus surface street travel, combined with the 
safety aspects of bus transit. 

In addition, the Project will provide vitally needed accessibility to LAX, as well as more 
economical movement of. goods and services and improved mobility for the more than 750,000 
residents of the corridor, many of whom are transit-dependent. For example, the Project 
could provide access to as many as 150,000 more job opportunities to the highway user and 
225,000 more job opportunities to the transit user within the typical 22 minute home-to
work trip. 

Environmental Impacts: 

Air Quality - The application of current automotive emission controls is expected to im
prove air quality through the early 1990s; thereafter, it would decline due to long-term 
growth in population, if no new technology is developed. The relative effects of I-105 
upon air quality are as follows: 

The production of carbon monoxide (CO) would decrease significantly in the cor
ridor and slightly in the region, as a result of increased travel speeds on the 
surface streets and the regional freeway network. 

CO concentrations would be higher adjacent to the Project; however, the national 
ambient air quality standards would not be exceeded at any of the sensitive re
ceptors (such as residences, schools and hospitals) along the right-of-way. In 
addition, some decreases in CO concentrations along corridor arterials would be 
expected due to decreased travel volumes and increased travel speeds. 

It is estimated there would be little or no change in the production of hydro
carbons ( HC). 

The production of nitrogen oxides (NOx) would increase slightly, since these 
pollutants increase with automobile travel speed. 

The combined effect of these changes are projected to produce a slight decrease 
in the photochemical oxidant, ozone (03), and a slight increase in nitrous diox
ide (N02) within the Los Angeles Air Basin. All regional changes would be ex
tremely small. 

Noise Impact - Upon opening of the freeway, the traffic volumes attracted to the freeway 
from local streets and other freeways would produce a "new noise source" within the corri
dor. While the most advanced noise attenuation measures (such as sound walls), consistent 
with prescribed State and Federal standards and community aesthetic considerations, would 
be utilized to reduce noise impact, increased noise levels would still occur along the fa
cility. While this residual noise impact following mitigation occurs along the freeway, a 
counterbalancing decrease of traffic-generated noise would occur along the east-west arte
rials relieved by the freeway. Affected schools would be structurally modified (sound
proofing, air conditioning, etc.) so that applicable school noise impact standards are met. 

The net short-term effect of the Project would be a shifting of noise levels as traffic is 
diverted from the corridor east-west surface streets to the freeway facility with its 
noise mitigation measures. The relative gains near corridor arterials resulting from in
troduction of the Project would decline by the year 2000, as a result of long-term traffic 
growth, unless technological breakthroughs related to automobile noise production are 
achieved and implemented. The noise impact of the Project would increase slightly also, 
as traffic volumes increase; however, noise standards would not be exceeded. These slight 
increases over time would not be annoying to the affected communities, in contrast to the 
"opening day" impact when the "new noise source" would be introduced. 
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Exhibit 7 in the Appendix (Volume II) identifies the approximate location and dimensional 
requirements of barriers that would be necessary to meet current noise standards. The com
ment section of the exhibit notes areas where it may be practical to reduce noise to lev
els even below standards and other areas where it is either infeasible or uneconomical to 
meet standards. Exceptions to standards will be requested in the latter case. Exceptions 
usually apply to the upper levels of adjacent buildings and at locations where a break in 
a barrier is unavoidable (at ramps, for example). Full mitigation is not possible in these 
cases. 

Energy Use - Following opening of the freeway, additional vehicle miles of travel (VMT) 
would occur within the region as people utilize the freeway to save travel time, while 
traveling the same or longer distances, While the free-flow characteristics of the I-105 
would be conducive to improved automobile energy-use efficiency, the net effect of the VMT 
increase could result in a slight increase in the daily regional gasoline consumption over 
that anticipated with "no project" conditions. The relative long-range effects of the 
Project are the same as the short-range effects; i.e., a slight increase in daily regional 
fuel consumption. However, with the legislative direction toward more efficient auto
mobiles, the relative effect of the Project on fuel consumption would be further reduced. 

For this EIS, the "energy demand" associated with the operation as well as the construc
tion and annual maintenance of the Project was estimated for a fifty-year period. The 
accuracy of the results is limited due to the broad assumptions which are involved, How
ever, within the limitations, the Project involves a 0,9 percent increase in regional 
transportation related energy demand, As expected, this relates directly to the marginal 
increase in regional VMT which will occur. It does not consider, however, the very signi
ficant reduction in energy demand to be obtained through use of more efficient engines, 
Thus, it does not appear to represent an inefficient, wasteful or unnecessary use of ener
gy when compared to the improved mobility and safety achieved, 

Other Project-Related Effects: 

Development - Public and private development would occur in response to new opportunities 
caused by increased regional accessibility. The economic potential for commercial and in
dustrial development activity near LAX would be realized sooner, as would industrial de
velopment potential near the eastern half of the freeway where a substantial amount of 
vacant, industrially-zoned land is available. These potential commercial and industrial 
development effects are in keeping with the goals and objectives of the affected local 
governments. The result would be greater tax revenues accruing to the corridor communi
ties, partially compensating them for the tax losses incurred during the Project acquisi
tion and construction phase (19G9-1985), Locating new colllllercial and industrial develop
ment in this area would provide more jobs near the population center and hence counteract 
urban sprawl and long commute distances. 

If increased resirlential redevelopment occurs in the corridor, it prohably would be in the 
form of apartment construction near freeway interchanges and other access points. Most 
likely this would occur by recycling older or blighted areas since very little vacant res
i dential land remains in the corridor. Again, this would tend to counteract urban sprawl. 

Intensification of commercial and industrial activity would lead to more jobs within the 
corridor. These employment gains, coupled with the increased regional accessibility 
offered by the Project, would provide some limited potential demand for new single-family 
residential construction at the urban fringe--thus potentially leading to further "urban 
sprawl". However, due to the unique nature of the I-105 corridor (99 percent developed in 
1970), any "urban sprawl" effects will be minimal and will most likely occur, if at all, 
in the Puente Hills near Pomona and in southern Orange County which are already under ac
tive development. 

In terms of other Project-related effects, the community severance (affecting eight local
ized areas) caused by the freeway would be partly mitigated through provision of pedestri
an overcrossings and vehicular overcrossings and undercrossings, 

A major railroad relocation planned with the Project would significantly benefit the com
munities of Watts, Willowbrook, and Compton. This would benefit the colTlllunities through 
removal from residential areas of train operations with their attendant noise, fumes, 
safety hazards, and constraints to ongoing redevelopment activities, 
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Scenario 2 - TTm NO PROJECT ALTERNATIVE 

If a "no go" decision for the I-105 Project or selection of one of the "no freeway" alter
natives had been proposed, it would have been necessary to initiate efforts to reverse the 
Project-related effects that have already occurred in the corridor communities. These ef
forts would have primarily involved the disposition of the State-owned property and its 
subsequent redevelopment to appropriat e urban uses . I t also would have been necessary for 
the affected communities to re-examine and poss ibly change their land use planning and 
future goals. 

Disposition and Redevelopment of the Route I-105 Right-of-Way 

Before any actual redevelopment activities could commence , the State would first have to 
dispose of over 4;800 residentiaI, commercial, industrial, and other properties which had 
been acquired as of August 1976. 

This property disposition process woulrl entail the following major steps: 

Ri ght-of-way inventory 

Development of sales plan 

Disposal of right-of-way property 

This effort , which would require on the order of two to four years to complete would be 
rlesigned so that any adverse impact upon property values in the corridor would be mini
mized to the greatest extent possible. 

Most of the acquired properties (over 3,800 out of about 4,800 parcels) in the I-105 rigbt
of-way were single-family residential use. Approximately 1,600 of the remaining dwelling 
units (single family and multi-family) have been vacant for an extended period of time. 
The resulting deterioration may mean that over 60 of these units could not be rehabili
tated and would have to be demolished. Of the remaining 1,540 units, most would have to 
be rehabilitated. During the EIS preparation period, most communities strongly indicated 
a preference that under the "No Project" alternative, the majority of the right-of-way 
should be returned to its original use--single family residential, Rehabilitation costs 
vary from $5,000 to $10,000 per dwelling unit. Total rehabilitation cost ($12.7 million) 
is reflected in the $105 million of non-recoverable costs associated with this alternative. 

Overall, except in the central portion of the right-of-way, it is estimated that the two
to-four-year disposal program would be followed by minimum redevelopment and reuse periods 
of two to six years. Thus, by 1980 or 1982, the bulk of the right-of-way property could be 
released for redevelopment if, in the absence of substantive transportation improvements, 
strong demand for residential, commercial, and industrial development exists in the corri
dor. It is likely, however, the entire redevelopment program may take as long as ten years. 
In the case of Los Angeles City and County areas in the central portion of the right-of
way a redevelopment program may not be possible in the foreseeable future. It is probable 
that, without specific and very positive incentives, it will be difficult to attract in
vestor capital for redevelopment in this area. 

The conclusions above were based on a higher population than now projected. Lower popula
tion will reduce demand to some degree and may have adverse implications for recycling in 
this corridor. 

In terms of personal impact upon the original 2,350 owners and renters still living within 
the right-of-way, and the 770 temporary re-renters of State-owned housing, the following 
pertains: 

Owners and occupants of properties not yet acquired by the State are ineligible 
for relocation payments or assistance. If these properties are sold during the 
period of the State's disposal program, owners may suffer financial loss if the 
program has a price-depressing effect. 

Renters still in occupancy who were original right-of-way owners remain eligible 
for all relocation benefits. Their eligibility will continue until 90 days af
ter title to the property passes from the State to a third party. If they have 
not moved to or made a firm commitment for a replacement property before expira
tion of the 90-day period, they lose eligiblity to all previously offered relo
cation benefits. 
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Renters who were original right-of-way tenants to whom previous offers of relo
cation assistance or payments have been made remain eligible for all relocation 
benefits until they are advised by notice of changed eligibility. This notice 
changes their eligibility status and provides that they are inelifible except 
that if they are forced to move as a direct result of the sale of he property 
by the State, and not as a result of any action on their part, they will contin
ue to be eligible for all applicable relocation assistance benefits for a period 
of 90 days following transfer of title from the State to a third party. 

Exhibit 11 in Appendix E, Volume II, identified as File: RPF 76-8 dated June 2, 
1976 sets forth in detail the Relocation Assistance Procedures which apply on 
rescinded routes. 

The temporary rerenters1 of State-owned property who were not original residents 
are not eligible for relocation assistance and may experience increased rental 
payments or be required to move as the property shifts from public to private 
ownership. 

Transportation, Environmental and Other Effects: 1980-2000 

Transportation Effects: 

By 1980, a successful Transportation Control Plan (TCP) would result in a reduction of 
travel and congestion in the corridor with peak hour speeds expected to increase sligh tly. 

By the year 2000, traffic conditions would be similar to today's; 
delays during peak hours over·about 1/3 of the corridor, traffic 
35,000 on the arterial streets, and speeds in the 20-25 mile per 
words, the increase in traffic expected from population growth alone 
to reduce travel. 

Environmental Effects: 

i.e., congestion and 
volumes of 25,000 to 
hour range. In other 
is offset by measures 

Air Quality - Air quality would improve through about 1987 as a result of the phasing-in 
of motor vehicles which all meet Federal emission standards. Following that, air quality 
would deteriorate slightly as a result of long-term growth, unless more stringent emission 
standards can be implemented. These short- and long-term air quality changes will occur 
regardless of any transportation improvements in the I-105 corridor. 

Noise Impact - In the short-term, noise impact would increase somewhat in the corridor, 
especially along the major arterials. By the year 2000, assuming no technological break
through, travel-related noise impacts would be significantly greater than today along ma
jor arterials. In addition, due to the diversion of traffic from arterials, noise impact 
would increase significantly along secondary and residential streets, from 1980 to the 
year 2000, 

Energy Use - Energy use would continue to increase in the corridor; however, the increase 
may be slower than the population and travel growth rates due to use of more efficient 
vehicles. 

Other Effects - The short term development of the corridor would be constrained in the 
absence of major transportation improvements, particularly potential commercial develop
ments near LAX and potential industrial developments in the eastern portion of the corri
dor. The effect of constrained development, coupled with the nine to ten years of tax 
losses absorbed while the right-of-way was in State ownership, would make it increasingly 
difficult for the corridor communities to maintain and/or improve their level of public 
services. 

The ~o Project alternative would require local communities to reconsider both short and 
lon g range goals to the extent they were predicated upon the Project. Current public works 
programs, private and public, redevelopment projects predicated on I-105 would also re
quire reassessment. Similar questions must be addressed at the regional level. 

1Persons not in occupancy at the time of acquisition. 
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From a broader regional, State and Federal perspective , an estimated $105 million of the 
$186 million presently expended would not be recoverable. These losses result from the 
Project planning and design costs and the right-of-way acquisition and relocation and 
clearance activities. The right-of-way acquisition program is the major generator of non
recoverable costs as a result of lost value through structure clearance and reduced market 
value of vacant deteiorated structures. 

Also, the no project alternative means that the Federal Highway Funds returning to the 
State might be reduced hy over ~700 million. Since a minimum percentage of the State high
way fund must be spent in each of the eleven Transportation Districts of the State, the 
highway program in the whole State would be reduced, affecting employment and related eco
nomics Statewide. Further amplification on Statewide program funding is included in Chap
ter 8, 

In summary, the "no project" alternative, which assumes no significant corridor transpor
tation improvements through the year 2000, has the following major direct consequences: 

Need to sell 4,800 acquired parcels, most of which would require either struc
tural rehabilitation or total redevelopment; central portion of the right-of-way 
likely to remain vacant for the foreseeable future. 

Would result in traffic conditions similar to today's; i.e., congestion over 
about 1/3 of the corridor. 

Constrained residential, commercial, and industrial development throughout the 
corridor, including ground access limitations upon LAX operations. 

Noise impacts which increase in magnitude near corridor arterials, and along 
corridor secondary streets as future traffic diverts to these streets from the 
arterials. 

In general, the local losses are primarily the short-term effects of the route location 
process and the nine to ten years of diminished tax base associated with the acquisition 
and relocation and clearance activities. This would include the approximately four to ten 
years or more required to redevelop most, but not all, of the right-of-way. Also, many 
local officials feel that the extended period of right-of-way acquisition, many vacant 
structures, and uncertainty surrounding the Project have produced neighborhood deteriora
tion adjacent to the I-105 right-of-way. The regional losses are related to diminished 
regional accessibility, particularly improved ground access to LAX. The State and Federal 
losses would be primarily financial ($105 million nonrecoverable). Unspent and recoverable 
State funds could be used for highway construction in other parts of the region or State; 
however, Federal funds would revert to the Federal Highway Trust Fund. Additionally, the 
loss of Federal Interstate funds to California would adversely effect the entire State. 

Scenario 3 - THE EXCLUSIVB» m.m'AT· PROJ!C'I' 

The most probable transit &ltffl"a-tive to tbe "Project" would be an exclusive busway con-
structed within the I-li&&, I' f...,•P~ ·.· "-fta1t0 b~·wo:old': ' :ep.e1'!a.t'e 11111.dli ¼1-kec it would if 
it had been con-sti'uete4 '_,-_ -~ _..,, tlt1!! I~05 Project. That is, it coul d function a s one 
of the links in the 36 ··. ._ . eed rapid transit system, which would interface with the 
Orange County T~ait Dist ·. ;c.--f •a propo.-ed transit system. Ultimately, according to SCRTD's 
latest long-ra._.. -. pla~•'•} th• . bu-away could be converted to rail transit or other advanced 
fixed-guidewa.y ·'• ••4 :11'.· ··ey!!tetns. 

Relocation, Redevelopment and Construction: 1978-1985 

In order to implement the busway project, the following major actions would be necessary: 

Apply for Federal assistance under the 1973 Federal-Aid Highway Act which allows 
construction of exclusive busways. 

Generate necessary local matching funds. 

Purchase additional right-of-way required and complete necessary residential, 
commercial, industrial, and institutional relocation. 

Disposal of excess I-105 right-of-way not utilized. 

Construct busway. 
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To complete the busway project would cost an estimated total of $235 million, including 
$54 million of previously acquired I-105 right-of-way. This includes additional right-of
way and relocation, plus necessary roadway, stations, parking lot construction and some 
direct connections to intersecting freeways. Federal participation in this alternative 
would come from highway funds, while local participation would come from the Transporta
tion Development Act of 1971 (SB 325) which extended the sales tax to gasoline purchase 
and established a transportation fund which can be used for local public transit or high
way improvements. Local funds might also be available from State highway funds diverted 
for transit use, per provisions of Proposition 5 on the June 1q71 ballot, assuming an 
exclusive busway would qualify as a fixed guideway required by Proposition 5. 

In order to implement this alternative, an additional 4,000 persons would have to be relo
cated, 1,980 housing units would he removed, 11 community facilitiesl would be displaced 
(4 of which have been acquired), and 75 businesses replaced, affecting up to 440 jobs. 
It is P.stimated that these additional acquisitions, relocation activities and construction 
would require ~181 million of the total $235 million required to implement the husway. 

Since the busway project right-of-way width would be approximately one-half of that of the 
I-105 Project, the excess right-of-way would probably be sold and redeveloped in the same 
manner as discussed under the "No Project" alternative. The estimated nonrecoverable costs 
would be approximately $84 million for the busway. It is estimated that the time required 
to dispose of the excess property and to reach full reuse would still be approximately 
four to ten years although portions of the rightof-way (primarily Watts ... Willowbrook) could 
require a longer time period for redevelopment. The busway would probably stimulate more 
development than the "No Project" alternative. 

Impact upon the people who would be in the I-105 right-of-way, but not required for the 
busway, would be similar to "No Project". About 770 original owners and 800 rerenters of 
State-owned housing would be affected. 

About 1,000 dwelling units are vacant in the right-of-way outside that needed for the bus
way. Of those, some 30 have deteriorated to the point where they cannot be rehabilitated 
and would have to be demolished. Of the remaining units, most would have to be rehabili
tated. 

The actual construction of the busway, which could possible occur in the 1980-1985 time 
period, would include the following components: (1) roadway, bridges,drainage, landscap
ing, etc.; (2) six stations; and (3) four parking lots. 

Rusway Operation and Impacts: 1980-2000 

Transportation Effects: 

Completion of the busway would bring an improved level of public transit mobility to the 
more than 750,000 residents of the corridor through interface of the busway operations 
with the rest of the proposed regional transit system. As part of that system, total daily 
patronage on the exclusive busway could be up to 58,000, or 16 percent greater than the 
anticipated patronage on the I-105 median busway. This level of public patronage would 
result in corridor vehicular traffic reductions of up to 2 percent, compared to "No Proj
ect" conditions. Thus, by the year 2000, public transit travel speeds in the corridor 
would be significantly faster than today, while surface street automobile travel speeds 
would be only slightly better than "No Project" conditions. 

Environmental Impacts: 

In terms of environmental considerations, the air quality and noise impacts would general
ly be the same as the "No Project" alternative; however, the "busway" would be similar to 
the I-105 Project in that it would result in a "new noise source" in the corridor (al
though at a lower level than that of the Project). Regional energy use will be approxi
mately one percent less as compared to "No Project," to the extent that trips are diverted 
from automobiles to public transit. 

1 Two schools, one park, four churches, and four miscellaneous facilities. 
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Development Effects: 

Future development in the corridor under this alternative is uncertain. While evidence of 
probable I-105 induced development exists, (such as i ndustrial joint use, commercial in
tensification near LAX, etc.) , it is not clear if the busway alone would influence future 
development. 1'/hile improved access to the regional labor fo rce would exist, the reduced 
accessibility in terms o f goods and service mo vement may tend t o constrain commercial and 
industrial developments, particularl y the latter. Overal l , from a corridor perspective, 
the "excl usive busway" alternative would have approxima t ely the same pre-construction im
pacts of the I-105 Proj ect and roughly 70 perce nt (3,020 parcels) of the right-of-way rede
velopment problems as s o ciated with the " No Project" alternative. In terms of operational 
impacts, the exclusive busway noise impact would be similar but less than the I-105 Proj
ect, while potential community fragmentation and severance would be similar to the I-105 
Project. In terms of transportation service , the exclusive busway would offer transit 
benefits similar to the busway with the Project, but would not provide significant traffic 
congestion relief to the corridor surface streets and regional freeway system. 

Scenario 4 - l.DCAL STREET IMPROVEMENT ALTERNATIVES 

If the corridor coimm.mities had desired a "local street improvement" program, two possible 
alternatives were either: (1) an arterial widening program, or (2) grade separations at 
major intersections, within existing arterial rights-of-way (commonly referred to as a 
mini-freeway or junior freeway). For comparison purposes, street 1-mprovement alternatives 
were formulated to provide an amount of congestion relief similar to that which would be 
provided by the I-105 Project. While it is possible to formulate either greater or lesser 
improvement programs, the "similar congestion relief" assumption provided a basis for com
parison with the Proj~ct. 

Acquisition, Relocation, Redevelopment, and Construction: 1980-1985 

In order to implement the "local street improvement" alternative on a corridor-wide basis, 
the followin g major actions would be necessary: 

Dispose of I-105 right-of-way. 

Reach agreement among the 15 or 17 affected jurisdictions regarding details for 
either the widening of the grade-separation program. 

Apply for Federal assistance per Federal-Aid Urban System (FAU) provisions of 
1973 Highway Act. 

Generate local matching funds. 

Purchase required right-of-way and complete necessary relocations. 

Construct required widening project or grade-separated intersections. 

I-105 Right-of-Way: 

Under this alternative, the redevelopment of the acquired I-105 right-of-way must be ac
complished as in the "No Project" al tern at i ve case ( see Scenario 2 for d-etails). 

Jurisdictional Agreement: 

In order to implement either of the two "local street improvement" alternatives on a cor
ridor-wide basis, it would be necessary for all jurisdictions involved to reach agreement 
upon the desired course of action. For the arterial widening program, this would involve 
agreement on up to 60 -miLe.s of two-lane widening (one fo.r each travel di.rec-ti.on). The 
grade seperation alternative involves up to 55 mil-eii of art-er.i;al street reconstruction and 
69 intersection separations. Los Angeles County, with the concurrence of the Southern 
California Association of GoveTnments (SCAG), would probably have to take the lead in 
either of these programs, perhaps utilizing the Highway "Through Ci~d• Program, while 
Caltrans would implement any improvements to 1-.lanchester/Firestone Boulevard, the only 
State highway in the east-west direction within the corridor. 
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Cost and Funding: 

The total project costs for the widening and grade-separation projects are estimated to be 
$177 million and $284 million, respectively. These estimates include right-of-way acqui
sition and relocation, utility relocation, and actual project construction. 

Under provision of the 1973 Federal-Aid Highway Act, it is possible that either of these 
improvement projects would be eligible for Federal urban program funding, State and local 
highway funds would be required to match the Federal funds. There is no assurance at this 
time that funds would be made available for full Federal participation. This program is 
presently funded through the 1978 fiscal year and would provide a total of approximately 
$20 million for corridor juri~dictions. Clearly, this or a similar Federal program would 
have to be extended or expanded to provide adequate funding to completion. 

Relocation: 

For the arterial widening project, it is estimated that 8,700 persons, 3050 residential 
units, and 1,440 businesses (affecting 6,500 employees) would be displaced. It is esti
mated that these acquisition and relocation activities would require $107 million of the 
total $177 million required to complete the arterial widening project by 1985, The affect
ed families and businesses would qualify for relocation assistance under provisions of the 
Federal Uniform Relocation Assistance and Real Property Act of 1970, the same legislation 
which applies to the I-105 Project. 

While the grade-separation project would not directly take significant amounts of proper
ty, the diminished visibility and access to the adjoining property and particularly busi
nesses at each of the affected 69 intersections could result in significant proximity 
impacts. Approximately 600 persons, 102 housing units and 21 business establishments would 
be displaced, 

Construction: 

In terms of construction impacts, the widening project could be implemented with moderate 
disruption of traffic flow, while the grade-separation project will require traffic de
tours lasting several months at each affected intersection. 

Operation and Impacts: 19R0-2000 

Transportation Effects: 

Following completion of either of the two, the following effects are anticipated. 

Arterial Widening - The increased capacity associated with the arterial widening program 
would result in vehicular travel speeds of 25-30 mph in the east-west direction, compared 
with speeds of 20-25 mph on the unimproved arterials. For comparison, today's travel 
speeds on east-west arterials are in the 23-28 mph range. By the year 2000, anticipated 
travel speeds along the improved arterials would drop to 20-25 mph; however, the increased 
travel volumes can be carried on the improved arterials so that the unimproved arterials 
would maintain travel speeds in the 20-25 mph range, 

Grade Separation - The increased capacity and reduced conflicts at grade-separated inter
sections would allow east-west travel speeds of 35-40 mph. Again, as the arterial widening 
project, travel speeds of unimproved arterials will be in the 20-25 mph range, 

Under either of these alternatives, the benefit to public transit riders would be limited 
to the slight increase in surface street bus travel speeds, Greater transit benefits could 
he gained through provision of priority-lane treatment for public transit on improved 
streets; however, this would be at the expense of other motor vehicle traffic, 

~leither of the local street improvement alternatives would yield significant gains in 
regional accessibility, either to automobile, truck or transit users, In terms of travel 
safety, these alternatives could be slightly better than the "No Project" alternative. 

Environmental Impacts: 

The air quality and noise impacts of these alternatives would be similar to the "No Proj
ect" alternative, However, the air quality impact (except for NOx) would be slightly im
proved over the "No Project" alternative due to reduced congestion and increased travel 
speeds. For the same reason, the noise impact of these alternatives will be slightly 
greater than the "No Project" alternative. Energy use with the local street improvement 
alternatives will be reduced slightly when compared to the "No Project"; however, the dif
ference regionally is insignificant. 
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Development Effects: 

Future development in the corridor under either of these local improvement alternatives 
would approximate the "No Project" condition. That i s , the short-term development of the 
corridor would be constrained in the absence of major t ransportation improvements. In ad
dition, the business activity near grade-separ ated intersections could be depressed due to 
ctecreased access and visibility. The net e ffect may b e gradual att rition of businesses at 
these intersections, with the financially stron ge r establishme nts seeking new l ocat ions . 

From a corrido r perspective, the local street improvement alter nat i ves would primarily re
s ult in maintaining the "status quo" traffic conditions, although the grade-separation 
alternati ve would result in inc¾eased eas t-west travel speeds of approximately 35 mph, as 
c ompared to a bout 20 mph f o r the "no proj ect" alt e rnative . Public trans i t service improve-
111ents would b e nomina l unde r either of these alternative s. 

In s ummar y , th e 15 to 17 af f ected j urisdictions would h a ve to reach a consensus regarding 
t hese alternat ives, including assignment and coordination of implementation responsibili
ties. The c01.1muniti es would then have to app ly for Fe de ral Urban System funding and make 
provision s f o r l o cal matching funds. 

Either of these local improvement projects would also include the I-105 right-of-way rede
velopment a s pects of th e " :;o Project " al :;erna t ivc . TI1 at is , mo r e than -1 , 0 ')0 parcels must 
he sold, deteriorated structures cleared or rehabilitated, and cleared properties returned 
to productive use over approximately a four to ten year time period. 

The corridor communities would have experienced the major share of pre-construction i m
pacts associated with the I-105 Project and the full range of right-of-way redevelopment 
effects associated with "No Project" alternative. Additional community impacts would be 
experienced in order to implement e ither the arterial widening or grade-separation alter
native. The net effect of the preceding would be a . situation which maintains, or slightly 
improves, the "status quo" transportation service within the corridor. 

Sce nario 5 - cmmINED BUSWAY AND LOCAL IHPROVEMENT ALTERNATIVES 

If the corridor communities had desired a non-freeway transportation improvement program 
which could provide similar transportation service as the I-105 Freeway-Transitway proj
ect, combining a busway (see Scenario 3) with either of the local street improvement con
cepts (see Scenatio 4) would be the alternatives. Presented here is a summary of the com
posite cost-implementation, transportation-service, environmental, socioeconomic and land 
use development implications of the following two combination alternatives: Combined 
Alternative 1 - Exclusive Busway plus arterial widening program. Combined Alternative 2 -
Exclusive Busway plus grade-separation program. 

Acquisition, Relocat i on, Redevelopment and Construction: 1978-1985 

In order to implement the "combined alternatives , " the following major actions are neces
sary: 

Reach agreement among the 15 or 17 affected local jurisdictions regarding the 
busway and the selection of either the widening or grade-separation program. 

Apply for Federal assistance per provisions of the 1973 Federal-Aid Highway Act 
which allows Federal participation in the construction of exclusive busways as 
well as local highway improvements (Federal-Aid Urban System Funds). 

r.enerate matching local transit and highway funds. 

Purchase additional right-of-way required for the busway, arterial widening or 
grade-separated intersections and complete necessary residential, commercial, 
industrial and institutional relocation. 

Dispose of excess I-105 right-of-way. 

Construct busway and either the widening or grade-separation program. 
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Cost and Funding: 

Combined Alternative 1 (Busway plus Widening) would cost an estimated $412 million, Com
bined Alternative 2 (Ousway plus Grade Separation) would cost an estimated $519 million, 
Funding could come from Federal and local transit and highway sources, The State would be 
involved if improvements were required to the single State highway (Manchester-Firestone) 
within the corridor. 

Relocation: 

In terms of right-of-way acquisition and related relocation, Combined Alternative 1 would 
displace approximately 12,700 people, remove 5,000 housing units, effect 76 community fa
cilities (4 of which are already acquired), and displace roughly 1,500 businesses with 
more than 7,000 employees. Combined Alternative 2 would, on the other hand, have direct 
displacement effects only slightly more than the busway alone, that is, it would displace 
approximately 4,600 people, 2,140 hous ing units, affect 11 community faciliteis (4 of 
which are already acquired) and displace 96 businesses representing almost 560 employees. 

I-105 Excess Right-of-Way: 

As previously noted Scenario 3, the busway project would require 
(or 3,020 parcels) of the acquired I-105 right-of-way properties 
vate sector, This disposal program and subsequent redevelopment 
approximately four to ten years. 

Operation and Impacts: 1980-2000 

Transportation Effects: 

that roughly 70 percent 
be returned to the pri
activity would require 

Upon completion of either of the combined alternatives an improved level of transit mobil
ity would be realized by the residents of the corridor (see Scenario 3 for details). In 
addition, local surface street congestion relief comparable to that which would have been 
provided by the I-105 Project would be realized (see Scenario 4 for details). The combined 
effect of the busway and local improvements would not, however, provide significant relief 
for the regional freeway system as compared to the "with I-105" condition. While public 
transit speeds in the east-west travel direction would be identical to the "with I-105" 
condition, vehicular travel (autos, trucks and local buses) would be significantly less 
under this alternative, with the exception of the improved arterials with grade-separated 
intersections which would have travel speeds within approximately 10-15 miles per hour of 
the I-105 Freeway. 

Environmental Impacts: 

The combined alternatives would have air quality effects similar to the I-105 Project, al
though the magnitude of the effect would be much smaller, Noise impacts along the busway 
would initially be viewed by the communities as a "new noise source," while either of the 
local street improvement concepts would tend to keep traffic on the arterial streets rath
er than forcing traffic to divert to the secondary streets. Thus, between 1980 and the 
year 2000, noise levels would increase along arterials and would remain similar to today's 
along the secondaries. Energy use reductions with these alternatives would likely be some
where between the exclusive busway alternative and the local improvement alternatives and 
would again be insignificant to the region. 

In summary, these combined alternatives provide similar transportation service benefits 
(in terms of local street congestion relief and regional transit accessibility) to the 
corridor communities as the 1-105 Freeway-Transitway Project. 

Combined Alternative 1 (Busway plus Widening) would cost approximately $412 million. Com
bined Alternative 2 (Busway plus Grade Separation) would cost approximately $519 million. 
~e ither of these alternatives have assured Federal and local funding sources. 

Socioeconomic impacts of Combined Alternative 1 (Busway plus Widening) would be signifi
cantly more than those associated with completing I-105, based on residential, business, 
and institutional displacement. On the same basis, Combined Alternative 2, and (Busway 
plus Grade Separation) would have somewhat less direct impact than 1-105, although signi
ficant impact upon businesses adjacent to the improved intersections would be experienced, 
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Environmentally, the combined alternatives would have an insignificant effect 
quality, The noise impact of the combined alternatives would be spread throughout 
ridor rather than primarily concentrated along the I-105 right-of-way. Long-term 
energy use for these combine d alternatives would be relatively insignifican t , 

upon air 
the car
regional 

The combined alt ernatives would also include a State disposal of the roughly 3,020 excess 
I-105 parcels wh i ch would not be needed and would probably be returned to the private sec
tor. The State and Federal non-recoverable cost would be $84 million and the State High
way Program would be adversely affected throughout the State. 

1.6 PUBLIC ISSUES 

During the DEIS process, the following questions or issues were raised as particularly 
relevant in rendering a decision on proceeding with the project. Comprehensive informat ion 
was included in the DEIS so these questions could also be addressed and considered in the 
decision-making process. These questions have been retained and are presented along with 
references to the sections of the EIS which address them in some depth. 

"In light of the energy crisis, increased gasoline costs, and the 55-mile-per
hour speed limit on our highways, can we justify this 8-lane freeway project 
when we must curtail our personal travel?" ( Se~ Section 2,1 , Regional and Cor
ridor Setting; Section 5,6, Energy Use; and Chapter 4 - Transportation Service 
Evaluation--for coverage of issues raised in this question.) 

"Since we don't have enough money for an extensive mass rapid transit system, 
shouldn't we abandon this freeway and use the money to help pay for a regional 
transit system, utilizing the interstate deletion-transit substitution provi
sions of the 1973 Federal-Aid Highway Act?" (See Chapter 3, Section 3,6, which 
addresses this possibility,) 

"Since the freeway generates additional vehicle miles of auto travel, how can we 
justify building it when the Environmental Protection Agency (EPA) has said we 
must decrease travel substantially in order to meet Federal air quality stand
ards?" (See Section 5,1, Air Quality Impact, for coverage of this question.) 

"What if we don't build this freeway, what happens in terms of effects on other 
freeways, surface streets, and regional transit plans?" (See Chapter 4 - Trans
portation Service Evaluation, for discussion of the "no project" travel effects.) 

" What happens to the nearby neighbor!10ods and communities if this freeway is 
abandoned? What are the obligations of the State and Federal governments to 
these communities?" (See discussion for "no project" in Chapter 6 - Social and 
Economic Evaluation, in Chapter 7 - Land Use and Development Evaluation, and in 
Chapter 8 - Cost and Implementation Evaluation.) 

"Have all feasible alternatives have been studied? Have they been analyzed in a 
comprehensive, objective manner and in a comparable level of detail?" (See dis
cussion of alternatives in Chapter 3, and results of analyses in Chapters 4 
through 8.) 

"How will an adequate residential relocation program be developed and carried out 
for those people yet to be relocated by the Project? Are there any anticipated 
relocation problems to be faced which cannot be solved?" (See Section 6.1, 
Residential Displacement, for a discussion of this issue.) 

"ll'hat can be done to mitigate highway noise impact? What are the criteria by 
which to decide where and when noise attenuation measures are appropriate?" (See 
Section 5.2, Noise Impact.) 

"How many community facilities of major significance will be displaced? What are 
the remedial programs?" (See Section 5,7, Services and Community Facilities.) 

"Would the Project further promote or encourage urban sprawl in the region, and 
if so, to what extent?" (See Section 7,1, Growth Inducement,) 
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"Have the affected local communities and t!:J.e region heen involved in the plan
nin1; process? !Ias public participation been achieved throughout the Project?" 
(See ~ection ~.1, Citizen and Agency Participation.) 

"Do the travel demand projections take into account the potential 
mass rapid transit system? Should this freeway proceed if a mass 
alternative could reduce the need for the freeway?" (See Chapter 
tation Service Evaluation.) 

1. 7 EVALUATION sm.mARY 

effects of a 
rapid transit 
4 - Transpor-

As previously indicated, Table· 1-1 presents a summary of evaluation results for the Proj
ect and each of the major alternatives. This Table, which appears on the next page, shows 
the si rrnificant findings from the environmental, transportation service, socioeconomic, 
land use-development, and cost-implementation evaluations; as well as the public review 
and involvement process. 
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I 

THE PROPOSED PROJECT* 

1-105 FREEWAY TRANSITWAY • ♦ 
* IMPERIAL LOCATION 
♦♦ BUSWAY 
----

LOCATIONAL ALTERNATIVES 

II BELL LI NE II 

ORIGINAL ADOPTED LINE 

J:ONCEPTUAL ALTERNATIVES 

EXCLUSIVE BUSWAY ------ ---

LOCAL IMPROVEMENTS 

- ARTERIAL WIDENING 
OR 

- GRADE SEPARATION 

COMBINED ALTERNATIVES: 
-BUSWAY 8 WIDEN! NG 

OR 
-BUSWAY 8 GRADE -

SEPARATION 

•No PROJECT" ALTERNATIVE 

DEMAND a CONGEST I ON 
FREEWAY WOULD SERVE 7n,11rJ0 TO 140,1100 'lEHICLES 
PE8 D~Y FOLLOWING COM!'bETION, AND 80,000 TO 
ll!!J,(J()IJ BY THE YEAR 20 0 , 

"IEDIAN BUSWAY WOULD SERVE 60,0fJI) DAILY PASSENGERS 
AS PART OF REGIONAL TRANSIT SYSTEM, 

LOCAL STREET CONGESTION WOULD BE REDUCED, ON piE 
4VERAGE, BY MORE THAN :.W PERCENT COMPARED TO NO 
PROJECT,• REL! EF OF UP TO ,0 PERCENT WOULD OCCUR 
?~lQ~~4LLEL ARTERIALS IMMEDIATELY ADJACENT TO 

WOULD REDISTRIBUTE TRAFFIC TO IMPROVE OPERATIONAL 
EFFICIENCY OF REGIONAL FREEWAY NETWORK, 

FREEWAY WOULD SERVE 70,000 TO 140,000 VEHICLES 
PER BAY FOLLOWING COMPbETION, AND 80,000 TO 
180, 00 BY THE YEAR 20 0, 

MEDIAN BUSWAY WOULD SERVE 60,000 DAILY PASSENGERS 
AS PART OF REGIONAL TRANS IT SYSTEM, 

LOCAL STREET CONGEST! ON WOULD BE REDUCED, ON JHE 
AVERAGE, BY MORE THAN 20 PERCENT COMPARED TO NO 
PROJECT,• REL! EF OF UP TO ,0 PERCENT WOULD OCCUR 
QN PARALLEL ARTERIALS IMMEDIATELY ADJACENT TO 
1-10,. 

WOULD REDISTRIBUTE TRAFFIC TO IMPROVE OPERATIONAL 
EFFICIENCY OF REGIONAL FREEWAY NETWORK, 

FREEWAY WOULD SERVE 70,000 TO 140,()80 'lEHICLES 

iEB BAY FOLLOWING COMPbETION, AND 8 ,ODO TO 
80, 00 BY THE YEAR 20 0 , 

MEDIAN BUSWAY WOULD SERVE 60,000 DAILY PASSENGERS 
AS PART OF REGIONAL TRANSIT SYSTEM, 

LOCAL STREET CONGESTION WOULD BE REDUCED, ON JHE 
AVERAGE, BY MORE THAN 20 PERCENT COMPARED TO NO 
PROJECT,• REL! EF OF UP TO ,0 PERCENT WOULD OCCUR 
QN PARALLEL ARTERIALS IMMEDIATELY ADJACENT TO 
1-105. 

WOULD REDISTRIBUTE TRAFFIC TO IMPROVE OPERATIONAL 
EFFICIENCY OF REGIONAL FREEWAY NETWORK, 

~USWAY WOULD SERVE 58,000 PASSENGERS DAILY AS 
PART OF REGIONAL TRANSIT SYSTEM, 

LOCAL STREET CONGESTION COIJLD ~E REDUCED Bl 
UP TO TWO PERCENT COMPARED TO NO PROJECT, 

WOULD PRODUCE LOCAL CONr,ESTION RELIEF 
SIMILAR TO THE l-Fl'i PROJECT, 

8USWAY WOULD SERVE 58,nrJO PASSENGERS DAILY AS 
PART OF REGIONAL TRANS IT SYSTEM, 

LOCAL CONGESTION RELIEF W()Ul.D BE SIMILAR TO 
THAT EXPERIENCED UNDER l-lU, PROJECT 
CONDITIONS, 

LOCAL STREET CQNGESTION IN THE CO~RIOOR !l9TH 
SHORT-TERM Cl':l80) AND LONG-TERM ( EAR 26orn 
WOULD INCREASE OH IHE AVERAGE BY 3 PERCENT 
COMPARED TO 1-10, PROJECT ~ONDITIONS , 

MOTORISTS WOULD TEND TO SEEK ALTERNATIVE ROUTES, 
WHICH WOULD TEND TO GREATLY INCREASE TRAVEL 
ALONG CURRENTLY UNCONGESTED CORR !DOR SECONDARY 
STREETS, 

TRANSPORTATION SERVICE EVALUATION 

SPEED a ACCESS! Bl LITY 

FREElfA:t
5

PEAK-PERIOD TRAVEL SPEEDS WOULD BE 
45 TO 5 tlP!I ANP. OVERALL TRANS IT SPEEDS WOULD 
AVERAGE 3'l TO 4 > MPH ON THE MEDI AN-BUSWAY, 

BENEFITS OF IMPROVED ACCESS TO REGIONAL OPPOR
TUNITIES WOULD BE SIGNIFICANTLY ENHANCED FOR 
BOTH HIGHWAY AND TRANSIT USERS, 

F~EEWAY PEAK-PERIOD TRAVEL SPEEDS WOULD BE 45 TO 
5 MPH AND OVERALL TRANSIT SPEEDS WOULD AVERAGE 
3 TC 45 MPH ON THE MEDIAN-BUSWAY, 

BENEFITS OF IMPROVED ACCESS TO REGIONAL OPPORTU-· 
NlTIES WOULD BE SIGNIFICANTLY ENHANCED FOR BOTH 
HIGHl<'AY AND TRANSIT USERS, 

F~EEl<AY PEAK-PER I OD TRAVEL SPEEDS WOULD BE 45 TO 
5 MFH AND OVERALL TRANS IT SPEEDS WOULD AVERAGE 
3 TC 4'l MPH ON THE MEDIAN-BUSWAY, 

BENEFITS OF IMPROVED ACCESS TO REGIONAL OPPORTU
NITIES WOULD BE SIGNIFICANTLY ENHANCED FOR BOTH 
HIGHWAY AND TRANS IT USERS, 

WOULD RESULT IN SUBSTANTIAL INCREASES IN 
AVERA(';E TRANSIT TRAVEL SPEEDS AND ATTENDANT 
REGIONAL ACCESSIBILITY BENEFITS FOR TRANSIT 
USER;, 

NET, LONG-TERM DECREASES IN REGIONAL ACCES
S IB L.ITY FOR HIGHWAY USERS WOULD OCCUR, 

WOULD ENABLE LONG-TERM REGIONAL ACCESS TO 
REMAIN AT CURRENT LEVELS FOR BOTH HIGHWAY 
AND TRANSIT USERS, 

WouLD RESULT IN SUBSTANTIAL INCREASES IN 
AVERAGE TRANS IT TRAVEL SPEEDS AND ATTENDANT 
REGIONAL ACCESSIBILITY BENEFITS FOR TRANSIT 
USERS , 

WOULD ENABLE LONG-TERM REGIONAL ACCESS TO 
REMAIN AT CURRENT LEVELS FOR HIGHWAY USERS, 

WouUl RESULT IN LONG- TERM DECREASES IN TRAVEL 
SPEEDS AND REGIONAL ACCESSIBILITY--FOR BOTH 
H l GH>IAY AND TRANSIT USERS, 

TRAVEL CHOICE 

PROVIDES A CHOICE OF HIGH-SPEED HIGHWAY OR 
TRANSIT MODES, AS WELL AS IMPROVED SURF1.CE 
STREET VEHICULAR OPERATION FOR AUTOMOBILES, 
TRUCKS AND BUSES, 

PROVIDES A CHOICE OF HIGH-SPEED HIGHWAY OR 
TRANS IT MODES, AS WELL AS IMPROVED SURF4CE 
STREET VEHICULAR OPERATION FOR AUBOHOBILES, 
TRUCKS AND BUSES, 

PROVIDES A CHOICE Of HIGH-SPEED HIGHWAY OR 
TRANSIT MODES, AS WELL AS IMPROVED SURF.\CE 
STREET VEHICULAR OPERATION FOR AUBOMOBILES, 
TRUCKS AND BUSES, 

PROVIDES A HIGH-SPEED TRANSIT MODE CHOI :E 
~~/~~~A~~O~~~i~J CONDITIONS SLIGHTLY lETTER 

WOULD PROVIDE MODE CHOICE SlMILAR TO Cl:RRENT 
SITUATION IN CORRIDOR, 

PROVIDES A CHOICE OF HIGH-SPEED TRANSIT OR 
IMPROVED SURFACE STREET VEHICULAR OPERt.TION 
FOR AUTOMORILES, TRUCKS, AND BUSES, 

WOULD PROVIDE MODE CHOICE SIMILAR TO Cl:RRENT 
SITUATION IN CORRIDOR, 

SAFETY 

WOOLD EVENTUALLY (2000) RESIJLT IN APPROXIMATELY 
560 FEWER ANNUAL ACCIDENTS (FATAL, PERSOVAL 
INJURY A~D PROPERTY DAMAGE) COMPARED TO NO 
PROJECT, 

!fOIILD EVENTUALLY (2000) RESIJLT IN 4PPROXIHATELY 
56(} FEWER ANNUAL 4CCIDENTS {FATAL, Pl:RS~L 
INJURY ~D PROPERTY DAMAGE) COMPARED TO KO 
PROJECT, . 

1/QULD EVENTUALLY (2000) RESIJLT IN APPROXl114TELY 
560 FEWER ANNUAL ACCIDENTS (FATAL, PERSO§Al 

. INJURY ,\UD PROPERTY DAMAGE) COMPARED TO NO 
PROJECT, 

WOULD RESULT IN APPROXlMATELY 280 ~EWER ANNUAL 
ACC !DENTS COMPARED TO NO PROJECT, 

GRADE SEPARATION ALTERNATIVE WOULD eESULT IN 45 
FEWER ANNUAL ACCIDENTS COHPARED TO NO PROJECT,• 
WhlLE THE ARTERIAL WIDENING ALTERNATIVE WOULD 
~ESULT IN NO ACCIDENT REDUCTIONS COMPARED TO 

NO PROJECT,• 

~~~~u~m :~::~~§ mwi~: J~~!L O~MmVEHEHTS" 
CONSIDERED SEPARATELY, 

llouLD RESULT IN APPROX,HAJELY 560 MORE ANNUAL 
ACCIDENTS COMP ED TO -105 FREEWAY-BUSW4Y, 

EVALUATION SUMMARY OF 105 ALTERNATIVES 

TABLE 1-1 a 



I 

THE PROPOSED PROJECT* 

1-105 FREEWAY TRANSITWAY • ♦ 
• IMPERIAL LOCATION 
♦♦ BUSWAY 

LOCATIONAL ALTERNATIVES 

II BELL LI NE II 

ORIGINAL ADOPTED LINE 

_cQNCEPTUAL ALTERNATIVES 

EXCLUSIVE BUSWAY 

LOCAL IMPROVEMENTS 
# 

- ARTERIAL WIDENING 
OR 

- GRADE SEPARATION 

COMBINED ALTERNATIVES: 
- BUSWAY a WIDEN I NG 

OR 
- BU SWAY a GRADE -

SEPARATION 

"NO PROJECT 11 ALTERNATIVE 

--· .~~·•-----------... •·- --------- ---•-•- ---· .. -

RESIDENTIAL 8 BUSINESS 
DISPLACEMENT 

WOULD RESULT IN ADDITIONAL (P~T-1977) RELOCA-
TION OF 7,300 eE~58NS AND 4,3 LIVING UNITS, 
AN ADDITIONAL 2,QO PEOPLE IN 70 LIVING UNITS 
WAHO ARE TEMPO~ABY RE-RENTERS WOULD BE DISPLACED, 

LSO ABOUT l,l!60 LIVING UNITS WHICH ARE VACANT 
WOULD BE REMOVED, 

WOULD RESULT IN ADDITIONAL (PosT-1977) DISPLACE
MENT OF 2ll0 BUSINESSES AFFECTING 1,140 EMPLOYEES, 

COMPENSATION WOULD IIE PROVIDED THROUGH CONTINUED 
APPLICATION OF THE UNIFORM RELOCATION ASSISTANCE 
AND REAL PROPERTY ACQUISITION ACT OF 19/0, 

lfOULD RESULT IN ADDITIONAL (PQ~T-1977) RELOCA-
ION OF 8,20n E NS AND 4,7n IVING UNITS, 

AN ADDITIONAL 2,~88 PEOPLE IN 7b LIVING UNITS 
ijHO ARE TEMeOMBY RE-RENTERS WOULD BE DISPLACED, 
ALSO ABOUT l,ll60 LIVING UNITS WHICH ARE VACANT 
WOULD BE REMOVED, 

WOULD RESULT IN ADDITIONAL (PosT-1977) DISPLACE
MENT OF 259 BUSINESSES AFFECTING 1,170 EMPLOYEES, 

COMPENSATION WOULD IIE PROVIDED THROUGH CONTINUED 
APPLICATION OF THE UNIFORM RELOCATIONlASSISTANCE 
AND REAL PROPERTY ACQUISITION ACT OF 9/0, 

WOULD RESULT IN ADDITIONAL (PQ~T-1977) RELOCA-
TION OF 6,500 eERS8NS AND 4,36 LIVING UNITS, 
AN ADDITIONAL 2,l!O PEOPLE IN 70 LIVING UNITS 
ijHO ARE TEMPOMBY RE-RENTERS WOULD BE DISPLACED, 
ALSO ABOUT l,ll60 LIVING UNITS WHICH ARE VACANT 
WOULD BE REMOVED, 

WOULD RESULT IN ADDITIONAL (PosT-1977) DISPLACE
MENT OF 200 BUSINESSES AFFECTING 840 EMPLOYEES, 

COMPENSATION WOULD IIE PROVIDED THROUGH CONTINUED 
APPLICATIQN OF THE UNIFORM RELOCATION ASSISTANCE 
AND REAL PROPERTY ACQUISITION ACT OF 19/U, 

WOUIJ) B;SULT IN ADDITIONAL (POST-1977) RELOCATION 
OF q,770 PERSONS AND REMOVAL OF 1,930 LIVING 
UNITS, 

AN ADDITIONAL 800 PEOPLE IN 260 LIVING UNITS WHO 
ARE TE!!eDRARY RENTERS WOULD BE DISPLACED AND 
ABOUT 50 NON-REHABILITATABLE LIVING UNIT REMOVED, 

WOULD RESULT IN ADDITJO~AL DISPLACEMENT OF 75 
BUSINESSES AFFECTING ljljU EMPLOYEES, 

COMPENSA Tl ON APPROACH SIM I LAR TO 1-105, 

GRADE-SEPARATION ALIERNATIVE WOULD REQUIRE 
DISPLACEMENT OF 1,5/0 PERSONS AND 250 LIVING 
UNJIS, WHILE ARTERIAL WIDENING WOULD DISPLACE 
9,Q/0 PERSONS AND 3,110 LIVING UNITS, 

GRADE-SEiARATION ALTERNATIYE WOULD DIRECTLY 
AFFECT Z BUSINESSES AND 95 EMPLOYEES AND 
JNDIRECTLY AFFECT MONY MORE AS A RESULT OF 

PROXIMITY IMPACTS, ARTERIAL-WIDENING ALTERNA-
IIYE WOULD DISPLACE l,l!OO BUSINESSES, WITH 
b,500 EMPLOYEES, 

"BUSWAY AND GRADE-SEPARATIQN" ALTERNATIVE WOULD 
BESUbT IN DISPLACEMENT OF 5,370 PERSQ~S AND 
2,1/ LIVlliG UNITSJ DISPLACEMENT OF 96 BUSINESSES 
AFFECTING 555 EMPLOYEES) ANg, PRODUCE INDIRECT 
ECONOMIC "PROXIMITY IMPACTS ALONG IMPROVED 
ARTERIALS, 

AN ADDITIONAL 800 PEOPLE IN 260 LIVING UNITS WHO 
ARE TE!!eORARY RENTERS WOULD BE DISPLACED AND 
ABOUT 50 LIVING UNITS REMOVED, 

"BuswAY AND ARTERIAL-WIDENftlG" ALTERNATIVE WOULD 
BESUbT IN DISPLACEMENT OF 5,470 PERSONS AtlO 
5,05 LIVING UNITS, A~D t!JSPLACEMENT OF l,515 
BUSINESSES AFFECTING 6,960 EMPLOYEES, 

WOULD NOT PRODUCE ANY SIGHIFICANT ADDITIONAL 
RESIDENTIAL OR BUSINESS DISPLACEMENT, 

DISPLACE!!ENT IMPACTS PREVIOUSLY INCURRED 
(PRE-19//) WOULD APPLY HERE, AS WELL AS ALL OF 
THE ABOVE ALTERNATIVES, 

SOCIAL a ECONOMIC EVALUATION 

~OMMUNITY FACILITIES 

WOtJLD AFFECT {THROUGH EITHER FULL OR PARTIAL 
ACQUISITION) 38 COMMUNITY FACILfTIES (SCHOOLS, 
A PARK, CHURCHES, AND OTHERS), 8 o, WHICH HAVE 
ALREADY BEEN ACQUIRED, 

P!ITIGATION MEASURES INCLUDE PAYMENTS AND 
RELOCATIOII AS51STANCE( INCLUDING ACTUAL PARTI
CIPATION (BY CAI.TRANSi OF REPLACEMENT SCHOOLS 
AND A PARK, 

WOULD AFFECT (THROUGH EITHER FULL OR PARTIAL 
ACQUISITION) 31:! COMMUNITY FA(:.ILf!IES (SCHOOLS, 
A PARK, CHURCHES, AND- OTHERS), 8 OF WHICH HAVE 
ALREADY BEEN ACQUIRED, 

MITIGATION MEASURES INCLUDE PAYMENTS AND 
RELOCATIO~ AS,ISTANCE( INCLUDING ACTUAL PARTI
CIPATION (BY CALTRANSJ OF REPLACEMENT SCHOOLS 
AND A PARK, 

WOULD AFFECT (THROUGH EITHER FULL OR PARTIAL 
ACQUISITION) 36 COMMUNITY FACILfTIES (SCHOOLS, 
A PARK, CHURCHES, AND OTHERS), 8 OF WHICH HAVE 
ALREADY BEEN ACQUIRED, 

MITIGATION MEASURES INCLUDE PAYMENTS AND 
RELOCATIO~ ASSISTANCE( INCLUDING ACTUAL PARTI
CIPATION (BY CALTRANSJ OF REPLACEMENT SCHOOLS 
AND A PARK, 

WOULD AFFECT 23 COl1HUNITY FACILITIES, 18 OF 
WHICH HAVE ALREADY BEEN ACQUIRED, 

MITIGATION APPROACH SIMILAR TO J-105, 

GRADE-SEPARATION ALTERNATIVE WOULD NOT DIRECTLY 
AEFECT ANY COMHUNITY FACILIT,ESOSASIDE FROM fHE 
18 ALREADY ACQUIRED FOR THE -1 PROJECT, HE 
ARTERIAL-l!iDENING ALTERNATIYE WOULD AFFECT A 
TOTAL OF 8 0 IHCLUDING THE 18 ALREADY ACQUIRED 
FOR THE I- 5 PROJECT, 

f'IITIGATION APPROACH SIMILAR TO 1-105, 

"BuswAY AND GRADE-SEPARATION" ALTERNATIVE WOULD 
AFFECT A TOTAL OF 25 COMMUNITY FACILITIES, 18 
OF WHICH HAVE ALREADY BEEN ACQUIRED, 

"BuswAY AND ARTERIAL-WIDEHING" ALTERNATIVE 
!'IQULD AFFECT A TOTAL OF 9U COMMUNITY FACILITIES, 
18 OF WHICH HAVE ALREADY BEEN ACQUIRED, 

WOULD ~QI PRODUCE ANY SIGNIFICANT ADDITIONAL 
(POST-1977) DISPLACEMENT OF COMMUNITY 
FACILITIES, 

LOCAL TAXES 
llouu, PRODUCE FOLLOWING ADDITIONAL (POST-1977) 
ANNUAL SHORT-TERM TAX LOSSES: 

--f'RoPERTY TAX 

-SALES TAX 

- -ScHOOL DISTRICTS 

$760,000 

$314,000 

$628,000 

SCHOOL DISTRICT REVENUE LOSSES WOIJLD BE MITIGATED 
THROUGH PROVISIONS OF THE LANTERMAN ACT, 

IT IS ANTICIPATED THAT LONG-TERM INCREASES IN 
LOCAL TAX REVENUE WOIJLD OCCURJ HOWEVER, THESE 
EFFECTS HAVE NOT BEEN ESTIMATED, 

WOULD PRODUCE FOLLOWING ADDITIONAL (POST-1977) 
ANNUAL SHORT-TERM TAX LOSSES: 

--PROPERTY TAX 

-SALES TAX 

--ScHOOL DISTRICTS 

$740,000 

$325,000 

$610,000 

ScHOOL DISTRICT REVENUE LOSSES WOULD BE MITIGATED 
THROUGH PROVISIONS OF THE LANTERMAN ACT, 

IT IS ANTICIPATED THAT LONG-TERM INCREASES IN 
LOCAL TAX REVENUE WOULD OCCURJ HOWEVER, THESE 
EFFECTS HAVE NOT BEEN ESTIMATED, 

WOULD PRODUCE FOLLOWING ADDITIONAL (POST-1977) 
ANNUAL SHORT-TERM TAX LOSSES: 

--PROPERTY TAX $660,000 

--SALES TAX $250,000 

--ScHOOL DISTRICTS $536,000 

ScHOOL DISTRICT REVENUE LOSSES WOULD BE MITIGATED 
THROUGH PROVISIONS OF THE LANTERMAN ACT, 

IT IS ANTICIPATED THAT LONG-TERM INCREASES IN 
LOCAL TAX REVENUE WOULD OCCURJ HOWEVER, THESE 
EFFECTS HAVE NOT BEEN ESTIMATED, 

WOULD PRODUCE ADDITIONM, (eQST-1977) ANNUAL 
eBOPEBTY TAX LOSS OF $355,000, SALES TAX LOSS OF 
$92,000, AND SCHOOL TAX LOSS OF $290,000, 

ScHOOL DISTRICT IMPACT LESS THAN 1-1051 SIMILAR 
MITIGATION APPROACH, 

GRADE-SEPARATION ALTERNATIVE !!0UUL8ESULT IN AN 
ANNUAL PR9eERTY TAX LOSS OF $1:111,000, SALES TAX 
kY;81g~~o~o,ooo, AND SCHOOL TAX LOSS OF 

ARTERIAL WIDENING ALTERNATIVE WOUL0
2

8ESULT IN 
AN ANNUAL PRQPERTY !AX LOSS OF $1,6 8,000, SALES 1r,

85
~;8o8F s2, ooo, ooo, AND scHooL TAX Loss oF 

"BusWAY AND GRADE-SEPARATION" WOULD PRODUCE 
M!DfIIOH6L ANNUAL PROPERTY TAX LQSS_QE 
$1, bb,000, SALES TAX l,.OSS OF $252,(X)IJ, AND 
SCHOOL TAX LOSS OF $1,305,000, 

"BusWAY AND ARTERIAL WIDENING" WOULD PRODUCE 
~DIIlOH~L ANNUAL PROPERTY TAX 1.oss Of 
Sl,91:13,000, SALES T~ L-OSSo8E $2,092,000, AND 
SCHOOL TAX LOSS OF $Z,H5, 0, 

l!otJLD NOT PROl;l~Ct ADDITIONAL LOCAL TAX IMPACTSJ 
HOWEVER, THE $ , !!ILLION IN LOSSES ASSOCIATED 
WITH ACQUIRED - 05 RIGHT-OF-WAY WOULD CONTINUE 
UNTIL THE RIGHT-OF-WAY IS FULLY RETURNED TO 
PRODUCTIVE USES, 

GROWTH - INDUCEMENT 

THE CORRIDOR I~ ESSENTIALLY DE'll:LOPED, How-
EVER, THE 1-lfb PROJECT MAY COi-lTR InUTE TO INTEN
SIFICATION OF DEVELOPMENT WITIH N TME CORRIDOR, 

CoULD PROVIDE IMPETUS FOR GROlffli IN THE FOOT-
H ILLS NEAR POMONA AND AT THE El>GE OF DEVELOP
MENT IN SOUTHERN ORANGE COUNTY , ALREADY UNDER 
INTENSIVE DEVELOPMF.NT, 

°1AY ACCELERATE CQMMERCIAL A~D INDU$J:t!IAL 
DEVELOPHENTS IN EL SEllUNDO (NE IR LAX), AND 
INDUS TR I AL DEVELOPMENTS IN L YIHOOD, SOUTH 
GATE AND PARAMOUNT, 

THE C0681DQR IS ESSENTIALLY DE'IELOPED, HOWEVER, 
THE 1-105 PROJECT MAY CONTRIBUTE TO INTENSIFI
CATION OF DEVELOPMENT WITHIN T1iE CORRIDOR, 

COULD PROVIDE IMPETUS FOR GROWfH IN THE FOOT
HILLS NEAR PQMONA A~D AT THE EDGE OF DEVELOPMENT 
IN SOUTHERN ORANGE COUNTY, ALREADY UNDER INTEN
SIVE DEVELOPMENT, 

f'lAy ACCELERAIE COMMERCIAL {l~P. INDUSTRIAL DEVELOP
MENTS IN tL SEGUNDO (NEAR LAX), AND INDUSTRIAL 
DEVELOPMENTS IN LYNWOOD, SOUTH GATE AND 
PARAMOUNT, 

THE C0881DQR IS ESSENTIALLY DE/ELOPED, HOWEVER, 
THE 1-105 PROJECT MAY CONTRIBUTE TO INTENSIFI
CATION OF DEVELOPHENT WITHIN THE CORRIDOR, 

COULD PROVIDE IMPETUS FOR GROWTH IN THE FOOT-
H ILLS NEAR P8MONA AND AT THE EDGE OF DEVELOPMENT 
IN SOUTHERN RANGE COUNTY, ALRi:ADY UNDER INTEN-
SIVE DEV~LOPMENT, 

f'lAy ACCELERATE COMMERCIAL Mil INDUSTRIAL DEVELOP
MENTS IN tL SEGUNDO {NEAR LAX), AND INDUSTRIAL 
DEVELOPMENTS IN LYNWOOD, SOUTH GATE AND 
PARAMOUNT, 

WOULD HAVE INSIGNIFICANT EFFEf.T ON FUTURE 
URBAN SPRAWL, 

"1AY ACCELERATE C0191ERCIAL DEVELOPMENTS, BUT 
PROBABLY WOULD HAVE NO EFFECT ON INDUSTRIAL 
DEVELOPMENTS s INCE MOVEMENT or GOODS WOULD 
NOT BE IMPROVED, 

WOULD HAVE INSIGNIFICANT EFFECT ON FUTURE 
URBAN SPRAWL, 

WOULD TEND TO REDISTRIBUTE C0.'1/1ERCIAL ACTIVI
TIES WITHIN THE CORRIDOR AS A RESUI.T OF 
DISPLACEMENT AND PROXIMITY IM?ACTS, 

WOULD HAVE URBAN SPRAWL AND Di:VELOPMENT 
INTENSIFICATION EFFECTS MOST SIMILAR TO 1-l'J<; 
PROJECT; HOWEVER, MAGNITUDE o= EFFECT WOULD 
BE SMALLER, 

WOULD HAVE INSIGNIFICANT EFFE-:T ON FUTURE URBAN 
SPRAWL, 

lfoULD LIKELY HAVE NO Sl6NIFIC.~NT EFFECT ON 
CORRIDOR DEVELOPMENT IHTENSIFJCATION, ALTHOU6H 
MORE INTENSIVE USE OF PROJECT RIGHT-OF-WAY WOULD 
BE POSSIBLE WHEN AND IF AFFECTED LOCAL GOVERN
MENTS ADOPT A CHANGE IN LAND USE POLICY, 

PUBLIC a PRIVATE SECTOR PLANS 

THE PRO,JECT WOULD FUND AND IMPLEMENT THE LONG 
sour.HT AFIER ABANDONMENT AND RELOCATIOf( OF 
SOUTHERl'f PACIFIC RAJL LINES IN WATTS, WILLOW
BROOK, COMPTON AND LYNWOOD, 

SEVERAL JOINT-USE DEVELOPMENT OPPORTUNITIES 
WOULD BE CREATED, 

MosT RECErlT COl91ERCIAL, INDUSTRIAL AND PLANNED 
DEVELOPMENTS BY PRIVATE SECTOR WOULD BE ECONO
MICALLY VIABLE IF PROJECT IS COMPLETED, 

ls A. ~AJOR ELEMENT OF THE TRANSPORTATION PLAN 
FOR LAX, 

THE PROJECT WOULD FUND AND IMPLEMENT THE LONG 
SOUGHT AFIER ABANDONMENT AND RELOCATION OF 
SOUTHERN PACIFIC RAIL LIN~S IN WATTS, 
\o/1 LLOWBROOK, COMPTON AND LYNWOOD, 

SEVERAL JOINT-USE DEVELOPMENT OPPORTUNITIES 
WOULD BE CREATED, 

MOST RECENT COMMERCIAL, INDUSTR JAL AND PLANNED 
DEVELOPMENTS BY PRIVATE SECTOR WOULD BE 
ECONOMICALLY VIABLE IF PROJECT JS COMPLETED, 

JS A MAJOR ELEMENT OF THE TRANSPORTATION PLAN 
FOR LAX. 

THE PROJECT WOULD FUND AND IMPLEMENT THE LONG 
SOUGHT AFTER ABANDONMENT AND RELOCATION OF 
SOUTHERN PACIFIC RAIL LIN~S IN WATTS, 
fllLLOWBROOK, COMPTON AND LYNWOOD, 

SEVERAL JO I NT-USE DEVELOPMENT OPPORTUN I Tl ES 
WOULD BE CREATED, 

MosT RECENT COMMERCIAL, INDUSTRIAL AND PLANNED 
DEVELOPMF.NTS BY PRIVATE SECTOR WOULD BE 
ECONOMICALLY VIABLE IF PROJECT IS COMPLETED, 

Is A MAJOR ELEMENT OF THE TRANSPORTATION PLAN 
FOR LAX, 

RAILROAD RELOCATION AND CERTAIN JOINT-USE 
PEOJECTS MAY STfLL BE FEASIBLE WITH EXCLUSIVE 
BUSWAY USING I- fl5 RIGHT-OF-WAY, 

PRIVATE SECTOR COMMERCIAL DEVELOPMENTS WOULD 
BE SOMEWHAT ENHANCED IN TERMS OF ECONOMIC VIA
BILITY, ALTilOUi,H NOT TO THE EXTENT POSSIBLE 
Willi 1-l'l~. 

AIRPORT ACCESSIBILITY WOULD HAVE TO BE 
RE-PLANNED, 

RAILROAD RELOCATION AND JOINT-USE PROJECTS 
WOULD NOT OCCUR UNDER EITHER OF THESE 
AL TERNA Tl VES, 

PRIVATE SECTOR INDUSTRIAL DEVELOPMENTS WOULD 
BE ENHANCED SOMEWHAT IN TERMS OF ECONOMIC 
VIABILITY, ALTljO!/Gt! NOT TO THE EXTENT 
POSSIBLE WITH l-lfl5, 

AIRPORT ACCESSIBILITY WOULD HAVE TO BE 
RE-PLANNED, 

\-10!,JU! BF. LEAST DISRUPTIVE OF ALTERNATIVES TO 
J-105 IN TERMS OF IMPACT UPON CURRENT PUBLIC 
AND PRIVATE SECTOR PLANNING AND DEVELOPMENT 
ACTIVITIES IN THE CQRBIOOR WHICH WERE 
INITIATED ASSUMIN6 1-l~S IMPROVEMENTS, 

AIRPORT ACCESSIBILITY WOULD HAVE TO BE 
RE-PLANNED, 

WOULD HAVE GREATEST DISRUPTIVE IMPACT UPON 
CURRENT PUBLIC AND PRIVATE SECTOR ACTIVITIES 

IN Tl!E CORRIDOR WHICH WERE INITIATED ASSUMIN6 
-1'15 IMPROVEMENTS; RAILROAD RELOCATION AND 

JOINT-USE PROJECTS WOULD NOT BE POSSIBLE; AND, 
CERTAIN PRIVATE SECTOR COMMERCIAL AND INDUSTRIAL 
OEYELOfMENTS WHICH WERE COMPLETED WITH THE 
l-lfl5 PROJECT IN MIND WOULD BE LESS VIABLE, 

AIRPORT ACCESSIBILITY WOULD HAVE TO BE 
IIE-Pt..AIIIIEII, 

EVALUATION SUMMARY OF 105 ALTERNATIVES 

TABLE lb 



I 

THE PROPOS ED PROJECT* 

1-105 FREEWAY TRANSITWAY • ♦ 
* IMPERIAL LOCATION 
** BUSWAY 

LOCATIONAL ALTERNATIVES 

II BELL LI NE II 

ORIGINAL ADOPTED LINE 

CONCEPiUAL ALTERNATIVES 

EXCLUSIVE BUSWAY 

LOCAL IMPROVEMENTS 

- ARTERIAL WIDENING . 
OR 

- GRADE SEPARATION 

COMBINED ALTERNATIVES: 
- BUSWAY a WIDEN I NG 

OR 
- BU SWAY a GRADE -

SEPARATION 

"NO PROJECT" ALTERNATIVE 

COST 

COST 8 IMPLEMENTATION EVALUATION 

FUTRE USE OF PROJECT R / W IMPLEMENTATION 

WHEN FREEWAY-8Uittt,Y IS CO/'IPLEJED, TOTAL ADDI
TIONAL {POST-19 /J COSTS OF sq;; MILLION WOULD 
BE INCURRED l!Y EDERAL, STATE, AND LOCAL 
GOVERNMENTS ( INCLUDING SCRTO !jlTH RESPECT TO 
MEDIAN \IUSWAY EXPENDITURES) IHIS IS IN ADDITION 
TO THE $1,q MILLION WHICH HAS ALREADY BEEN SPENT, 

WHEN FREEWAY-eu~ttt,Y IS COMPLHED, TOTAL ADDI
TIONAL {POST-19 /J COSTS OF $Ll)b MILLION WOULD 
BE INCURRED av EDERAL, Sr~, AND LOCAL 
GOVERNMENTS {INCLUDING SCK I TH RESPECT TO 
MEDI AN SVSWAY EXPENDITURES VHI s IS IN ADDITION 
TO THE $1)4 MILLION WHICH HAS ALREADY BEEN SPENT, 

WHEN FREEWAY-8UStt/lY IS COMPLETED, TOTAL ADDI
TIONAL {POST-19//J COSTS OF sqqb MILLION WOULD 
BE INCURRED QY FEDERAL, SJ~E, AND LOCAL 
GOVERNMENTS {INCLUDING SCR 1TH RESPECT TO 
MED IAN SVS\'IAY EXPENDITURES VHIS IS IN ADDITION 
TO THE Sl)q MILLION WHICH HAS ALREADY BEEN SPENT, 

foTAL PROJECT COSTS OE AL/10ST $235 MILLION ltoULD 
BE INCURRED; SINCE $;5 MILLION OF ACQUIRED 1-10) 
RIGHT-OF-WA'{ COULD BE UTILIZED, NET PROJECT 
COSTS OF $181 MILLION WOULD RESULT, 

(N ADDITION, $84 MIL~ION OE NON-RECOVERABLE COSTS 
ASSOCIATED WI TH THE 1 -105 PROJECT WOULD BE 
INCURRED, 

ToTAL PROJECTS COSTS OF $177 MILLION FOR 
ARTERIAL WIDENING, AND $284 MILLION FOR GRADE
SEPARATION ALTERNATIVE WOULD BE INCURRED BY 
FEDERAL, STATE, AND LOCAL GOVERNMENTS, 

$105 MILLION IN NON-RECOVERABLE 1-105 COSTS 
WOULD ALSO BE INCURRED, 

ToTAL PROJECT COFS OF •coMl)lNED BUSWAY AND 
GRAD~-SEPARATION WOULD ~E $519 MILLION, WHILE 
THE l)VSWAY AND WIDENING ALTERNATIVE WOULD 
COST $ql2 MILLION, 

1-105 "NON-RECOVERABLE COSTS" OF $84 MILLION 
WOULD BE INCURRED, 

1-105 PROJECT RELATED "NON-RECOVERABLE" COSTS 
OF nos MILLI ON WOULD BE INCURRED. 

APPROXIMATELI 1,130 EXCESS PARCELS WOIJLD BE 
SOLD, AaouT 8 !J HAVE BEEN CLEARED OF IMPROVE-
MENTS, MOST OF THE REMAINDER ARE BOARDED AND 
WOULD REQUIRE REHABILITATION, 

I~l S EXCESS PROPERTY IS PRESENTLY WORTH ABOUT 
19 MILLION, WHEN FULLY RE-DEVELOPED THE VALUE 

OF THIS .PROPERTY WOULD BE SUBSTANTIALLY 
GREATER, 

APPROXIMATELY 585 EXCESS PARCELS WOULU BE 
SOLD, AaouT 340 HAVE BEEN CLEARED OF IMPROVE-
MENTS, MOST OF THE REMAINDER ARE BOARDED AND 
WOULD REQUIRE REHABILITATION, 

I~JS EXCESS PRQPERTY IS PRESENTLY WORTII ABOUT 
111 MILLION, WHEN FULLY RE-DEVELOPED THE VALUE 

OF TH IS PROPERTY WOULD BE SUBSTANTIALL'/ 
GREATER, 

APPROXJHATEL'{ 480 EXCESS PARCELS WOUL.J BE 
SOLD, AaouT 540 HAVE BEEN CLEARED OF IMPROVE-
MENTS, MOST OF THE REMAINDER ARE BOARDED AND 
WOULD REQUIRE REHABILITATION , 

Ill IS EXCESS PROPERTY IS PRESENTLY WORTH ABOUT 
8 MILLI ON, WHEN FULLY RE-DEVELOPED THE VALUE 

OF THIS .PROPERTY WOULD BE SUBSTANTIALU 
GREATER, 

APPROXJHATELI 3 000 EXCESS PARCELS WOULD BE 
SOLD, AaouT .7~0 HAVE BEEN CLEARED OF IMPROVE-
MENTS, MOST OF THE REHA I NDER ARE BOAR:JED AND 
WOULD REQUIRE REHABILITATION, 

I~IS EXCESS PRQPERTY IS PRESENTLY WORTH ABOUT 
q9 MILLI ON, WHEN FULLY RE-DEVELOPED THE VALUE 

OF THIS PROPERTY WOULD BE SUBSTANTIALLY 
GREATER, 

APPROXJMATELI 4A800 EXCESS PARCELS W(JULD BE 
SOLD. AaouT , 9u0 HAVE BEEN CLEARED OF IMPROVE-
MENTS. "10ST OF THE REHA I NDER ARE BOAF!DED AND 
WOULD REQUIRE REHABILITATION, 

TtllS EXCESS PROPERTY IS PRESENTLY WORTH ABOUT 
$87. MI LL! ON, WHEN FULLY RE-DEVELOPED THE VALUE 
OF THIS .PROPERTY WOULD BE SUBSTANTIALLY 
GREATER, 

APPROXJMATELI 3 200 EXCESS PARCELS WOULD BE 
SOLD, Al!OUT ,7~ HAVE BEEN CLEARED JF IMPROVE-
MENTS, MOST OF THE REMAINDER ARE BOAIIDED AND 
WOULD REQUIRE REHABILITATION, 

IHlS EXCESS PRP.PERTY IS PRESENTLY WORrH ABOUT 
119 MILLION, WHEN FULLY RE-DEVELOPED THE VALUE 

OF THIS PROPERTY WOULD BE SUBSTANTIALI..Y 
GREATER, 

APPROX~HATELI 4 800 EXCESS PARCELS WOULD BE 
SOLD, OUT , 960 HAVE BEEN CLEARED OF IMPROVE-
MENTS, OST OF THE REMAINDER ARE BOARDED AND 
WOULD REQUIRE REHABILITATION, 

ItllS EXCESS . . PROPERTY IS PRESENTLY WORTH ABOUT 
!rl MILLION, WHEN FULLY RE-DEVELOPED THE VALUE 

OF TH IS PROPERTY WOULD BE SUBSTANT !Al.LY 
GREATER, 

THE 1-105 PROJECT COUL» BE FULLY OPERATIONAL 
WITHIN FIVE TO SIX YEARS EOLLOlflNG FINAL 
DECISION TO PROCEED WITH PROJECT, 

THE (-105 PROJECT COUL» BE FULLY OPERATIONAL 
WITHIN FIVE TO SIX YEARS [OLLONING FINAL 
DECISION TO PIIOCEED WI TH PROJECT, 

THE 1-105 PROJECT COULD BE FULLY OPERATI~ 
WITHIN FIVE TO SIX Y£ARS EOLLOWJNG FINAL 
DECISION TO PROCEED WI TH PROJECT, 

THE EXCLUSIVE BUSWAY ~ULD IIECOl'IE Ol'ERATIOIIAL 
WIT!!l!LEIVE TO Sil< YEARS FOLLOWING A DECISION 
BY SCRTD TO BltlLD A RUSWtY !jHICH WOULD MOST 
LIKELY FOLLOW THE FINAL -fo; DECISION, 

llouLD RE<lUJRE FOUR TO TEN YEARS TO RETURN 
EXCESS l-lfl5 R(t;HT-OF-WAY TO PRODUCTIVE USE, 

WOULD REOUIRE CONSF.NSUS A/10NG }5 AFFECTED LOCAL 
JURISDICTIONS AS TO FINAL DESIGN AND FUNDING 
PARTICIPATION-•NIJHBER ~ YEARS TO INPLEMENT 
EITHER ALTERNATIVE NOT POSSIBLE TO ASCERTAIN 
AT PRESENT TIME, 

WOULD RE!lUIBF. FOUR TO TEN YEARS TO RETURN 
EXCESS 1-J.~5 Rlr.HT-OF-WAY TO PRODUCTIVE USE, 

WOULD RE<lU(RE COHsrnsus AMONG THE 15 AFFECTED 
LOCAL JURISDICTIONS AS TO FINAL DESIGN AND 
FUNDING PARTICIPATION--NUMBER OF YEARS TO 
IMPLEMEllT EITHER COMBINED ALTERNATIVE HOT 
POSSIBLE TO ASCERTAIN AT PRESEIU TIMEJ HOWEVER, 
WOULD PROBABLY RE GREATER THAN ANY OF THE 
OTHER AL TERNA Tl VES CONS I DE RED, 

WOULD RE!lU IRE FOUR TO TEN YEARS TO RETURN 
EXCESS 1-1~5 Rlt;HT-OF-W4Y TO PRODUCTIVE USE, 

IIOULD RE!lUJRE A MIN(Mll/1 OF TWO TO FOUR YEARS 
FOR STATE TO DISPOSE OF R(r,HT-OF-WAY rROPER
TIES, FOLLOWED BY A MIHIMUl1 1'.WO- TO SIX•YEAR 
REHAB 11,.ITATIOH REDEVELOPMENT, OR ltEUSE PERIOD 
PRIOR TO RETURN OF LAND TO PRODUCTIVE USES, 

EVALUATION SUMMARY OF 105 ALTERNATIVES 
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I 

THE PROPOSED PROJECT* 

1·10!5 FREEWAY TRANSITWAY • ♦ 
• IMPERIAL LOCATION 
♦♦ BUSWAY 

LOCATIONAL ALTERNATIVES 

II BELL LI NE II 

ORIGINAL ADOPTED LINE 

-CONCEPTUAL ALTERNATIVES 

EXCLUSIVE BUSWAY 

LOCAL IM~ROVEMENTS 
- ARTERIAL WIDENING 

OR 
- GRADE SEPARATION 

COMBINED ALTERNATIVES: 
- BUSWAY 8 WIDEN I NG 

OR 
- BU SWAY 8 GRADE -

SEPARATION 

"NO PROJECT" ALTERNATIVE . 

AIR QUALITY 

SIGNIFICANT SHORT- AND LONG-TERM AIR QUALITY 
IMPROVEMENTS WILL OCCUR, AS A RESULT OF THE 

~g~~~:~L A~M~~~NI:J'~=~~c;~:~m o::'. SS ION 

COIIPARED TO "NO PRO,/ECI(" 1-105 RESULTS(lN ADDl-

~~iL SHORT-TERM l.cl&J1 AND LONG-TERM YEAR 
DECREASES Ill DAILY REGIONAL ~~ODUCTION OF 

,3% AND 0,lq;O, NO CHANGE~ '1ND AN 
I C SE IN THE PRODUCTION OF , A D .t~R, PHOTOCHEMICAL POLLUTANT ZONE In~ WOULD 
8f;ASL-IGHTLY REDUCED, WHILE NITROGEN DIOxtDE 
(mJ2) WOULD BE SLIGHTLY INCREASED, 

SIGNIFICANT SHORT- AND LONG-TERM AIR QUALITY 
IMPROVEMENTS WILL OCCUR, AS A RESULT OF THE 

~~~:~~~\~Mrili~::NI~J I ~=o~~c~YT~~: i~ :S'. ss I ON 

COIIPARED TO "NO PRQJECI/ 1-105 RESULTS .lN ADDl-

~~i
L SHORT-TERM (19801 AND LONG-TERM (YEAR 

DECREASES Ill DAILY REGIONAL ~~ODUCTION OF 
,31 AND 0,lql), NO CHANGE IN , tND All 

I C SE IN THE PRODUCTION OF NO ,3 D +t ~it I PHOTOCHEMICAL POLLUTANT ~ZONE 0,, WOULD 
8E SL-IGHTLY REDUCED, WHILE NITROGEN DIOXlDE 
(N02) WOULD BE SLIGHTLY INCREASED, 

SIGNIFICANT SHORT- AND LONG-TERM AIR QUALITY 
IMPROVEMENTS WILL OCCUR, AS A RESULT OF THE 
SUCCESSFUL IMPLEMENpTION OF AUTOMOTIVE EMISSION 
CONTROLS, AS UNDER NO PROJECT" CONDITIONS, 

COMPARED TO "NO PRQJf;CI/ 1-105 RESULTS .lN ADDl-

!~6. SHORT-TERM (19601 AND LONG-TERM (YEAR 
llf;CREASES Ill DAILY REGIONAL ~RODUCTION OF 
,jl AND 0,lql), NO CHANGE ~ C,1ND AN 

I C SE IN THE PRODUCTION OF N 0, A D 
+~ Jit1 PHOTOCHEMICAL POLLUTANT ZONE 0-,~ WOULD 
8£ SL-IGHTLY REDUCED, WHILE NITROGEN DIOXl'DE 
(N0;p WOULD BE SLIGHTLY INCREASED, 

SIGNIFICANT SHORT- AND LONG-TERM AIR QUALITY 
IMPROVEMENTS WILL OCCUR, AS A RESULT OF THE 

1:;L~=~~~~P°~o~~lm~:'.ON CONTROLS, AS UNDER 

COMPARED TO "NO PROJECT,• THE "EXCLUSIVE BUSWAY 
WOULD HAVE AN INSIGNIFICANT EFFECT UPON AIR 
QUALITY BASED UPON THE ANTICIPATED NUMBER OF 
AUTOMOBILE TR I PS WHICH WOULD SWITCH TO TRANSIT, 

PHOTOCHEMICAL POLLUTANTS WOULD BE AFFECTED 
SIMILAR TO THE PROJECT, BUT SMALLER IN 
MAGNITUDE, 

SIGNIFICANT SHORT- AND LONG-TERN AIR QUALITY 
IMPROVEMENTS WILL OCCUR, AS A RESULT OF THE 

1:~L~=~l~Po~0~~ .. ~~~~~'.0N CONTROLS, As UNDER 

COMPA§ED TO "NO PROJECT,• THE "LOCAL IMPROVE
MENTS WOULD RESULT IN ADDITIONAL DECREASES IN 
PRO~TIO!I OF CO AND AN INCREASE IN THE PRODUCTION 
OF , I HE MAGNITUDE OF THESE EFFECTS WOUU) BE 
IIUCH ALLER THAN THOSE INDICATED FOR :tlJE 1-10; 
l'ROJECT, THERE WOULD BE NO CHANGE IN HC, 

PHOTOCHEMICAL POLLUTANTS WOULD BE AFFECTED SIMI
LAR TO THE l'ROJECT, BUT SMALL IN MAGNITUDE, 

SIGNIFICANT SHORT- AND LONG-TERN AIR QUALITY 
IMPROVEMENTS WILL OCCUR, AS A RESULT OF THE 

~g~~~:~L "~"~~~~NI~~ I ~=o~~c;YT~~~: i~ 0~ ~ ss I ON 

COIIPARED TO "NO PROJECT,• THE "COMBINED 
ALTERNATIVES" WOULD RESULT IN ADDITIONAL 
DECREASES IN DAILY PRODUCTION OF CO AND AN 
INCREASE IN THE PRODUCTION OF N()y, IHE MAGNITUDE 
OF THESE EFFECTS WOULD BE Si!ALLER THAN TIIOSE 
INDICATED ABOVE FOR THE 1-10; PROJECT, !HERE 
WOULD BE NO CHANGE IN HC, 

SIGNIFICANT SHORT- AND LONG-TERM AIR QUALITY 
IMPROVEMENTS WILL OCCUR, AS A RESULT OF THE 
SUCCESSFUL IMPLEMENTATION OF AUTOMOTIVE EMISSION 
CONTROLS, REGARDLESS OF WHETHERlIBANSPORTATION 
IMPROVEMENTS ARE MADE IN THE I- 05 CORRIDOR, 

COMPARED TO THE OTHER ALTERNATIVES, "No PROJECT" 
RESULTS IN SLIGHTLY INCREASED PRODUCTlQNS OF 
CO, SLIGHTLY DECREASED PRODUCTION OF HlJx, AND 
NO CHANGE IN HC, 

ENVIRON MENTAL EVALUATION 

NOISE 

RESULTS IN A NEW COININITY tlOISE SOURCE WHICH 
WOULD PRODUCE SIGNlflCANT SH08I-Tl!RM IMPACT 
IN SOME AREAS ADJACENT TO l-ln5 EVEN WITH 
PROPOSED MITIGATION 11EASURES, 

lfoULD RESULT IN SIGNIFICANT SHORT-TERM NOISE 
LEVEL DECREASES ALONG PA8Al,.LEL ARTERIALS 
llflEDIATELY ADJACENT TO 1-In'i, 

RESULTS IN A NEW COIIMUNITY NOISE SOURCE WHICH 
WOULD PRODUCE SIGNIFICA!ITlSIIORT-TERM IMPACT IN 
SOIIE AREAS ADJACENT . TO I- 05 EVEN WI TH PROPOSED 
MITIGATION MEASURES, 

IIOlJLD RESULT IN SIGINIFICANT SHORT-TERM NOISE 
LEVEL DECREASES ALONG PASALLEL ARTERIALS 
IMMEDIATELY ADJACENT TO 1-105, 

RESULTS IN A NEW COPflUNITY NOISE SOURCE WHICH 
WOULD PRODUCE SIGNIFICA!IT SIIORT-TERM IMPACT IN 
SOME AREAS ADJACENT TO 1-105 EVEN WITH PROPOSED 
MITIGATION MEASURES, 

IIOULD RESULT IN SIGINIFICANT SHORT-TERM NOISE 
LEVEL DECREASES ALONG PA8Al.bEL ARTERIALS 
IMMEDIATELY ADJACENT TO 1-1 5, 

RESULTS IN A NEW C011"1JNITY NOISE SOURCE/ H(Mf;VER, 
IMPACT WOULD BE SIGNIFICANTLY LESS THAN l-l!J5 
SINCE ABOUT TWO BUSES PER MINUTE ARE ANTICI
PATED DURING THE PEAK HOUR, 

WOULD RESULT HI S!GtllFICANT NOISE LEVEL 
INCRF.ASES ALONG IMPROVED ARTERIALS, llOWEVER, 
SINCE THESE INCREASES WOULD OCCUR GRADUALLY 
OVER MANY YEARS, THE EFFECTS WOULD NOT BE 
READILY PERCEIVED BY AFFECTED PERSONS, 

RESULTS IN A NEW COMMUNITY NOISE SOURCE/ 
HOWEVER, IMPACT FROM 81JSWAY WOULD BE SIGNI
FICANTLY LESS THAN l-.1ns SINCE ABOUT TWO BUSES 
PER MINUTE ARE ANTICIPATED DURINR THE PEAK 
HOUR, 

IIOULD RESULT IN SIGNIFICANT NOISE LEVEL 

1:c~~~m T:~
0
::oJ~P~gfllL~mR l ~~~~v~~~i~~· 

THE INCREASES WOULD BE GRADUAL AND NOT READILY 
PERCEIVED BY AFFECTED PERSONS, 

IIOULD RESULT IN SIGNIFICANT NOISE LEVEL 
INCREASES ALONG CORRlllOR ARTERIALS DUE TO 
INCREASED CONGESTION, 

As A RESULT OF TRAFFIC DIVERSION, WOULD ALSO 
LEAD TO INCREASED -II0ISE LEVELS ALONG CORRIDOR 
SECONDARY STREETS, SINCE THESE CHANGES WOULD 
OCCUR GRADUALLY OVER SEVERAL YEARS, THE EFFECTS 
WOULD NOT BE READILY PERCEIVED BY THE AFFECTED 
PERSONS, 

ENERGY USE 

GIVEN CURRENT VEHICULAR FUEL CONSUMPTION 
CHARACT!Rtmcs AND THE ANTICIPATED LONG-TERI! 
GROWTH IN Vl1T, DAILY REGIONAL FUEi,. CONSUMPTION 
llOIILD INCREAIE BY AffROXIMA1lLY 50 PERC,NT FROII 
19// TO THE YEAR 2000 UNDER NO PROJECT 
CONDITIONS, 

COIIPARED TO "NO P.ROJECI,~ 1-105 WOULD RESULT 
IN A LONG-TERM (YEAR 2000) INCREASE IN TOTAL 
REGIONAL DAILY ENERGY DEMAND OF 0,9%, 

GIVEN CURRENT VEHICULAR FUEL CONSUMPTION 
CHARACTERt .rucs AND THE ANTICIPATED LONG-TERM 
GROWTH IN Vl'IT, DAILY REGIONAL FUf;L CONSUMPTION 
111!1.11.D INCREAllE BY _AffROXIMAT,LY ~ PERC,NT FROII 
l9T7 TO THE YEAR 2000 UNDER NO PROJECT 
CONDITIONS, 

COIIPARED TO "NO P.ltOJECI,~ 1-105 WOULD RESULT 
IN A LONG-TERM (YEAR 2000) INCREASE IN TOTAL 
REGIONAL DAILY ENERGY DEMAND OF 0,9%, 

GIVEN CURRENT VEHICULAR FUEL CONSUMPTION 
CHARACTER1 .S11ifCS AND THE ANTICIPATED LONG-TERM 
GROWTH IN VI , DAILY REGIONAL FUEi. CONSUMPTION 
110\ILD INCREASE BY AeeROXIMAT,LY ~ PERC,NT FROM 
19/ / TO THE YEAR 2000 UNDER NO PROJECT 
CONDITIONS, 

COMPARED TO "NO P.ROJECI,~ 1-105 WOULD RESULT 
IN A LONG-TERM (YEAR 2000) INCREASE IN TOTAL 
REGIONAL DAILY ENERGY DEMAND OF 0,9%, 

COMPARED TO "NO PROJECT,• THEy"EXCLU51YE BUSWAY" 
WOULD RESULT IN A LONG-TERM ( EAR ,!000) DEC8£ASE 
IN TOTAL REGIONAL DAILY ENERGY DEMAND OF 0,ll, 

COMPARED TO "NO PROJECT,• TH~l,E ALIEBHflTIVES 
WOULD RESULT IN A LONG-TERN (YEAR 2000) INC8£ASE 
IN T8TAL REGIONAL DAILY ENERGY DEMAND OF 0,U 
AND ,2l RESPECTIVELY, 

COMPARED TO "NO PROJECT,• THE "COIIBINED 
ALTERNATIVES" WOULD RESULT IN DAILY FUEL 
CONSUMPTION REDUCTIONS WHICH WOULD BE Sl,IGHTLY 1=~~~~i~;;, IHOSE ANT IC I PATED FOR THE LOCAL 

RESULTS IN YEAR 2000 REGIONAL DAILY T0IAL.pENERGY 
DEMAND OF ABOUT 0,9% LESS THAN THE 1-105 ROJECT, 

AESTHETICS (V ISUAL) 

RESULTS IN THREE MILES OF ELEVATED VIADUCT 
STRUCTURE, EIGHT MILES OF ELEVATED EIIBANIOIENT, 
AND SEVEN MILES DEPRESSED, THESE VARIOUS 
SECTION CONFIGURATIONS WOULD BE LANDSCAPED IN 
A MANNER COMPATIBLE WITH SURROUND ING AREAS, 

RESULTS IN THREE MILES OF ELEVATED VIADUCT 
STRUCTURE, EIGHT MILES OF ELEVATED EMBANKl1ENTi 
AND SEVEN MILES DEPRESSED, TH~SE VARIOUS 
SECTION CONFIGURATIONS WOULD BF. LANDSCAPED IN 
A MANNER COMPATIBLE WITH SURROUNDING AREAS, 

RESULTS IN THREE MILES OF ELEV1'TED VIADUCT 
STRUCTURE, EIGHT MILES OF ELEVATED El1BANK11ENT, 
AND SEVEN MILES DEPRESSED, IHESE VARIOUS 
SECTION CONFIGURATIONS WOULD BE LANDSCAPED IN 
A MANNER COMPATIBLE WITH SURROIJNDING AREAS, 

1'LTHOUGH RIGHT-OF-WAY WIDTH REQU,RE!.IENTS ARE 
APPROXIMATELY OIIE-HALF THOSE CF -105, VISUAL 
EFFECT FROM ADJACENT C01111UN I Tl ES WOULD BE 
SIMILAR SINCE PROPOSED SECTION CONFIGURATIONS 
ARE THE SAME, 

GRADE-SEPARATION ALTERNATIVE RESULTS IN fig 
ELEVATED GRADE-SEPARATION STRUCTURES AT 
MAJOR ARTERIAL INTERSECTIONS; ARTERIAL 
WIDE~ING WOULD ALTER VISUAL nPERIENCE ALONG 
THE 60 t11LES OF AFFECTED ROADl'AYS, 

THE "COMBINED ALTERNATIVES" WQIJLD RESULT IN 
A VISUAL EFFECT Slt1JLAR T~ 1-1'15 PLUS THE 
EFFECT OF EITHER Cl THE 9 GRADE-SEPARATION 
ELEVATE!) STRUCTURES, OR ( ) nJE ALTERED 
VISUAL EXPERIENCE -ALONtl THE fi~ MILES OF 
WIDENED ARTERIALS, 

No SltlNIFICANT EFFECTS ANTICl~ATED, ASSUMES 
RECONSTRUCTING RIGHT-OF-WAY TO ESSENTIALLY 
THE SAME ORIGINAL USES, 

OTHER ENVIRONMENTAL EFFECTS 

No SIGNIFICANT ADVERSE EFFECTS RELATED TO 
VIBRATION, WATER QUALITY AND SOLID WASTE, OR 
GEOLOGY AND SEISMIC PHEN011ENA ARE ANTICIPATED, 

SEVERAL PARK AND RECREATIONAL FACILITIES 
WOULD GAIN IMPROVED ACCESSIBILITY, AND NEW 
RECREATIONAL FACILITY -DEVELOPMENT OPPORTUNI
TIES WOULD BE CREA TED, 

No SIGNIFICANT ADVERSE EFFECTS RELATED TO 
VIBRATION, WATER QUALITY AND SOLID WASTE, OR 
GEOLOGY AND SEISMIC PHENOMENA ARE ANTIC I PATED, 

SEVERAL PARK AND RECREATIONAL FACILITIES WOULD 
GAIN IMPROVED ACCESSIBILITY, AND NEW RECRE
ATIONAL FACILITY. DEVELOPMENT OPPORTUNITIES 
WOULD BE CREATED, 

No SIGNIFICANT ADVERSE EFFECTS RELATED TO 
VIBRATION, WATER QUALITY AND SOLID WASTE, OR 
GEOLOGY AND SEISMIC PHENOMENA ARE ANTICIPATED, 

SEVERAL PARK AND RECREATIONAL FACILITIES WOULD 
GAIN IMPROVED ACCESSIBILITY, AND NEW RECRE
ATIONAL FACILITY DEVELOPMENT OPPORTUNITIES 
WOULD BE CREATED, 

SAME GENERAL CONCLUSIONS AS FOR 1-1')5 ABOVE 
WOULD APPLY FOR THIS ALTERNATIVE, 

No SIGNIFICANT EFFECTS ARE ANTICIPATED, 

SAME GENERAL CONCLUSIONS AS FOR 1-105 ABOVE 
WOULD APPLY FOR THESE ALTERNATIVES, 

No SIGNIFICANT EFFECTS ANTICIP.UED, 

EVALUATION SUMMARY OF 105 ALTERNATIVES 

TABLE I-Id 
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CHAPTER 2 - BACKGROUND 

This chapter presents 
analysis in subsequent 
period covered in this 
tensive manner . 

information necessary and useful to the full understanding of the 
chapters. Because of the size of the study area and t he long study 
EIS, it has been necessary to treat this background i n a rather ex-

The structure of this chapter includes three main subtopics: 

Region and Corridor Setting 
Historical Perspective 
Citizen and Agency Participation 

The Re gional and Corridor Setting Section begins with a brief description of various 
National, State and Regional plans and their relationships to the I-105 Project. The sec
tion continues by focusing on pertinent physical,socioeconomic and natural characteristics 
and/or features within the study area. 

The Historical Perspective section highlights events and decisions that have occurred dur
ing the 19-year period that the I-105 Project has been under way. 

The Citizen and . Agency Participation section enumerates the many meetings held in connec
tion with the study, including a summary listing of major meetings at which public contact 
and input were received and presentations of information were made to the public. Most 
were evening meetings scheduled for maximur.i public exposure and input. 

2.1 REGIO~AL PLANNING 

The I-105 Project analysis considers the proposed transportation facility not as a single 
entity, but as a facility which relates in various degrees and circumstances to other fa
cilities, both existing and proposed. 

National System of Interstate and Defense Highways 

The I-105 Freeway in its entirety was made part of the National System of Interstate and 
Defense Highways in 1968. Its designated function is one of providing improved interstate 
highway service through the Los Angeles urban area, connecting Interstate Route 605 in the 
easterly portion of the urban area with Interstate 405 to the west and with the Los Angeles 
International Airport (LAX), via California Route 1. 

California Freeway and Expressway System 

The California Freeway and Expressway (F&E) System includes about 12,000 miles of urban 
and rural highways. It represents about 11 percent of all public roads in the State and 
carr ie s over 50 percent of the traffic. The route now designated Interstate 105 was, and 
i s, an integral part of the F&E System. The Route 1 segment functions as a connector to 
the surface street system and LAX, and is the only portion of Route 1 within Los Angeles 
Count y that remains in the California Freeway and Expressway System (Figure 2-1). 

A Se nate Concurrent Resolution, co-authored by all the Legislators in the corridor, was 
a dopted by the California Legislature on August 17, 1976. This Resolution supports con
struc t ion of the project as now proposed. 

County of Los Angeles 

I n August, 1968, the Los Angeles County Regional Planning Commission initiated a three
phased County General Plan Program. 

Phase One culminated with a report entitled, "Environmental Development Guide", which was 
approved by the Regional Planning Commission in September, 1970, and adopted by the Board 
of Supervisors in October, 1970, as a preliminary general plan for Los Angeles County. 
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The Guicte includes , in its transportation element, a map (Figure 2-2) entitled, "The Majo 
Transportation Network 1970-1990 Plan",which identifies recommended transit, freeway, air 
port, rail, harhor and multipurpose terminal systems. This p l a n recommends a freeway mod 
with essentially the same location as the adop ted I-105 Freeway, 

Th e Ro ard of Supervisors a dopted a resolution on June 29, 1976 specifically supportin 
construction of the Project as an 8-lane f reeway transitway. 

City of Los Angeles 

In t h e summer of 1972 , the 'Los Angeles City Planning Commiss ion appro ve d t he "Citywid j 
Plan" as part of the General Plan for t he City of Los Angeles. The Plan indicates a free 
way as the transportation mode appropriate for this corridor and s hows the location t o b 
essentially that of the adopted I-105 Freeway. Th e f reeway i s retained in the Circulatio 
Plan (Fi gure 2-3) adopted by the City on March 19, 19 75 , 

On July 31, 1975, and again on October 7, 1976 the City Council adopted reports of it 
State , County and Federal Affairs Committee which expressly supported a freeway-transitwa 
in the corridor, 

Southern California Association of Governments (SCAG) 

The Southern California Association of Governments (SCAG) was formed by local elected of 
ficials in 1965 to deal with issues of regional concern. SCAG is a partnership of loca 
governments joined together in voluntary agreements under the Joint Exerc i se of Power 
Sections of the California Government Code. The Association is composed o f s i x count 
governments of Imperial, Los Angeles, Orange, Riverside, San Bernardino a nd Ventura, an 
over one hundred cities within these counties. SCAG has been designated by t h e State o 
California as the Regional Transportation Planning Agency with responsibility forprepar i n 
a comprehensive Regional Transportation Plan by April, 1975 and pursuant to the Federa 
Intergovernmental Cooperation Act of 1968, is designated as the "Area-wide Clearinghouse' 
for this area, responsible for review of proposed projects for consistency with area-wid 
development plans. In addition, Federal statutes require that regional development b 
based upon a "continuous, cooperative and comprehensive" planning process. As a result 
regional development is usually reviewed by SCAG annually as to goals, policies and imple 
mentation. 

There have been several significant actions taken by SCAG with respect to I-105: 

A resolution, adopted in September, 1968,declared that the I-105 Freeway 
project was in conformance with the approved transportation plan for the 
region. 

In April, 1971, SCAG certified that the I-105 Freeway had been reviewed 
for conformance with the Regional Development Guide Information Policy 
Plan as adopted by SCAG Executive Committee on August 13, 1970, and that 
the Project had been found consistent with the statement of planning and 
coordination goals and objectives of the plan. SCAG also certified that 
notice of the Project had been circulated through the Clearinghouse In
formation Service (Which is the authorized clearinghouse agency for six 
counties and 148 cities in the region). No adverse comments were re
ceived. 

In January, 1972, SCAG adopted the Southern California Regional Develop
ment Guide ~eport. At that time, the regional plan was based on a fore
castect population of 12.9 million in 1990, This population forecast has 
twice been reduced and is now set at 12,3 million in 1990, 

0 n April 17, 1977 the Executive Committee included the I-105 Project in 
the Hi ghway Element of the Regional Transportation Plan. 
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Th e SouthPrn Ca~ .. if:>rnia Association of Governments has analyzed population, hous i ng an d 
emp l o yment data for t he six-count y SCAG region, and has made regional projections for these 
factors fo r the years 1980, 1990 and 2000, Allocations were then made of expected housin g , 
popt:.latlon and employmen t t o di.t'ferent c ities and counties. These allocations are deter
m'ne d ~ n th e bas is of a continuous, on going cooperative study, including input from all 
2,_~ A:-; ,::i ties and cou,1ties , the State Department of Water Resources, the State Department of 
~inan ce , an d othecs, 

Al 1<_,c;; t :Lo n s have been based pa -r t.1 y on t he SCAG g rowth forecast policy which expects more 
e xt 0:1 f-i ve dev,c>~--pment o f existine urban areas and a higher percentage of people employed 
.-:· ._ , ,3E:: to r,orne, and partl y o n input by e ach communit y concerning its own expectations for 
gr ,·)wT '.1 . 

I - l , ,;i t,·affic d~ s ire vo '. mne p rojection s were produce d by t he Los Angeles Regional Trans
p c,r t atic,;, St1·dy (LARTS) , ThEc p r oj e c tion s are based on the SCAG population, !lousing and 
em1,lo·l'T,hit al l o c ation s to Region al Statistica l Are as (RSA 's), subrlivided by LARTS into 
smal l ~· ~~:,f fic analysi s zone s ( AZ ' s ). Thu s traffic pro jections are consistent with SCAG' s 
~e~ ~uP 0 l ~evelopment Guide. 

So uthe rn ~alifornta Rapi d Transit Dist rict (SCRTD) 

As o f August 1976, the Southern California Rapid Transit District (SCRTD) bus system served 
an area of over 2,280 square miles in Los Angeles, Orange, Riverside and San Bernardino 
Count i es. Service is pro vided on 150 bus lines along 2 , 700 one-way route miles. Approxi- i 
matP-ly 750 ,000 passengers are served eac h weekday by the system. The Norwalk-El Segundo 
c 0 rridor between Manchester Avenue/Firestone Boulevard and Alondra Roulevard includes ap
proximately 50 SCRTD bus lines, the majority of which provide north-south service orient e d 
to t he Los Angeles Central Business District (CBD). Most arterial streets within the cor
ridor a.re serve d by SCRTD hus lines. Lines with direct service to the CBD generally pro
vide greater frequency of service during peak periods, while other lines maintain approxi
matel y the same frequency throughout the day (Figure 2-4 ). 

In 1968, SCRTD issued a Final Report on a proposed rapid transit rail-bus system. This 
report proposed an ultimate system of some 300 miles of high-capacity rapid transit service 
to e very sector of the District, combined with expanded feeder and local bus service. As 
a first stage, the report recommended construction of an 89-mile, five-corridor network, 
augmented by 850 additional buses operating over 300 miles of new bus routes and providing 
local and express feeder bus service. The SCRTD's second stage plan identified the I-105 
Freeway corridor and noted that such future freeways can make provision for fast express 
bus service pending development of future stages of rail rapid transit in freeway median s . 
This 1968 proposal was subsequently rejected by the voters of Los Angeles County in Novem
ber 1968 . 

In December 1971, the SCRTD proposed that the City and County of Los Angeles join with the 
SCRTD in financing a first stage of rapid transit which consisted of a line from the Cen
tra l City through the south central areas, crossing the I-105 Freeway. It was intended 
that this line would interface with high-speed buses utilizing the median of the I-105 
Freev!ay to give transit service west to Los Angeles International Airport and east to Dow
ne y and Norwalk. The -City and County of Los Angeles, and the SCRTD ultimately decided, 
however, that prior to proceeding with such a proposal, they should enter into a joint ef
fo rt to determine the exten~ of the ultimate rapid transit system, the priorities in plan
ning and construction, and the best means of financing the system. 

The Summary Report for the study precipitated by this joint effort, was completed and the 
conc l us ions presented to the SCRTD Board of Directors in March of 1974. On July 1, 19 74, 
Board of Directors adopted a 240-mile master plan of transit corridors for the District's 
a r ea , wh ich includes the El Segundo-Norwalk corridor (see Figure 2-5). On July 11, 1974 , 
the SCAG Executive Cormn)ttee approved this plan. Approval was conditional upon definin g 
corridor priorities, modal technology selection and justification of funding and required 
i·eso l ving alignment conflicts with Orange County Transit District (OCTD). Subsequently 
(Augu s t 1 , 19 74), SCRTD adopted minor revisions to their plan to conform with the OCTD 
system corr i dors. 

To finance the development of the transit system, a two-cent sales tax increase was pro
posec and submitted to the voters at the November 1974 General Election. Although thi s 
me as11r e was defeated, it was felt that the public was not rejecting a regional mass transit 
system, but additional taxes. As a consequence, transit planners proposed development of 
t he system on an incremental basis, beginning with a "starter line", and utilizing avail
abl e f unding sources. New links would be considered as needs were defined and funding ob
t a ined. Figure 4 - 6 (C hapter 4) indicates the locations proposed for the starter line 
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Were the s t arter l i ne to have be e n implemented as denoted in Figure 4-6, the I-10 5 Pro j 
tr ansitway would have offered an opportunity to extend it, and thus provide direct tran 
ac c ~ss between the Los Angele s Central Business District (CBD) and Los Angeles Inter 
t ional Airport (LAX) . Later as shown in the figure, an additional extension could h 
been provided to Orange County. This would have connected Orange County directly to 
CBD a nd LAX via the I-105 Transitway. 

How•~ver , in t he latter part o f 19 75, before action could be take n on a star t e r l i 
a nothe r re g ion-wide transit pro posal was being developed which rece i ved much publici t y 
prominence. It was known as the "Sunset Coast Line". This system was to have include 
232-mi le networ k and was to be c onstructed and operated by aone-cent increase i n the lo 
sales tax . Th is propo s a l was include d on the bal l ot in the June , 1976 Primary Electi 
Howe ver , it f a i l e d to ga i n t he support of the electorate. 

Wi t h the de f eat of the ' 'Sur.s e t Coa s t Line " proposal, planners re-directed their e f f o 
towa rds seek in g a greemen t on a compre he nsive plan for long-term public transit improveme s 
i n the Los Angeles r e gion. At a State sponsored meetin g on September 8, 1976, top of 
cial~ f rom the State , Southern Cal i fornia Association of Governments, t h e City of Lo s 
geles , the County o f Los Angeles, and Cit y o f Long Beach, Southern California Rapid Tr an t 
Distric t reached ag reemen t on the first step toward implementation o f an entirely new c 
cep t of transportation i mprovement s . The program includes re g ion-wide bus and carpool 
cilit i e s,a people mover pro j ect i n the Los Angeles CBD and a segment of rail rapid tr a n 
i n t he high travel volume corr i dor b e tween the San Fernando Valley and the downtown are 

Th i s program is the result of an extensive analysis of nnmerous transit alternatives p 
formed by SCRTD in which all of the involved parties participated. It includes a s ho 
ran ge element of transit i mprovements which can begin almost immediately and the fi t 
pha-se o f a longer range element for the development of an integrated regional tran spor 
tion system. The program is designed to make maximum use of existing facilities an d 
vario us available fun d ing sour-ces. It will require additional funding commitments f 
all of the agencies involved as the program is . mplemented and becomes operational. To 
effective , the proposed transit and hi ghway improvements and their funding must be in 
grated and firm commitments made by each agency involved. 

The concept is basically comprised of an improved regional bus s ystem and an ele me n t f 
rap id rail transit in the Wilshire corridor. The improved bus system would feature expr s 
bus service on existing and· future freeways, operating under congestion free (usua ] y 
termed 'free-flow') conditions. · 

Be c ause there will be some sections of the freeway system where free-flow cannot b e ru -
s ured, it is recommended that exclusive facilities for buses and carpools be provided n 
s ome areas. The system is shown in Figure 2-6 and would consist of about 370 miles o f 
f ree way system to be used for regional bus service. Of this total, about 300 miles wo 
have mixed flow of buses, carpools, and other vehicles. Ramp metering would be used wh 
neede d to provide free-flow conditions, and preferential treatment for access to the fr 
ways b y buses and carpools would be provided where feasible. Exclusive ways for buses ru 
carpools in the form of reserved lanes or separate facilities would be required in co -
gested areas and would comprise the balance of the system. The operation of line h~ 1 
buses has been suggested to approximate rail transit service. That is, line haul buses 
freeway would not distribute passengers locally but would operate only on the free 
l anes, either in shuttle (back and forth) or loop configurations, stopping only at s 
t i ons. At stations, patrQns would transfer to cars (park-ride) or buses for distribu t 
locall y . 

Action on this proposal is now pendin~. 

Lo s Angeles International Airport (LAX) 

Th e present passenger volume served by LAX is approximately 23 million per year . [n 
Los An geles International Airport Plan (Figure 2-7), adopted by the Los Angeles City Co 
ci l o n June 13 , 1974, the Department of Airports concludes that the practical limit o f 
faci l i t y i s 40 millio n passengers and 12 million tons of freight annually. This limL t 
volume i s expecte d to be achieved before the year 1990 . 
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The So uc hern California Regional Airport System Plan, arlopted by the Southern Ca lif,, rnia 
.'\s soc i a tlo n of Governments (SCA G) Executive Committee in December of 1973, stated the fol
l o wing wit h re sp<?,~ t to future ground access to LAX: 

"The c a pac it y o f LAX is limited pr i marily by its ground access system. 
He avy de pen dence upon the auto for ai r port access is expected to con
t i nue and conga stion within the immediate vicinity of the airport will 
inc r ease. A l i nk of a r e g i onal fixed-guideway, rapid transit system 
d i r ec t ly s e r, i ng the airport i s highly unlikely by 1980. With the heavy 
re gio~ -wide ~e liance on LAX in t he short term, improved highway access 
i s nee ded 1~ a n east-we s t direc t i on across t he region in order to ade
qu ately serve nort he r n Orange Co unty area passengers. 

·•r_,J s Ange l es Internat i onal Airport will continue to be the primary air-
1 i. ne a i r pn rt in the r eg ion thrrlU gh 199 0, al though by that year only half 
~f the re gional air tr a vel demand will be served thera The airport will 
r ,: 1ch i t s apparen t ultimate capacity of 40 million passengers by 1990. 

"Los An geles International should be developed to its maximum potential 
ai r passe nger c apaci ty by 1990. Un l ess new access systems are provided, 
Lo s Angeles I nternational Airport may become almost i naccessible during 
pe ak travel hours as passenger volumes exceed 40 million per year." 

Conc e rning additional access improvement, the Los Ange l es International Airport Plan is 
p r~dicated on development of both the Route 170 and I-105 Freeways to the airport , with 
co nne ct i ons to a proposed tunnel system under the runways. The plan also anticipate s a 
fu t ure mas s transit system serving the airport from major activity centers of the region. 
The current SCRTD plan fulfills this need with two lines serving LAX: the Airport South
west Li~e with a station in the vicinity of Aviation and Century Boulevards, and the El 
Segundo-No r walk Line, proposed initially as a busway within the I-105 median. 

A Draft Environmental Impact Report, which was prepared (July 1975) by the Planning De
partment of the City of Los Angeles for the LAX Development Plan, concluded that both the 
Route 170 Freeway and the I-105 Freeway are needed to assist the surface streets and t he 
mass rapid transit system in the accommodation of the projected traffic volumes. Hearings 
on t his DEIR were held on Mareh 9, ,_10 and 11, 1976. The Final EIR is being prepared. 

On August 1974, by resolution, treBoard of Airport Commissioners forLos Angeles reaf f irmed 
t he n e ed f o r the I-105 Project, stating that every effort should be made to assure it s 
e arly c ompletion. 

Corridor Pl anning · 

In addition to the regional planning discussed above, there is a parallel coordinated e f
fort ' for the corridor, at the local level, As noted earlier, Los Angeles County and Los 
An gel"es City have included the project in their general plans. All but one of the other 
d i r e c t ly affected cities have similarly included the project in their plans, The one ex
cep t i on, Hawthorne, has not done so because of the City's objection to the originally adop
ted locat i on. 

A brief synops is of planning on the local colllllunity by community basis follows. 

Count y of Los Angeles: 

In the unincorporated areas of Lennox and Willowbrook,the County General 
Pl an does not propose substantial land use change as aresult of the Pro
j e ct. However, the Martin Luther King, Jr. Memorial Hospital and the 
Kin g Tr i angle Redevelopment project were planned and are being implemen
t e d with knowledge of the I-105 Project. These developments are intend
e d t o form a focal point for the Willowbrook community. 

City o f Lo s Angeles: 

Th e Westchester-Playa Del Rey District Plan has been adopted andprovides 
that the area affected by the I-105 will be replanned following project 
construction. As of November, 1975, the Planning Department expects no 
signifi c ant change in land use or zoning as a result of the project. 
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In South Central and Southeast Los Angeles, the Planning Department does 
not expect any changes in zoning as a result of I-105, based on a pro
perly buffered freeway through this area. 

City of El Segundo: 

The General Plan's transportation and circulation elements include I-105 
as a part of their plan. Two commercial developments--Continental Park, 
i n intial stages of implementation, and International Center, in the 
pl anning phase--depend on I-105 for economic viability and potential ex
pansion. 

City of Inglewood : 

The Planning Department does not expect I-105 tocause changes in zoning. 
The City Plan shows that the area surrounding the Project would maintain 
its current usage. The City Planning staff is currently studying the 
possibility of rezoning the area from Prairie to Yukon Avenue, south of 
Century Boulevard to 104th Street. However, this would probably occur 
r e gardless of the Project. 

City of Hawthorne: 

The City is not presently contemplating any zoning or land use changes 
as a consequence of the Project. However, a regional shopping center, 
Hawthorne Plaza, is presently under development at Hawthorne Boulevard 
and 120th Street, adjacent to the original adopted alignment for the 
Project. 

It . is anticipated the City·would eventually review land use in the vici
nity of this development because of changes in accessibility which might 
result if the Project location is shifted as proposed. 

City of Lynwood: 

Lynwood has planned new conunercial and industrial parks to take advan
tage of I-105. The suceess a.! these developments depend largely on the 
Project, as included in their General Plan. 

City of South Gate: 

The Planning Department does not expect any major change in land use as 
a result of implementation of the Project, since only a small southern 
corner of the city is affected. A proposal to redevelop a deteriorated 
single-family area into an industrial park is somewhat dependent upon 

. the Project. 

City of Paramount: 

While no substantial change in land use planning is contemplated as a re
sult of the Project, an industrial park is being developed based on the 
Project. 

City of Downey: 

Downey has not changed zoning as a result of I-105; however, a more in
tensive study is scheduled !or the I-105 corridor. 

City of Norwalk: 

The Norwalk Planning staff does not expect to change land use planning 
as a result of the project. 

All of the above cities, with the exception of Hawthorne have adopted Resolutions si:nila 
to those adopted by Los Angeles City, County and the Legislature; i.e., calling for expe 
rlitious completion of the 8-lane freeway-transitway. 
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2 . 2 CORR IDOR AND ENVIRONMENTAL SF.TT ING 

The fo llowing prov ides a brief des c r i ption of the physical and environmental characteris
tics of the study corridor, It is not intended as an all-encompassing description, but as 
a ~eneralized picture a gainst whi ch implicat i ons of the Project (and the alternatives) can 
be a ssessed . 

Loe a.ti.on 

The t r anspo r tation corridor to be served is generally bounded by Manchester Avenue/Fire
ston0 Bouleva rd on the north and Alondra Boulevard on the south and extends from the Los 
An e e le s International Airport on the west to the Route 605 Freeway on the east (Figure 
~ - 8) . 

The Cities of Los Angeles, El Segundo, Inglewood, Hawthorne, Gardena, South Gate, Lynwood , 
1~0 ,r. pton, Paramount, Downey, Be l lflower, Santa Fe Springs, and Norwalk, and the County of 
Lo!-i .~r, gele s are partl y within the corridor. 

Land Us e 

The Project corri do r was more than 99 percent developed b y 1970. The corridor presently 
contains about 260,000 living units; t wo-thirds of these are single-family units, and the 
remaining one-th i rd are multiples. Approximately 750,000 people reside within the corri
dor. Both these residents and the motorists that daily pass through the corridor are 
s erved by strip commercial establishments located on both the north-sout h and east-west 
arterial streets. In addition to residential and commercial land uses, the I-105 corridor 
co ntains several major industrial concentrations. These are located in Los Angeles (LAX 
area ) , ~ l Segundo, Hawthorne, Lynwood, South Gate, Paramount, and Downey. The generalized 
land use pattern of the corridor is shown in Figure 2-8. 

Many of the communities within the I-105 corridor--notably El Segundo, Hawthorne, Lynwood, 
Paramount, and South Gate--have taken positive steps toward increasing their attractive
ness to commerce and industry. These steps have included the formation of redevelopment 
projects, official support of private development projects,and the investigation of joint
use development potential with~n the I-105 right-of-way. Given a continuation of the vig
orous promotion that has characterized these cities in the pas~ they are likely to achieve 
some success in their goal of commercial/industrial expansion, Other communities within 
the corr idor have not made strong efforts to alter their land use distribution. Conse
quently, it is expected that these areas will tend to retain present land use and develop
ment characteristics. From an overall corridor standpoint, it is expected that long-term 
land use will retain its present low-density character. 

~fajo:i; Travel Generators 

The re · are several significant activity centers within the corridor that attract travel to 
t he corridor area. These include such established facilities as Los Angeles International 
Airport an d related industrial development, Rockwell International (Downey), and Chevron 
Properties (F.l Segundo), the Forum and Hollywood Park Race Track, in addition to emerging 
t ri p generators like International Center and Continental Park (El Segundo), Hawthorne 
Pl a za ( Hawthorne), Martin Luther King, Jr. Hospital (Willowbrook), Watts Industrial Park 
( Lynwood), Los An-gel es Industrial Center (Compton), Lynwood Central City redevelopment 
a rea, and Montgomery Ward's Department Store (Lynwood), 

Environmental Features 

The cor r idor, with one exception (a range of low hills near Western Avenue), consists of 
flat , urban landscape. The Los Angeles and San Gabriel Rivers cross the corridor at cen
t ca l and eastern locations, respectively. There are no other significant natural environ
mental features remaining within this fully developed corridor. The only known archaeo
l ogical site is located in the vicinity of Alameda Street between 109th Street and 111th 
Street. This site has been largely destroyed by existing urban development and the Chie f 
Arc haeologist for the Archaeological Survey (UCLA) reports that it no longer has archaeo
logical value. 
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There are several historical sites within the corridor. Those noted by the Cultural Heri
tage Board of the City of Los Angeles include the Watts Towers of Simon Rodia on 107th 
Street and the Watts "Red Car" Station on 103rd Street, both in the Watts district, and 
the Hangar No. 1 Building on Imperial Highway in the Los Angeles International Airport 
complex. The Centinela Adobe is just north of the corridor in the City of Inglewood and 
is a local landmark. The only property within the corridor listed on the National Register 
of Historic Places is the Lynwood Pacific Electric Railroad Depot. This depot, located at 
Fernwood Avenue and Long Beach Boulevard is affected by the Project. It has recently been 
included on the Register as an outgrowth of this Project. 

Man-made environmental features such as neighborhood and regional parks, golf courses, and 
other recreational facilities exist at various locations throughout t he corridor. 

County bicycle, hiking, and equestrian trails cross the corridor within the rights-of-way 
of the Los Angeles and San Gabriel River flood control channels. Other county bicycle 
tr1ils cross and traverse the corridor along existing city streets. 

Socioeconomic Factors 

Se lected data items from the 1970 Census have been utilized to develop a profile of the 
socioeconomic characteristics of the conununities within the I-105 corridor. These data 
items include the 1960 and 1970 populations, the percent gain or loss between the census 
years, the 1970 median age, ethnic composition by percent of total population, and median 
family income for 1969. These are presented in Table 2-1. 

Population: 

Examination of the data reveals that between 1960 and 1970 all communities gained popula
tion during the intercensus period, except Watts, Lennox, and Willowbrook. These communi
ties experienced more out-migration of people than the combined total from in-migration 
and births. · 

TABLE 2-1 
DEMOGRAPHIC CHARACTERISTICS OF COMIIUNITIES 1N THE I-105 CORRIDOR 

ETIINIC 
1969 to 1970 

1960 1970 Percent Med .t an AJ?e 
Ju risdl..ct ioi, Pbpulation Population · Gain Ol' Loss In Years 

CITIES 
Comp ton 71,812 7R , 611 9,5 20 3 

. Dowdey 82,505 BR.445 7 . 2 30 ,3 
El Segundo 11 , 2m 15 ,620 9.9 ~q 2 
Hawthorne 33,035 51,304 61.4 28.7 
Inglewood 63 ,390 89, 9 85 42 . 0 33 , 0 
Lynwood 31,3l(V 43 151 17,1 30 . fl 
Norwalk BR, 719 92,'147 3,5 :n.-1 
Paramount 27, 2 53 34,734 ? 1.5 25.2 
South fiate 53,R31 56,!10!1 5 7 3'1. 5 

C')\fM UN ITIESa 
We stchester :14 177C 12.4 
So ut h Central 80,1 5C ? 0 . 7 
Wa tts 34 ,001 2'l r,(i l -1 3 , 0 17 . 0 

· l ~CORPORATED AREASb 
f lo rence - Graham 38,lfM 42,895 12,4 1 '1 . 0 
L~ nnox 17, 31-7 16 12 1d - r, . 8 ~fi . G 
'.\'r <,tmont 29 ,31'1 :-?2 :! 
' 'i i J l o wbrook 38,/J95 11,835 - 'l , O 20 . 'l 

1{!: r- ION 
Los An~eles Count y f,,038, 711 7, 111:!,'17; 16.4 'l!). 5 

a - Part o f Los Angeles Citv. 
h - Part o f Los Angeles Coun t v. 
c - 1!)60 Census data is not comparable heca~1c:.P corvm r,ity honnrtnr 1. es have hcen 

c hanged by the Los Angeles Ci t y Plnnntn " D.,pa rt!llPnt. 
d - 19GO Census data not c omparable . 

White Black 
" i · 
' 

26 '1 71.0 
98.(i '1 . 1 
99 0 'l. 1 
93 .2 3 . 2 
85.9 11. 2 
97.7 0.4 
97,6 '1.4 
'lR.O 0, 1 
9R.~ 0, 1 

fl8.5 0.1 
l!l.6 88.3 

7. 9 91. 3 

'11 , 0 56,0 
!16,r, 0.1 
17 , 6 80 fi 
1fi 1 8?,1 

85 ~) 111 8 

Sour~cs . V l60 Ce nsus an d l'l 70 Cen s u s: Loe.; \.r. rsl £; City Planninr,- Drpar tment J...o .l\nf'Te ! e Co 1 .nty 
ne~~i o nal Planning Corrrnis i on, [1 c; . gun clo Ci t v P lannin f" 
Depar·\ ment 

2-8 

Median 
Other Family Incom 

% $ Per Year 

2.6 8,729 
1,3 12,384 
0. 9 12,400 
3.6 11,285 
2 . 9 10,892 
1. 9 10,088 
2 . 0 10,879 
1. 9 9 . 249 · 
1. 7 9, 7 RR 

1.4 14,685 
1.1 7,39 3 
1. 7 ~. n69 

1. 0 f, () . 7 
3 l 9 ,128 
1 8 7 , 884 
1 5 7,161 

3 7 10,972 
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By contrast, Hawthorne, Inglewood and Lynwood, with population increases of 61.4, 42, 0 and 
37.l percent, respectively, stand out as the communities in the corridor which grew most 
rapidly, The substantial ~ncreases in Hawthorne and Inglewood can partially be attribut ed 
to the complex of aerospace industries and other related service industries which are l o 
cated i n the vicinity of the Los Angeles International Airport. These industries, with 
their extensive employment opportunities, made these two communities attractive to employ
ePs who wanted to live in close proximity to their jobs, However, with the general down
tren rl in the aerospace industry, it is likely that this growth has slowed down since 1970. 

Me C:i an Age: 

I n terms of median age (a measure which indicates whether a population tends to be young 
or elderl y) , South Gate has the oldest population, with a median age of 34,5 years . Con
ve r sely, Watts at 17.0 years has a very youthful population, as measured against the coun
tywide median age o f 29 ,5 years. The importance of this measure for transportation plan
nin g ~.s the r eliance o f the elderl y and youth on public transit for mobility. 

Et nnic Composition: 

The ethnic breakdown of population in the corridor communities varies greatly. The ge0 -
graphic middle section of the corridor is represented by the communities of South Central 
Los Angeles, Watts, Florence-Graham, Westmont, Willowbrook, and Compton, which have black 
ma jorities; communities on the east and west have white majorities. 

In~ome: 

Hectian family income is used as an inctex of the relative economic well-being of the popu
lation~ In brief, the corridor contains several communities that are relatively well off, 
compared tothe county median family income figure, and it also contains some of the lowest 
income communities to be found in the county. 

Westchester leads all communities in the corrictor in median annual family income with 
$14,685, which is 33,8 percent above the county median of $10,972, On the other extreme, 
Watts has a median family income of $5,069, which is 53.8 percent below the comparable 
county figure. · · 

Median family income figures are of significance in planning for highway projects because 
they suggest the range of problems likely to be encountered in relocating families alone 
the right-of-way. In fact, special State and Federal legislation seeks to solve reluca
t ion problems which are unique to economically depressed communities by allowing Cal trans 
to develop housing in such areas. Two pieces of legislation are involved: the Replac e
ment Housing Act of 1968 (Ralph Act) and, more recently, Paragraph 206 of the Uniform Re
location Assistance and Acquisition and Policies Act of 1970, 

Housing: 

Within the corridor, there are approximately 260,000 housing units consisting mainly of 
single-family units, 67 percent of the total, Approximately 167,000 units of 62.7 percent 
of the stock are between the ages of 11 and 29, Unless massive "recycling" or withdrawal s 
from the stock for other uses occu½ over 84 percent of the stock will be at least 30 years 
old by 1990. 

Housing demand in most California cities is centered in multi-unit types, The re u.1iive 
weight however, of this type of housing in the overall structure continues to be l e ss t,1an 
half the stock. There is an abundance of "recycleable" single-family structures wi t h in 
t he corridor. 

2. 3 HISTORICAL PERSPECTIVE 

The history of the Project is long and has involved many public and private actions The 
following overview presents highlights of some of the events and actions that have o, ·c r red 
over the past 19 years, 
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1958 

1958 

19 58 
to 

19135 

1959 
to 

1970 

1963 
to . 

1968 

1967 
to 

Present 

1968 

1969 
to 

1970 

Division of Hi ghwa ys, Califo rni a De par tmen t of Pub l i c Wo r ks , in coope rati o n 
with local gove rnme ntal a gen c ies, c o mp lete d a St a t e wide transportatio n 
study. This 1-e came t he b a s is of the Californ i a Freeway and Expressway 
System, adopted by the Le gis l a ture in 1059 and in c luded both Routes 1 and 
105. 

Planning initiated fo r Route 10 5 with firs t wri t t en no t i f ications and re
quest s fo r genera l or t r aff i c wa y plan s and ot he r relevan t i nformatio n. 

Rou te Locatio n Stud i es fo r t~e we s terl y po r t i o n 0: ~o~te 105 , be tween Se
pu l ve da Bou lev a rrl a n d Ce ntral Avenue . These studies !nc: uded ( 1 ) written 
no t ifi c ation to po t ential ly a f fected c ities of i n tent to s~a r t s t ud ies, ( 2 ) 
inve sti 7,ation of lG r oute locat i o n a lt e r nat i ves, six of which we r e a n a lyzed 
in detail, (3) cor.imun it:v c1eeti n ~s and co n f e :re:ices, (1) :.mblic h e a r i ngs in 
1963 a nd 1965 , an rt (5) a doptio n o f the Route h7 the Califo rnia Hi ghwa y Com
missio n in 196 fi, followed by n n•TA location a nnroval . 

Rout e 1 Location S t u dies for the po rtio :1 betwee n Sepul ve1a Bo u leva rd an d 
the tunnel currer, t l y 11n <ie r ctevel o ,iment b~re ::i.tr. Los ~.:1ze'.-:s !. n·~er:ia t. ional 
Airport (LAX). These st ud ies inclwle<i 1 1) st :1r.· · int '?nt n0t ific :1.t i.ons , (2) 
investi gation o f a l te rn a t ive r ou t e l ocation s , ('.;) conmu ,1! ty meet ings an d 
conferences, a public hearin g i.n 1970, ar d r o11::P. ar!ooti o'l bv t h e Ca liforn ia 
Hi g hway Commission in 1?70. ( All no r tions of ~onte 1 i ri Los :\n r,:elP.s Count y , 
e x c e pt the portion r e l at P -i t0 t he I- 105 Project, were de l e t e r! f rom t he 
s yst e m.) 

Route Location Studies for the easterl y portion o f Route 10~ , between Cen
tral Avenue and Route 60 5 . These studies included: (1) s<: ud:' intent no ti
fications, (2) investigation of nine route loc a tions, (3) comr.mnity meetings 
and conferences, (4) public hearings in 1967 and 1968, an d (5 ) route adop
tion by California Highway Commission in 196 8 , followe d b y FHWA location 
approval. 

Replacement Housing Program developed and i□plemented. In addition to the 
Division of Highways Relocation Assistance Program, special legislation was 
enacted (Replacement Housing Act of 1968, known as the Ra l ph Act) which al
lowed the Division of Highway s to provide replacement hous i n ~ in areas with 
depressed economic conditions and inadequate housing resources. A vital 
feature of the original concept was maximum communi ty involvement in the 
program. To date 99 single-family and multi-family units have been comple
ted. 

Route 105 added to the Interstate Highway System b y the U. S. Department of 
Transportation . The inclusion was with the understandin g that the ~tate 
would: "--Apply urban desi~ concept plannin g to the Pr o je,: t. This type 
of planning is carried out on multidiscinline basis, taking into considera
tion not only the transportation function of the highway, but also its pos
sible benefits to the community in terms of residentia l economic, and 
broadened social goals. This includes providing for the .joint development 
of space over, unde~ and alongside the highway for construction of improved 
community facilities and, where desirable, relocation housing , " 

"--include in its ' planning provisions for improved public bus transportation 
services within, into, and out of the affected communities, utilizing Route 
105 to the extent practicable." 

Detailed design of the Project was accelerated to meet the Federal Aid In
terstate (FAI) Program's deadline of 1975. (Completion of the FAI Program 
has been extended a number o f times, most recently to 1990.) 

Design Concept Team Studies identifiec1. and a naly z ed various communit y and 
environmental impacts and opportunit ies th a t t he adopted f reeway alignment 
would create. The se related to e conomic and f iscal structure, housin -' di s 
nlacement, community f a c i l it i e ;; , t ;: af f ic c ircHla 7-ion, 'leighborhood envi r on · 
mental values, and joint use developmen t. :::ac h s t u dy fa to tal of 19) re
sulted i.n a !Jrinted report ·vh ic h became a c1: L' .; ~c r.'.o cument. "; xh i b it 3 i. n the 
An nen di;~ .....:.u n -:~.ins a l:J ri e -~ surnr.~ar v ·· 1•:-.! .'•.~? •!_•· .".:::t s-



1969 
to 

1970 

1969 
to 

1972 

Design Public Hearings (a total of seven) were conducted along the entire 
I-105 corridor, beginning with the first hearing in June 1969 in Paramount 
and ending with the last hearin g in May 1970 in the Watts-Willowbrook area. 

A total of 25 freeway agre ements for the then proposed Project, including 
one concurring resolution related to the widening of the San Gabriel River 
Freeway, had been exec u t e d. Two agreements remained to be completed along 
Route 105, one each wit h the City of Hawthorne and the City of Los Angeles 
in the vi c inity of Los An geles International Airport. The City of Hawthorne 
had no t e xecu ted this agreement because it was opposed to the adopted loca
t ion. The Cit y of Los Angeles and the State had resolved design details 
prio r t o the July 7, 1972, injunction, but execution of the agreement has 
been held in abeyanc e pending resolution of the lawsuit. 

Another a greeme nt was req11ired for the port ion of Route 1 in El Segundo. 
The City had endorsed the Project and a dopted locatio~ as well as tentative 
agreement on design details. The freeway agreement could not be executed 
until a Design Public Hearing was helrt. Thi s was also held in abeyance be
caus e of the in j unction. 

1969 The Federal Highway Administrat i on (FR-WA ) gave approval to major design 
to features and authorized acquisition of whole parcels of right-of-way, for 

1971 the original Project, exclusive of the Route 1 segment in El Segundo. 

1970 
to 

Present 

Special Route Location Restudies. 
not receive unanimous support. As 
tinued to oppose the adopted route. 
restudies were made. 

The adopted location of the Project did 
noted above, the City of Hawthorne con

Consequently, special route location 

1971 A Section 4(f) Clearance for the Imperial Village Park in Inglewood was se
cured from the U. S. Department of Transportation. (Section 4(f) of the 
Department of Transportation (DOT) Act--49 U.S.C, 1653(f)--required that 
the Secretary of DOT shall not approve any program or project which requires 
the use of any publicly-owned land from a public park, recreation area, 
wildlife or waterfowl refuge or historic site, unless (1) there is no fea
sible and prudent alternative to the use of such land, and (2) such a pro
gram includes all possiDle plannin~ to minimize harm to these areas.) 

1971 Route 1 Location between Sepulveda Boulevard and the LAX access tunnel was 
approved by FHWA. 

1971 

1972 

1972 
to 

1974 

Route 1 Federal-Aid Interstate fundir:f was approved by FHWA for the portion 
between Sepulveda Boulevard and the X access tunnel. 

In early 1972, Keith, et al 1 filed suit in the United States District Court 
for the Central District of California. Plaintiffs alleged the State De
partment of Transportation and the Federal Highway Administration had not 
complied with the National Environmental Policy Act (NEPA) (effective 
January 1, 1970),the California Environmental Quality Act (CEQA) (effective 
October 1970), Section 128 of the Federal Aid Highway Act (pertaining to 
public hearings), the Uniform Relocation Act, and Due Process provisions 01' 
the U. S. Constitution. The suit sought a preliminary injunction halting 
all further work on the entire I-105 Freeway pending compliance with those 
laws. The case was heard before the Honorable Harry Pregerson, United 
States District Judge, in May of 1972, and a preliminary injunction was is
sued on July 7, 1972. 

Caltrans and FHWA undertook a formal environmental study, leading to prepa
ration of an EIS. A major part of the effort was directed at analysis of 
air and noise pollution, and housing availability, as required by the Cou ; , 
The results of preliminary studies were summarized in a Draft EIS, circula 
ted for public comment on December 19, 1974. 

!Eight individual plaintiffs, including the Sierra Club, NAACP, Environmental Defen s, 
Fund , Inc. , City of Hawthorne, and the Freeway Fighters. 
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1973 

1974 

Sp ring 
1975 

New Federal Aict Hi~hway Act pP.rmits FHWA financial partic ipation in the de
velopment of highway transit projects. 

July--SCRTn Consultant's Plan recommendin g an I-105 busway . 

March--SCRTD Consultant's Plan reaffirmed recommendatiol" f or an I-105 bus
way. 

Continuing cooperative design studies undertaken by SCRTD and Caltrans to 
establish I-105 desiv,n features which will accommo date the median busway. 

July--SCRTD Board of Directors adopted a required transit plan which in
cluded the I-105 busway . 

Durin .; Harch and April, 1975, a s eries of public hearings were held to pro
vide DE IS information , and to discuss and rec'3ive pub li c COll'Jnent on the 
DE IS. These were structured as corridor ( lo cat ion) and design hear in p;s and 
~er e held in four location s alon~ the corridor in order to ensure a de quat e 
time f or public comment, and fo r the con v~nien c'. e of ·: ' e public. Total a t
t~ndance at these hearings was 1230. 

In response totwo separate suggested modificat ions ~the City of Hawthorne, 
the CHC held t wo separate public hearings--on Ap r i l 23, 1975 and August 27, 
1975. Total attendance at these hParin gs was 11sn. The location of the 
proposed Project conforms t o the modification con s idered at the August 27 
hearing. 

10/ 19/75 SCRTD 's position expressed at the April 23 , 197~ pu½l ic he~ring , and later 
confirmed in a letter of October 16, 19 75 to the State Bus iness and Trans
portation Agency, reaffirmed support for a transit facility in the median. 

12/19/75 State Business and Transportation Agency Secretary Burns announcement of a 
combined four-lane roadway-transitway proposal. 

1/21/76 

1/28/76 

Spring 
1976 

5/5/ 76 

8/12/76 

Meeting of Corridor Cities (and Los Angeles County) to consider Secretary 
Burns' proposal. 

Meeting of Corridor Cities with Secretary Burns. 
Vicencia and Senators Dills and Holden) 

(Hosted by Assemblyman 

Los Angeles Count y and Corridor Cities (except Hawthorne)passed resolutions 
supporting the proposed (8-lane) freeway-transitway projec t . 

President signed 1976 Federal-Aid Highway Act which ~llowed an inflatio n a r y 
adjustment to fully fund the proposed project. 

State Legislature adopted Senate Concurrent Resolution (SCR) 80 requesting 
expeditious completion of the 8-lane freeway-transitway project after the 
environmental process is finished . 

2.4 CITIZEN AND AGENCY PARTICIPATION 

Durin~ the entire planning and design phases of this Project, the Division of Highways1 
wo r ked extensively with staffs of Federal, State, and local a gencies, county supervisors, 
city councilmen, school district representatives, local community leaders, local groups, 
an~ numerous concerned citizens in orner to insure that full community involvemen ~ was ob~ 
tained and planning well coordinated between the many agencies and cormnun .Lties involve d. 

Over 150 open meetings involving all sef;!Tlents ofthe public and its elected representative 
we r e held, and hundred of letters from individuals expressing concern or questions wer 
r ece ived ancl considered durin g Project development. Hore than 7,000 contacts were ma d 
t hrou gh the Freewaymobile (a mobile information office) when it was in the Cities of Lyn 
wood, South Gate , Paramount, and Norwalk and the County of Los Angeles. During the pe rio 
from 1969 to 1971, an information and assistance office was located in the Watts area whic 
handled over 10,000 individual inquiries. As the need for these services declined in th 
the Watts a r ea, this office was relocated to Downey where it remains today. 

l Subsequentl v absorbed into the new Department of Transportation (Caltrans) r.reatecl 
by AB 69, effective July 1, 1973 



Th e Cali fo rnia Highway Commission adopted the original Route 105 location in two stages : 
( 1 ) in Decemb er of 1965, t hat portion of the line between Sepulveda Boulevard and Central 
Aven ue was adopted; (2 ) in July of 1968, the remaining portion between Central Avenue and 
Route 605 was adopted. As part of this original route-location adopt ion proc ess, four 
oublic heari n~s were held. At these hearings, attended by approximately 5,000 persons , 
of f ic ials a nd citizens from e ach of the communities traversed by the proposed Projec t ha d 
cppoi·t un i ties t o voice their conce rns and, in many cases, adjustments were made accordingl y . 
. \ puol i c hear ing was also held for the Route 1 portion of the Project in February of 1970. 
Th i s hea r ing was a tt e nded by appro x i l"la t ely 200 persons. 

Duri n g 1969 ari ci l :·i70, t he Di vision o! Hi g hways (Caltrans) undertook additional studies of 
the envi r onm8ntal, physi ca l, s ocial and economic impacts of the adopted alignment. These 
studie s were aimed a.t see k in g ways to b l e nd the Project into its urban setting by point ing 
ou t wa ys t o bl end t he Pro ject i n t o i ts urb a n setting by pointing out way s of maximi z i n g 
oppor t~n ities fo r enhan c in g the nei ghborhood-f r eeway relationship and minimi z ing potential 
•U srw, ti ve ef f ec ts of the faci l i t y. 

The st ud ie s an alyzed freeway-related impacts and opportunities relative to economic and 
f iscal s tructu re, ho us i ng displacement and replacement, communit y facilities, vehicular 
a n d pede s t r ian circu l ation, nei ghbo rhood environmental values, and potential joint us e de
velollmen t. In addit i on, t he studies e x plored the legal, financial, design , social and po
litical implications and met hods o f implementing r e commendations. Each o f t he stud i e s was 
tjme d to coincide with the preparatio n for a serie s of design public hearings. The s tudy 
r esul t s became a part of the hearing presentation. Over 5,600 persons attended the ori g i
nal se ve n desi gn hearings. 

In addition to the original route location hearings held by the Division of Highways 
· -: al trans), puhlic hearings have been required by law since 1969 of City Councils and 
Boards of Supervisors, prior to their execution of a Freeway Agreement (Section 100.22, 
Stree ts and Hi g hways Code). For freeway agreements executed subsequent to this law , hear
i n gs we re h e ld by the County of Los Angeles and ·the Cities of El Segundo, Lynwood, Norwalk, 
an d Downey. The City of Hawthorne, which has declined to execute a freeway agreemen t be
cause of its opposition to the adopted location, has also held such a hearing and has held 
many City Council meetings on this issue. In addition, the City of Hawthorne held a spe
c i al election todetermine if City residents favored the adopted route of the I-105 Freeway 
within the corporate limits of Hawthorne. This election, held in May 1971, produced a 38 
percent turnout of eligible ·voters.. At that time, a total of 2,281 voters favored th e 
adopted alignment, while 5,642 did not. 

Durin g the p ast several years, many meetings have been held relative to specific co ncern s 
of ci tiz ens and agency staff. Also during this period and, more recently, during the pre
paratio n o f a f o rmal Environmental Impact Statement for the Project, coordination has been 
maintained with Federal, State and local agencies, such as EPA, State Air Resources Board, 
t he Los An geles County Air Pollution Control District, and the Southern California Associ
ation o f Go vernments. 

A l i s tin g of s ome ofthe more important public (and other) informational meetings held over 
the i ast ten years is shown in Figure 2-9. 

An integra l part of the freeway planning and development process in 
agr eements. By statute, these agreements relate to street closures, 
n egotiations with affected ,cities and counties along a freeway may 
tion of : 

California are fr e ew ay 
However, in practice, 

involve the determin a -

The p r e cise horizontal alignment (some latitude is permitted within the adopted 
route location). 

The vertical alignment (at-grade, elevated or depressed below grade). 

The loc a t ion and t ypes of interchanges. 

~he p lacement of frontage or service roads. 

The spacin g and design of pedestrian overcrossings, 

The l a nd scaping concept and features. 

The p lac ement and desi gn of noise attenuation and retaining walls. 

The closure o r mod i fication of local streets. 
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In adc\ition to the above , negotiations have sometimes involved question s o r s ignali z ation 
and sign in g ; access to affected local public facilities (including relocation and / or com
p e nsation fo r displacinr- such facilities); ri r,ht -o f -way acquisition, scheduling and re ren
tal policies ; the u se of local information offices; procedures for clearing ~aca t ed bu il d
ings, handlinf, of public utility and railroad facilities; etc. 

Freeway agreements are developed in cooperation with local city and county agencies , of t e n 
with the County or Ci ty Di r ector of Public Works serving as local agency coordinator. Ci 
t izen con c erns, recommendations and p re fe rences a re obtained th r o ugh informal group me e t
i n~s . Executed a greementsl are listed in Table 2-2. 

~he Di vision of Hi ghway (Caltrans), has always maintained close working relationships with 
local cit y staffs . Plannin g and design coordination ef forts continued after execution of 
f r eeway a gr eement s to insure that mutually agreeable a nd ~esi r able design fea t ure chan ge s 
are made when conditions warrant. 

The currently proposed desi gn , depicted in Appendix E, Exhibit 6 , has bee n r eview ed fa vo r 
ably by al l j urisdictions i.nvolved . To the extent t he proposed des ign dif fers from the 
o riginal des i gn (see DEIS) freeway agreements wi lJ be modified o r r ,=, vised . This will o c
cu r af t e r all r equired approvals are obtained and before actual con st ruction begins . 

TABLE '.! - ~ 
I-105-RELATED FREEWAY AGREEHENTS 

Agency Date 

On Route 105 
El Segundo August 24, 19 70 
Los Angeles County Novembe r 4, 1969 
Inglewoori July 2Cl, 1969 
Los An ge les Count y November 4, 1969 
City of Los Angeles May 5, 1969 
Los Ani<eles County June 24, 1971 
Lynwood July 9, 1970 
Paramou-n t · November 6, 1969 
Paramount February 8, 1972 
South Gate October 27, 1969 
Downey October 13 , 19 71 
Norwal k October 12, 1970 

On Rou te 405 
Lawndale June 11, 1970 
Torrance October 30, 1970 
Los Angeles County November 4, 196Cl 
City of Los Angeles June 30, 1971 
Inglewoor! November 4, 1969 

On Route 11 
Los An geles County October 28, 1969 
City of Los Angeles January ~o. 19 71 

On Route 7 
Los An geles County June 3, 1970 
Paramount Hay 6 , 1970 
Lynwood Jul y 9, 1970 
Compton April 21, 1970 

On Ro u te 605 
Norwal k October 12, 1970 
Downey* April 13 , 197() 

*A minor revi s i o n of the Project-related design on Route 6"5 in the Downey are a wa s 
app r oved by the City in a "concurring resolution" r at he r than by r enegotiati ng the 
f re eway agreement to expedite development of the Downey Wilderness Park. This will 
eventually be followed by a revised freeway agreement. 

As noted earlier, no freeway agreements had been sig ned for the Route 1 segment of t h 
Project. In addition, two portions of the original I-105 Project lacked freeway agr e 
!n (ent s . ·rhese we r e for the a reas within the City of Hawthorne a n d the s mall po r tion " f 
:J0 : , ,•,n · el.es west 0-f' ':'1e San Die go Freeway . 
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LOS ANGELES CITY 

Organi:zat ion 

}· 13-65 Ca lifornia Hig hway commissio n Public Heari ng 
1-2 6-67 LOS Angeles City Schools 
_-1 0-68 Los Angeles City Schools a nd Los Angeles 

Board of Education 
~-12 -68 Los Angeles City Schools and City of Los 

,- 5-71 

,. _ 5- 6 3 
·- 10-67 
! - 2 2-69 
1- 22 -69 
l -27-69 
] - 7-69 
1- 14-69 
S-27-69 
l -23- 70 
6- 22-70 
6 - -70 
8- -70 
9-13-7 0 
9-24-70 
2- 2- 71 
8-13-71 
8-18-71 
6- 21-72 

- 10 · 
,o- 5-72 
11-14-72 
, 2- 8-72 

3-15-73 
3-29-73 
5-23-7 ~ 

9- 24-68 
12- 2-68 

3- 2-69 

3- 19-69 
J-2 5-69 
4-15-69 
4-17-69 
5-21-69 
;- 2-69 
·,-14-69 

·, -17-69 
6-21-69 
6-26-69 
-10-69 
- 5-69 
- 8- 69 
-28-69 

. -12-10 
2-12-70 
2-24-70 
- - 9-70 
-10-70 
-24-70 

- ~2~= ~~ 
7-20-70 

12- 4-70 
· 6-71 
-25-71 
·24- 71 

7-10-71 
12-16-71 

30-67 
10-69 
19-69 

, -12-69 
5-12-69 

Anaeles 

Los Angeles Rotary Club 

LOS ANGELES COUNTY 

Organi zation 

Location Pub lic Hearing 
De l Ai r e Mission Socie t y 
Del Aire Improvement Association 
Del Aire Homeowne rs Association 
Wiseburn Schoo l District 
Wiseb urn Baptist Church 
Wiseburn Homeown e rs 
Lennox Elementary School District 
Lennox Elementary School District 
Lennox Elementary School District 
Free waymobile 
Freeway Information Tra iler 
Del Aire Elementarv Schoo l Di s trict 
Las Angeles Junior · College District 
J unior Col l ege Boar d of Tr ustees 
Lennox School District 
Lennox School District 
southwest College 

~ Hahl 
Southwest Co llege 
Southwest College 
Los Angeles County Citizens P l anning Council 
SouthW£"lt College 
Soutr.~est Co llege 
Del Aire Improvement Association 

WATTS-WILLOWBROOK 

Organization 

Willowbrook Coordinating Council 
East 11 7th Street Neighborhood Improvesnent 

Club 
Watts-Willa.1brook Compton Improvement 

Association 
PTA - Gompers Junior High 
Welfare Planning Council 
South Centra l Improvement Action Coun,Qil 
Welfare P lanning Council 
Concerned Citizens - Flore nce Fii~stone 
116th Street Improvement Club 
Housing and Urban Renewal ~ o n fc r e nce and 

Wo rkshop 
Model Neighborhood (Model City Progr am) 
WLCAC Senior Citizens 
Federal Comrni ttee on Critical Urban Problems 
Antwerp Improvement Club 
Counci l of Community Clubs 
Homeowners of Blodgett Tract 
Willowbrook Coordinating Council 
Holy Chape l Baptist Ch urch 
Willowbrook Coordinating Co uncil 
Bel-Vue Community Church 
Model Neighborhood 
Mode l Neighborhood 
Willowbr ook Coordinating Co uncil 
Unity Baptist Chu rch 
Household of God Church 
Model Neighborhood 
Imperial Courts Advisory Commi ttee 
CRA Advisory Com111ittee 
Willowbrook Coordinating Council 
Los Angeles Count y Board of Superv i sors 

Public Hearing 
South Central Area We lfare Planning Council 
Bel-Vue Community Church 

SOUTH GM'E 

Organization 

Location Public Hearing 
South Gate City Council 
South Gate Planning Coaaission 
Jehovahs Witness Holydale Congregation Church 
Bethany Chapel, Assembly of God Church 

Attendance 

Attendance 

300 

9+ 

. 
1,800 . 

25 
9 

4 
6 

6 
7 

8 
11 

100 

Attendance 

250 

7 
10 

9 

6 

18+ 

300 . 
10 

35- 40 
35 

75-100 

20 

30 

so 
15+30 Kids 

• 
15 

40-50 . 

Attendance 

l,lOOt 

C 

Date 

4- 1-70 
5- 6-70 
7- 8-7 0 

12-17-70 
4- 7-71 
1-21-71 
through 
1-30-71 

10-22-71 
11- 2-71 
12- 3-71 
12-16-71 
12-30-71 

2- 7-72 
2- 8-72 

7-30-69 

11-19-6 9 
1-25-70 
1-28-70 
2- 5-70 
2- 6-70 
2-11-70 
9-21- 7 0 

10- 8-70 
through 

10-11-70 
5-11-71 
l-25-75 
3-l?-75 

PhRAMOUNT (Continued ) 

Or9:a n1.z a t i on 

Paramount P li!.nning Comm ission 
Paramoun t City Counc il 
Paramount City Council 
Paramount Planning Commission 
Paramount City Counci l 

f'reewaymob i l e - Paramount / South 

Pa ramount Planning Commission 
Paramount City Council 
Pa ramount School Doard 
Paramount P lanning Commission 
Paramount Planning Commission 
Paramount School Board 
Paramount City Council 

NORWALK 

Organi zation 

City of Norwalk 

Excelsior lllq h :.;chool 
S tudebaker Sc hool 
Design Publi c IIC!.1. r 1nq 
Hoxie Schoo l 
New Rive r School 
Glazie r Scho ol 

Gate 

Excelsior lliqh Sc hool - Public lfea ri nq 

f' r eewa ymobi l e 

Nor-alk Kiwanis Club 
Excelsior High School EIS Public Hearing 
Excelaior High School EIS Public Hearing 

* Attendance Not Re ported 

Note: T!::;~ is a p~rtial list of past mee tings at 
1ch public contact and input was received 

and presE;ntations or information given to ' re public. Host were evening mee tings sche
uled for maximum public exposure a n d input . 

,\ t tond..J nee 

l, 00 0t 

Attcnrlancc 

II. ll c ckeroth 
n. Roper 
Plnq J\.dv1 !'l on: 

Commi ttcc 
City Coun c 1 I 

40 0 

f,'jQ 

10 0 
l 7 ~ 
100 
300 ! 

2,000, 

75 
172 
118 

.• •·~,~-~ 
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CHAPTER 3 - THE FREEWAY-TRANSITWAY AND ITS ALTERNATIVES 

'lbe purpose of this Chapter is to describe the Project and the alternatives which we r ~ 
identified and evaluated in this EIS process. 

A considerable number of concepts were initially considered , Five of these , including t he 
Project, were eventually selected for further analysis and evaluation. Each i ncorporat es 
a common regional transportation background which assumed reorienting the existing SCRTD 
bus system to provide feeder-distributor service to an extensive regional mass rapid trar . 
sit (MRT) system; the existing freeway plus closing links in the Foothill (210), Simi 
(118), Orange (57), Artesia ( 91), Glendale (2), and Long Beach (7) Freeways; and continued 
development of the arterial street system (more than $80 million in improvements are 
planned by the corridor communities). Travel predictions were based on SCAG projections 
of regional population and the assumption that transportation control plan measures to 
achieve air quality standards were completely implemented. 

Section 3.1 is a detailed description of the Project as now proposed. The originall y 
adopted line, in the Hawthorne area, as well as the so-called "Bell-shaped" line which r e 
ceived prominence and consideration in early 1975, are discussed as location alternatives. 
Sections 3.2 through 3.5 describe the major conceptual alternatives which were considered. 

Section 3.6 briefly discusses other concepts which were examined, but not considered real
istic alternatives. 

3.1 THE 1-105 FREEWAY-TRANSITWAY PROJECT 

The 1-105 Project proposes construction of a transportation facility with multimodal capa
bility. It would provide an eight-lane, 17.2-mile access-controlled east-west highway with 
a transitway in the median. The project would extend through the south-central portion of 
Los Angeles County from west of Sepulveda Boulevard in El Segundo to Interstate 605 i n 
Norwalk. The route traverses the Cities of El Segundo, Hawthorne, Inglewood, Lynwood, Los 
Angeles, South Gate, Paramount, Downey, Norwalk, and unincorporated areas of Los Angeles 
County (Lennox and Willowbrook). At its western end, the Project would extend to Los 
Angeles International Airport eventually connecting to a proposed vehicular access tunne l 
via a 0,4-mile segment of California Route 1. 

Figure 3-1 illustrates the extent of the proposed 1-105 Project, including the Route 1 
segment, and the associated widening of the intersecting north-south freeways. 

Major Design Features 

The proposed Project would be entirely on new location. The basic right-of-way width woul d 
be 320 feet, including a 64-foot wide median strip of which 40 feet would be utilized for 
the median transitway facility. · 

Exhibits 6a through 6e of Appendix "E" shows the proposed Major Design Features of the 
Project. 

The Freeway Element 

The I-105 Project is principally an 8-lane freeway. In addition, auxiliary lanes are pro
vi ded at some locations on the basis of forecast traffic volumes to provide balanced and 
smooth operating characteristics. Freeway-to-freeway interchanges are proposed with the 
intersected existing north-south freeways; San Diego (Route 405), Harbor (Route 11), Lon g 
Beach (Route 7), and San Gabriel River (Route 605). The interchange of traffic requires 
reconstruction of these freeways, generally three-fourths of a mile to one mile in eac 
direction from Route 105. Some additional work beyond these limits is included to make 
existing local interchanges compatible with I-105 construction and correct present opera
tional deficiencies on the existing north-south freeways. 

Local traffic service is proposed from the freeway to all major highways and, in some 
cases, to streets of secondary highway status. The interchange patterns will vary in order 
to provide adequate capac i ty to handle the peak-hour traffic volumes for through and turn 
ing movements. 
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"Ramp-metering" will be incorporat ed into the Project. This technique utilizes sign&. ... s a t 
on-ramps to regulate the flow of traffic entering the freeway such that the freeway t raf 
fic may operate without congestion; i.e. , "free-flow" conditions. In addition, t-y pas R 
lanes will be available at on-ramps for high-occupancy vehicles. This is one elem1. 1 t . 
the regional Short-Range Transportation Plan (SRTP) intended to encourage high occu~an cy 
vehicle use as a means of improving air quality. 

The ability of local traffic to circulate freely in local areas will be maintained as all 
major and secondary streets and some minor streets crossing the Project will remain open. 
In addition, some new north-south crossings of the Project will be added to improve acces
sibility and circulation. Frontage roads will be provided where freeway crossings are no t 
desirable and pedestrian crossings will be provided where necessary to avoid excess ive 
circuity and to maintain continuity of pedestrian movements. 

Through noise-sensitive areas, principally residential areas, attenuating devices wi ll be 
provided to reduce noise impacts to an acceptable level. Such devices, usually earth
mounds or wall barriers , are effective and can be made aesthetically compatible wi t h the 
surrounding area. A general analysis of the traffic noise and its mitigation is included 
in Chapter 5, Environmental Evaluation. The dimensional requirements of noise attenuation 
devices for the Project are indicated in Exhibit 7 of Appendix "E". The actual design and 
architectural treatment will be determined in consultation with local agencies. 

The route planning and design principals which have governed development of the Project 
are: 

It should parallel existing street patterns and follow city boundaries whenever 
possible. 

It should be located to buffer incompatible land uses; for example, to separate 
manufacturing plants, airports, etc. from residential areas. 

It should be depressed wherever possible to minimize intrusion into residential 
and other environmentally sensitive areas such as parklands. Departure from this 
principle should be permitted only where circumstances such as major storm 
drains, railroads, existing freeways, etc., make the depressed design impracti
cal. 

The use of viaducts (long bridge structures) is considered through major exten
sive commercial or industrial areas to minimize right-of-way requirements and to 
maximize opportunities for joint use of the right-of-way. 

It should be at grade only to provide transition from depressed to elevated sec
tions, or vice versa. 

Typical cross-sections are shown in Figure 3-2. The location of the various cross-section 
configurations for the I-105 Project are presented on Figure 3-3. Descriptions of the ma 
jor design features are presented in the following paragraphs. 

California Street to Aviation Boulevard: 

The location of Route 1 (California Street to Sepulveda Boulevard) and I-105 in this reach 
is along Imperial Highway. This area is intensively developed to industrial uses. The 
Project is proposed as a viaduct over Imperial Highway. 

Avaiation Boulevard to Inglewood Avenue: 

After crossing Aviation Boulevard, the route parallels Imperial Highway and begins to di
verge northeasterly to pass over the Route 405 Freeway and Inglewood Avenue. 

Inglewood Avenue to Prairie Avenue: 

The route continues northeasterly to 
Street, then curves to a southeasterly 
section east of Inglewood Avenue to 
Prairie Avenue. 

Prairie Avenue to Crenshaw Boulevard . 

Hawthorne 
alignment. 

pass under 

Boulevard, immediately south of 111th 
It transitions to a depressed cross

Hawthorne Boulevard to a point beyo ud 

After passing beneath Prairie Avenue, the freeway rises to cross over the Dominguez Flood 
Control Drainage Channel, and continues elevated over Crenshaw Boulevard. The alignment 
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again curves east of Prairie Avenue to be parallel and just north of 120th Street 'C 1 s 
elevated reach of the Project is just north of the Hawthorne Municipal Airport, ~1, eret . 
buffering the residential community to the north from the effects of the airport. 

Crenshaw Boulevard to Route 11: 

The Project is again depressed to pass beneath Van Ness Avenue, and except for a short 
length of low fill just east of Western Avenue, it remains depressed to Vermont Avenue, 
then rises to cross over Hoover Street. It continues elevated across the Harbor Freeway . 
which is already depressed. In this reach, land use is a mixture of residential an 'i com
mercial. From about Western Avenue to the Harbor Freeway, the Project will parall e l e 
Southern Pacific Transportation Company's El Segundo Branch railroad line. The railroa d .s 
to be relocated south and adjacent to the freeway between Western Avenue and Norm~~d ie 
Avenue where the Project will occupy the existing railroad right-of-way. 

Route 11 to Santa Fe Avenue: 

The elevated section easterly of the Harbor Freeway crosses over the Southern Paci f ic 
Transportation Company's El Segundo-Torrance Branch railroad line and Compton Creek to 
Mona Boulevard. In this reach, development is largely residential interspersed with indus 
trial uses along the railroad and commercial uses along arterials. The Project parallels 
the local street pattern, approximately between 116th Place and 118th Street to Central 
Avenue; and immediately south of Imperial Highway from Central Avenue to Mona Boulevard . 
From Mona Boulevard to Santa Fe Avenue, the elevated section becomes a viaduct, straddlir ~ 
Imperial Highway through the existing industrial area in order to cross over Alameda 
Street, Southern Pacific Transportation Company's San Pedro Branch railroad lines in Ala
meda Street, and a new Santa Fe Avenue. This minimizes the impact on the industri a l 
complex in this location. Imperial Highway will be reconstructed between Mona Boulevar d 
and Santa Fe Avenue. 

Santa Fe Avenue to Los Angeles River: 

The elevated section, now in embankment, continues from Santa Fe Avenue to Wright Roa d . 
This area is largely residential with strip commercial. The alignment parallels the exist
ing Southern Pacific Transportation Company's West Santa Ana Branch railroad corridor, and 
occupies the existing railroad right-of-way. This branch is proposed to be abandoned, 
along with the Wilmington Branch Line (along Willowbrook Avenue), and replaced with a s u u
stitute line in the existing San Pedro Branch corridor (Alameda Street). The eleva ted 
section continues easterly on viaduct across the Long Beach (Route 7) Freeway and the L--- s 
Angeles River. Portions of the interchange with the Long Beach Freeway will be on via, ·: ::t. , 
offering an opportunity for joint use of right-of-way in this industrial area. 

Los Ange~es River to Merkel Avenue: 

The Project remains elevated, on embankment, east of the Los Angeles River to beyc•n<l , .... · •· 
mount Boulevard. The alignment parallels the existing street pattern as much as possiblt 
This reach is mostly residential. A section of viaduct crosses Facade Avenue, Union Paci 
fie Railroad Line, Arthur Avenue and Century Boulevard. Easterly of Paramount Boulevard, 
the grade changes to pass beneath Merkel Avenue. 

From Century Boulevard, near the Union Pacific Railroad tracks, to Gardendale Aven ue, 
frontage roads will be constructed along either side of the Project. This will impr ,v · 
local traffic service and circulation when a planned new Century Boulevard crossing . s 
constructed over ~be Los Angeles River and Long Beach Freeway. 

Merkel Avenue to San Gabriel River: 

The grade continues depressed east of Merkel Avenue to a point beyond Woodruff Avenue, 
where the grade must change to cross over the San Gabriel River. The alignment agai . 
parallels the existing street pattern as much as possible, approximately centered on R.t t 
liffe Street. The area traversed is residential, with some commercial and industrial use . 

San Gabriel River to Route 605: 

Once beyond the San Gabriel River, the freeway separates into connectors to Route 605. In 
addition to providing the major traffic connections to Route 605, there will be ramp ser
vice to Firestone Boulevard and Rosecrans Avenue, and ramps under Route 605 to Studebaker 
Road. The area is again, for the most part, residential. Some commercial use exists a d
jacent to the Route 605 Freeway. 
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Intersecting North-South Freeways: 

Interstate Route 405. The San Diego Freeway through this area is elevated on 
an earth embankment. In order to provide for the connections to the I-10 5 
Project, widening and reconstruction will be required along Route 405 from El 
Segundo Boulevard to Arbor Vitae Street. In addition , the reconstruct ion i n
cludes provisions to ease current congestion. 

State Route 11. 
108th Street and 
Century Boulevard 
ect and alleviate 

The Harbor Freeway is elevated on earth embankment north of 
is depressed to the south . It will b e recons t r ucted between 
and El Segundo Boulevard to provide connections to the Pr oj 
current congestion. 

State Route 7. The Long Beach Freeway will require reconstruction and realign
ment from Compton Boul e vard to Imperial Highway, a length of about 2.5 miles, 
as part of the Route 105 Project. 

Route 7 presently abuts the Los Angeles River. In order to fit the Route I-105 
connections , Route 7 must be realigned to the west from Rosecrans Avenue to 
Imperial Highway. The realignment will require replacement of the structure at 
Compton Boulevard and remodeling of interchanges at Rosecrans Avenue and Cen
tury Boulevard. The Century 13oulevard in terchange provides for the ultimate 
extension of Century Boulevard easterly across Los Angeles River. Existing 
Route 7 is and will remain essentially an at-grade freeway. 

Interstate Route 605. The San Gabriel River Freeway will require reconstruction 
and widening between Rosecrans Boulevard and Cecilia Street, a length of about 
2 miles. 

Widen i ng will accommodate connectors with Route I-105 and reduce operational 
traffic congestion. 

Original project design features were developed with the local communities and agenci e s 
after route adoptions. These were refined and analyzed by the Design Concept Team, utiliz
ing a wholly new approach to design planning; the use of multi-disciplinary urban des i gn 
team, one of the first in the nation. This team, known as a "Design Concept Team .• · was 
comprised of a consultant group of environmental and urban planners, arhitects, econo 
mists, sociologists and others familiar with urban problems and impacts, as well as h i. '.1-
way engineers. 

Nineteen separate environmental studies tailored to specific community interests and co r· 
cerns were developed by the team working closely with local officials and citiz en gro t.._.s , 
A listing of these reports with a brief description of their content is included as Exhi · 
bit 8 of Appendi x "E". 

As a result of these studies, freeway alignment and designs were adjusted, interchange lo 
cations added, communities' master plans completed, and actual community impro vement s 
undertakej • Ultimately, this da~a was presented during the Design Public Hearings in 1 96:J 
and 1970. In the public hearing process during 1975, further input was obtained coveri ng 
slight location adjustments, various local street interchange locations and configura
tions, different frontage road and local street roodifications, locations of local stree t 
crossings of the project, possible viaduct sections, elevated or depressed cross-section . , 
etc. 

i The Transi tway Element 

It is proposed that the transitway be implemented with the freeway element, although there 
are a number of factors which bear on its ultimate timing and form. These factors, in 
large part, relate to the structure and operation of a regional transit system. (See dis
cussion of regional transit development i n Chapter 2 under SCRTD and Figures 2-5, 2- - , and 
2-7.) At the present time, the region is evaluating the structure, location, priorit es 
and relative timing of a system. This evaluation and the selection process must be com
plete before actual design of the I-105 transitway can proceed. 

1see Reports and Transcripts of Design Public Hearing on file with Caltrans, 
District 07 Office . 
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Two modes were considered for the median transitway--bus and rail. Either of these lllOdes 
can be acconmodated within the freeway median area of 40 feet included for transit pur
poses. Each has a unique set of factors related to station location and configuratio, , 
operation, implementation, funding, and the regional transportation system. The ensui ;. ~ 
discussion deals with these considerations. 

Station locations would probably be similar whether bus or rail is used. Stations must be 
selected to provide a proper balance between speed and service for the heavy or "line
haul" element, and the feeder-distributor system. Stations at too frequent an i nterval 
will result in lower average speeds, while infrequent intervals will result in longer 
access times for people in getting to and from stations. 

A related consideration is the need for local circulation within each community. It is 
assumed that consideration will be given to this need in structuring the feeder-distr i bu
tor system, such that both local and regional trips are serviced . 

Given the above, there appears to be an initial need for six passenger stations. Suggest
ed locations are shown on Exhibits 6a through 6e of Appendix "E". Figure 3-4 shows an 
artist's conception of one possible station installation. Consideration would be given t o 
passenger loading facilities at other major north-south arterial streets as the need a
rises. 

For the most part, these facilities will accommodate persons who will either walk to the 
transitway or transfer from local feeder-distributor buses operating on city streets . I n 
addition, "park-and-ride," lots are contemplated in conjunction with passenger stations 
near the interchanges with the Harbor, Long Beach and San Gabriel River Freeways. 

These would accommodate people who would drive to the transitway. The location at t he wes t 
end of the Project near Aviation Boulevard and Imperial Highway is proposed as a major 
terminal facility. Transit passengers would transfer at this point to a people mover o r 
shuttle bus system proposed for internal distribution within LAX. 

Selection of the mode in the I-105 Corridor, whether bus or rail, will probably be dete-
mined based upon the consideration of patronage, system flexibility and compatibility, a nd 
convertibility. Ordinarily , buses represent a lower capital cost solution, where L OW 

patronage is involved. Such is the case in the I-105 Corridor when peak loads of a ~out 
8,000 to 10,000 persons per hour are anticipated. Beyond a certain point, generally abo1· t 
12,000-15,000 persons per hour, heavy (grade-separated), rail transit (MRT) can be cons i d
ered . Light rail, essentially at-grade street cars, can be considered at lower patronar ~. 
(See Figure 3-5.) In the 8,000 peak hour patronage area, the capital cost o f rai : ; ~ 
higher than for buses, but since rail is less labor intensive than bus, the lower ope Y,. c 
ing cost of rail tends to offset its higher capital cost. 

System flexibility is a major consideration also. Buses have great flexibility in t hat 
they could move out of the 105 median to use other freeways and local streets. Alsr', 
route structure can be readily changed in response to changing needs. Rail systems are i n 
themselves very restricted . Trains cannot move except where tracks are placed. Part of 
this inflexibility is offset since fixed rail systems usually operate in conjunction wit h 
local bus feeder-distributor systems. In combination, they can provide greater flexibil i
ty. 

Another consideration is compatibility. If the region (voters) decides to develop a 
region-wide fixed rail system, it may be more realistic to implement rail even i n a low 
patronage corrido~ such as 105. This would avoid duplication since part of the 105 Corri
dor would be developed in the rail mode (see Figure 3-6) and could eliminate the need for 
transfer from rail to bus. 

The final consideration is convertibility. If the hus mode were selected initially in the 
I-105 Corridor, based on patronage, it would still be appropriate to design the busway 
such that is could be converted to rail at some future date, at a minimum of expense. 

This latter point bears directly upon ·configuration and operation of the transitway, lead
ing to several options. To understand the considerations that are involved in these 
options, it is necessary first to know some of the passenger loading capabilities and op
erational requirements of rail transit (trains) as distinct from buses. 

Rail transit vehicles usually can load passengers on either side. Rail systems also can 
operate on tight schedules with short headways (distance and time between succeeding 
trains) and thus do not ordinarily require passing capability, particularly at stat ions. 
Given these conditions, rail systems generally use a single track in each direction ,f 
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travel with, either a single s ta t i o n located between the tracks; or, two s t ations, on e f or 
each direction of travel, and located to the outside of the two tracks. See F .~gures 3- ,· 
and 3-8. The selection o f station configuration for a rail system is therefore di c ta t !C 
by considerations of cost•and impact, rather than any inherent limitation in operation i.t 
capability. 

This situation is somewhat different with respect to buses. First, convent ional buses can 
only load passengers on the ri ght (curb) side. Secondly, in a b us system, there is a need 
for buses to pass in order to provide "express" or "skip-stop" operation. There are sev
eral ways to design stations within the 40-foot width for the transitway in t he median t o 
accomplish this. There are advantages and disadvantages with each. 

One way is to adapt buses s o passengers can load on either s ide. Th is enta ils l o s - J ~ 

passenger seats, added bus purchase costs and may create a safety problem when operat .ng 
such buses on local streets in the conventional manner. (See Figure 3-9.) 

A second approach is to operate conventional, right-loading buses in the reverse (contra
flow) direction (see Figure 3-10). While this allows the use of conventional buses, the re 
are other considerations that must be given to operations and safety. Once committed to a 
contra-flow pattern, buses lose the flexibility of leaving the median transitway and merg
ing with freeway traffic to use on- or off-ramps and connections to cross freeways. Spe
cial bus-only ramps or co nn ec t i c:,::; wo u ld b-? ,:-,-,r; . .:::tr •i•::: t-::d ; ~-:::-:e•.·er, motorists might ina dver
tently enter these and create safety hazards . Moreover, there are significant cos t s an d 
impacts involved in a separate set of bus connections. These would probably be u nusabl e 
should the busway be converted to rail. 

Another approach involves operating buses in the conventional manner (direction) 
separate loading platforms (one of each direction of travel) spaced longitudinally in 
center of the median. (See Figure 3-11.) In this case, station costs may double, 
"express" or "skip-stop" operation would not be possible. 

with 
the 
an d 

There is one final appraoch, applicable to buses only, in which transit can effect i vely be 
acco1DDOdated in the median of the Project. This involves devoting the inner lanes of t 
freeway to bus operations. This method of operation retains the operational flexib il : . · 
of buses and can provide satisfactory station configuration and operation within th~ _ 
served median right-of-way. There is also the added capability for other vehicles, prob
ably high occupancy carpools, van pools, etc., to use any reserve -capacity after buses ~ r ~ 
accommodated. This is commonly known as "preferential mode". (See Figure 3-12.) Vinile 
station costs may double, "express" operations· are possible. 

Selection of bus or rail in the I-105 Corridor will depend, to a considerable extent , o n 
the type of transit development selected for use elsewhere in the reg ion. 

At the time of preparation of the DEIS, development of a regional MRT (rail) system di rl 
not appear favorable , particularly in view of the failure of the 1974 ballot measure f or 
transit development. To have sugested a single rail 1-ne in the I-105 Corridor did not 
seem practical. The DEIS, then, proposed a busway in the corridor based upon low project t1d 
patronage, and system compatibility and flexibility. 

In 1975, the situation with regard to a regional rail transit system changed. Evaluat Lo n 
of an MRT "starter line" led to general agreement on initial implementation within a bro 8. d 
corridor from San FernRndo Valley through the Central Business District (CBD) to Long 
Beach. 

Although the precise location from the Valley - to the CBD had not yet been resolved, there 
appeared to be a consensus at the time for a southerly section to Long Beach. Figure 3-6 
shows the location considered. The southerly portion, coinciding with a portion of t he 
I-105 Project, minimizes right-of-way costs and social impacts. Additional portions o f 
the I-105 Corridor may be used for a possible extension of the starter line to Orange 
County. Were the line show in Figure 3-6 actually to be implemented, a strong case could 
be made for implementing rail in the I-105 Corridor also. This would avoid duplicatio . 
system incompatibility and added costs and impacts. 

However, before a decision could be made whether to proceed on this "starter line" as an 
incremental approach to regional transit development, a new broad-based proposal was form
ulated by Los Angeles County Supervisor Baxter Ward. Called the "Sunset Coast Line' sys
tem, the proposal was presented to and defeated by, the electorate in the June 1976 Pri
mary Election. Since demise of the Sunset Coast Line proposal, the "starter line" proposal 
has not been further pursued. 
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Currently, the idea of using express buses on freeways as the backbone of a regional t ran
sit system is under development (see Chapter 2 under discussion of Southern Ca l i f o rn• ~ 
Rapid Transit District). But, until such time as there is a definite reg i onal t :· ~ns J 
plan, it will not be possible to make a considered, wise decision regarding transi t N" it h;_n 
the median of the project. For the present, it should be sufficient to know that L,e r " 
served area in the median is adequate to accommodate and be compatible with any regional 
transit system that might be dev i sed. 

One final consideration, perhaps the most important, deals with funding. At this time, 
and regardless of whether a rail or bus mode is selected, there is the capacity to imp i p. 
ment a transitway within the median of the project. The additional costs for the med :.. .. 
area of additional rights-of-way, embankment and the lengthening of overcrossing str·,ic 
tures, etc., are included as part of the freeway project. 

Any additional project commitment beyond these basic provisions will depend on whether a 
busway or a rail facility is to be implemented. Busways can be c onsidered "highway" type 
facilities and consequently qualify for "highway funds". This is not the case for a f ixe d 
rail facility. 

Funding additional busway features, such as roadways, lengthening of undercrossing struc 
tures, and "park and ride" lots, can be included as part of the Interstate Project ( wi t h 
commensurate funding) provi ded, the regional transit agency (presumably SCRTD) will con
struct passenger stations, furnish buses, and maintain and operate the busway. Specific 
obligations and commitments would be defined following a decision on mode. This means 
that the regional transit agency must provide some funds in any event , but more loca· 
matching funds are required to implement a rail facility than for a busway. This will un
doubtedly be an important factor in deciding whether, and what type of transit facilit y 
would be implemented in the median. An analysis of the probable costs, sources and amounts 
of funds is included in Chapter 8 - Funding and Implementation. 

The actual decisions regarding the 1-105 Transi t_way rest basically with the operator, 
Southern California Rapid Transit District (SCRTD) . Once basic decisions are made on the 
type of mode (bus or rail) and method of operation for the regionwide transit system, t he 
final design details for the 1-105 transitway can be completed. Ideally, these decisions 
should be made so that the median transitway can be implemented along with the freeway . 
However, a delay in reaching decisions with respect to .. the median transi tway should not b e 
a reason for further delay in implementing the basic project. These is right-of-way r -~
served within the median, and, whether bus or rail, there will be no s ·ignificant effect o r 
differences in effects, in the 1-105 Project's socioeconomic or environmental considera 
tions. 

Related Project Features 

In addition to its design aspects, the I-105 Project incorporates a number of other sig .. ~ 
ficant features. 

Railroad Relocation Project: 

A railroad relocation ?roject, which is depicted in Figure 3-13, will affect Los Ange l es 
County (Willowbrook area), the City of Los Angeles (Watts area), and the Cities of Comp
ton , Huntington Park, South Gate, Lynwood, and Paramount. As part of the I-105 Project, 
the State and Federal governments will finance the abandonment of 9.3 miles1 of Southern 
Pacific Transporta'tion Company tracks, which 'will be replaced by 8. 5 miles of new track 
in the existing San Pedro Branch (Alameda Street) Corridor. 

In addition, 30 railroad grade crossings will be abandoned, 10 new railroad grade cross
ings will be constructed, and 15 existing railroad grade crossings will be improved . These 
improvements will relieve circulation and land use conflicts, remove a divisive elemen t 
from the communities, and make available additional land for development. Two major rede
velopmen~s in Watts and Compton have been planned and are predicated to a large degree on 
the railroad abandonments. 

lThis includes 5.3 miles of the existing Wilmington Branch (Willowbrook Street vicin 
ity) and 4.0 miles of the existing West Santa Ana Branch (Fernwood Avenue vicinity) . 

3-7 



In conjunction with this railroad relocation project, the City of Los Angeles has sough t 
to have the El Segundo-Torrance Branch Line through Watts relocated within the I-105 '.1edi
an. The location and a typical cross-section is as shown on Figures 3-14 and 3-14A. Th ~ 
City of Los Angeles has taken the approach of seeking financial support from the Sta ' 
Grade-SeparJtion Fund to achieve the desired relocation which is estimated to cost -,bout 
$8 million. 

Public Utilities: 

In general, all existing utility services will be retained, relocated or replaced. Mod : 
fications will be achieved through coordination with the utility companies and the loca 
jurisdictions involved. Utility work is generally accomplished within public rights-of
way such as street areas. In some cases it can involve the acquisition of property and 
displacement of people. However, any additional property or people displacement would be 
very small, and no significant environmental impact is anticipated. 

Los Angeles Department of Water and Power. The transmission line towers, between 
Avalon Boulevard and Stanford Avenue will be raised to a higher elevation. 

Los Angeles County Flood Control District. Compton Creek, an existing concrete
lined open channel will not be disturbed and will continue to function during 
the freeway construction work. However, falsework will he placed to permit con
struction work. However, a falsework will be placed to permit construction of 
the freeway bridge structure to span the channel. 

Southern California Edison Company. High voltage lines in the vicinity of the 
San Diego Freeway will require relocation to accoDIDOdate the new construction. 
Two Edison substations in Lynwood and one in Downey, will be slightly impacted. 
Existing 66 KV overhead transmission lines along Fernwood Avenue will be relo
cated along an alternate route using street or other public right-of-way. 

Los Angeles Metropolitan Water District. The Sepulveda Feeder Line has already 
been relocated in Van Ness Avenue by the LAMWD at State expense to grade compat
ible with the Project. A 61" Feeder Line in the vicinity of Route 105/7 Inter
change will remain in place through the interchange. Minimal work to accormnodate 
bridge footings will be accomplished without interruption to the existing water 
service. 

Los Angeles County Flood Control District (LACFCD), and Corps of Engineers. 
Dominguez Creek, Compton Creek, Los Angeles River and San Gabriel River will tc 
crossed by the freeway. The Project will completely span Dominguez Channel a ~d 
Compton Creek. Bridge supports will be needed within the Los Angeles and San 
Gabriel Rivers but levees will be raised to maintain adequate waterways. Service 
roads will be retained or relocated so continuity of access remains. All this 
work will be done in conformance with LACFCD and Corps of Engineers' require
ments. 

Water Wells. Within the right-of-way of the I-105 Project there are 61 recorded 
wells. Of this number, 11 are active at the present time. Active wells will be 
replaced or abandoned as required by their owners. Wells to be abandoned will 
be sealed as required by law for safety and to prevent any possible pollution of 
the underground water basin. Wells previously abandoned will be examined for 
proper capping and standards. Details of the present status of wells located in 
or near the I-105 Project are covered fully in Exhibit 10 in the Appendix. 

Joint-Use Projects: 

As a result of the Design Team Studies, a number of sites were identified for potential 
"joint use," whereby the State would encourage new developments by sharing rights-of-wa y 
over, under, and adjacent to the freeway. This could be with private developers or pub J ic 
agencies. Such projects must not interfere with the Project and must conform with local 
community planning objectives. One potential joint-use involves development of an indus -
trial park with the interchange between I-105 and the Long Beach Freeway (Route 7). It ha 
been actively pursued by the City of Lynwood and preliminary development plans had be. •n 

11973 Estimate. 
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prepared in 1971 (Figure 3-15 shows how the joint use might have been developed). At the 
time of the injunction (July 7, 1972), a Request for Proposal (RFP) from developers was in 
the review stage. It had been jointly drafted by the State and the City of Lynwood. The 
I-105 Project retains the potential for joint use in this interchange, although the area 
will likely be smaller. The RFP will be reviewed, updated, or revised as needed, and fur
nished to potential developers. 

In addition, other joint-use opportunities identified in the Design Team Studies: 

As with the 7/105 Interchange, other interchange locations may provide substan
tial areas for joint use. 

Viaduct in Lynwood from Mona Boulevard to Santa Fe Avenue will have various 
areas available. 

Viaduct in Paramount from Arthur Avenue to Facade Avenue will create desirable 
joint-use areas in connection with the UPRR. 

Various potential commercial developments which were proposed by private inter
ests. 

3.2 THE "NO PROJECT" ALTERNATIVE 

The "No Project" alternative assumes no regional transportation improvements in the corri
dor through the year 2000 for highway or public transit. While no regionally significant 
improvement s in the corridor were assumed, this alternative does include the future street 
improvements as planned by the corridor communities. This program, cormnon to all the 
alternatives, is estimated to cost more than $80 million through 2000, with the bulk of 
the investments planned for roads in unincorporated areas of the corridor. The costs would 
be borne by the local conrnunities and are not included in the costs for this alternative 
(nor other alternatives). 

In terms of public transportation, a bus system oriented to provide feeder-distributor 
service to a regional transit system is assumed for the "No Project" alternative. Section 
2.2 provides a summary of the current bus service provided by SCRTD within the I-105 
corridor. 

3.3 THE "EXCLUSIVE BUSWAY" ALTERNATIVE 

This alternative would provide an exclusive busway in the corridor. Extending approximate
ly 10 .0 miles, it would be constructed primarily within the planned Project right-of-way, 
except for related station and parking facilities. The typical section for this busway is 
shown on Figure 3-16 and the busway alignment is shown on Figure 3-17. It would include 
selected high volume connections with the San Diego, Harbor, Long Beach and San Gabriel 
River Freeways. 

Development of an "Exclusive Busway" would require resolution of technical and financial 
considerations similar to those associated with the "median" transitway proposed as part 
of the Project. 

These considerations were discussed previously in this Chapter. 

Major Design Features 

The "Exclusive Busway" alternative would include the following features: 

The busway would be a two-way, two-lane facility. Typical right-of-way, exlud
ing interchange areas, would be approximately 180 feet. The busway section 
would measure 64 feet within this right-of-way, as shown in Figure 3-16, 

It would have approximately the same grade line as the proposed project, except 
at the east and west termini, where adjustments would he made to join existing 
streets. 

Stations would be included at junctions with other proposed transit lines near 
the Long Beach Freeway, the Harbor Freeway, in the Willowbrook area, near Los 
Angeles International Airport, near Normandie Avenue and in Norwalk. 
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The assumed locations of the stations and parking lots are listed below: 

Station No. 1 and Parking Lot Aviation Boulevard, the western terminus 

Station No. 2 (No Parking Lot)l Western Avenue, near Southwest College 

Station No. 3 and Parking Lot Route 11 (Harbor) Freeway 

Station No. 4 (No Parking Lot) 2 Wilmington Avenue in Willowbrook 

Station No. 5 and Parking Lot Route 7 (Long Beach) Freeway 

Station No. 6 and Parking Lot Curtis and King Road, the eastern 
terminus 

These station locations are generally as shown in the Special Rapid Transit Digest (July 
1973), which contains the consultant's recollll'lendations to SCRTD for public transit im
provements in Los Angeles, except that an additional station and parking lot was also 
assumed near the Route 605 Freeway at the eastern terminus. 

The transit patron would be able to utilize the busway through 
First, via buses on intersecting freeways directly through 
transfer from feeder-distributor buses on local streets; or 
itself to operational characteristics of the transit system. 

two or possibly three means. 
stations; and secondly, by 

via bus ramps if this lends 

In addition to line-haul, feeder service to provide access to the stations would 
be implemented. This local service could be provided by various means, including 
regular scheduled bus lines, jitney service, or dial-a-ride. 

All busway overcrossings, undercrossings, bridges and pedestrian crossings have 
been assumed at the same locations as for .the Freeway-Transitway. Provisions 
regarding city street closures are assumed to be generally similar also. 

The proposed railroad relocations are assumed to be the same as those planned 
for the I-105 Project. 

3. 4 LOCAL IMPROVEMENTS 

"Arterial Widening" Alternative 

This alternative would widen a number of east-west arterial streets in the corridor. 

The widening of arterials was formulated in critical areas to provide essentially the same 
degree of relief from surface-street congestion as the proposed project. Two lanes would 
be added over and above those currently envisioned by local agencies to fully develop the 
planned arterial street system. The arterials and communities affected are listed in Ta
ble 3-1, along with the miles of widening required. The locations where streets would be 
widened are shown in Figure 3-18. 

At most locations, widening would be accomplished on one side or the other. This would 
minimize acquisition impacts and avoid major public or community facilities. In general, 
this would require 24 feet of new right-of-way, but as a practical matter, may involve 
acquiring many whole properties. 

"Grade Separation" Alternative 

This concept, sometimes referred to as a 
achieve the same degree of congestion relief 

"Mini-freeway or Junior Freeway" 3 seeks to 
as the Project, by changing the stop-and-go 

1Parking for Station No. 2 was assumed to be available at Southwest College. 

2No Parking for Station no. 4 was assumed as it will only be used for transfers 
between Rapid Transit District lines. 

3Discussed in "Our User-Oriented Future," Dr. Slade Hulbert, paper prepared for 
the Institute of Traffic Engineers World Conference, Montreal, Canada, September 
1971. 
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TABLE 3-1 
NUMBER OF MILES OF TWO LANE WIDENING BY JlJRISDICTION 

Alondra El Segundo Firestone Imperial Manchester Redondo Beach Rosecrans Total 
Jurisdiction Boulevard Boulevard Boulevard Highway Boulevard Boulevard Boulevard . Miles 

Bellflower 1. 5 2.0 3.5 

Compton 1.3 3.5 4.8 

Downey 3.3 5.1 0.1 8.5 

Gardena 0.5 1.3 1.0 2.8 

Hawthorne 1.5 2.0 3.5 ~, Inglewood 1. 5 1.0 2.5 

Lawndale 0.8 0.8 

Los Angeles City 0 5 3.2 3.0 0.5 0.5 7.7 

Los Angeles County 0.4 1. 5 2.3 3.1 7.3 

Lynwood 3.4 3.4 

Norwalk 1.3 1.8 1.5 4.6 

Paramount 2.5 2.3 4.8 

South Gate 4.2 0.8 5.0 

Torrance 0.5 0.5 -- -- -
TOTAL 5.3 2.9 10.3 18.1 4.0 2.3 16.8 59.7 



travel which is characteristic of conventional street operation, to one of continuous, un
interrupted flow. This alternative involves implementing a unique set of traffic con t ro l 
improvements on 55 miles of arterial streets. Improvements would generally be con cained 
within planned major street rights•;..of-way so as to minimize property acquisition impacts . 

Design Features: 

The grade-separation concept includes the following innovative features, within the limits 
e■tablished for improvement. 

Grade-separate intersecting primary and some secondary streets at 69 key inter
sections. Locations of grade-separated intersections are shown in Figure 3-18, 
and tabulated on Table 3-2. Figure 3-19 is a rendering of the concept, and Fig
ure 3-20 diagrams the operational features. 

TABLE 3-2 
GRADE SEPARATED INTERSECTIONS 

J.< 
Q) 'O Q) 'O 'O Ol 'O 'O 
+a J.< Cl J.< J.< .-4 Cl J.< J.< 
Ol al O al >,al al >, al al al al al 
Q) > .. > J.<> ~ al J.< Q) J.< > ~> 
.c Q) Ol Q) ::, Q) I-< IS 0::, 'O Q) C/J Q) 
0.-4 Q) .-4 .. .-4 Q) .c Q) c:: C.-4 Q) .-4 
Cl::, J.<::, Cl::, 0. be Ol Q) 0::, .. ::, 

idl ~dl ~dl 5""4 0 > :;l cB !;; cB .... ::c: a:< 

Sepulveda ·X X 

Aviation X X X X 

La Cienega • Underpass X X 

Hawthorne X X X X 

Prairie X X 

Crenshaw X X 

Western X X X 
Vermont X X X 

Figueroa X X X 

Railroad Crossing X 

Avalon X X X 

Central X X X 

Railroad Crossing X 

11 

" 

~ . 
◄ 

l 

J 

I 
) 
1 
3 
3 
1 

Wilmington x+RR X 2+R 
Railroad Crossing X 1 
Alameda X X X X 

Railroad Crossing X l 
Long Beach X X X X 4 
Century X 1 
Atlantic X X X X 4 
Railroad Crossing X 1 
Garfield X x+RR X X 4+R 
Railroad Crossing X X X 31 
Paramount X X x-RR X 4+R 
Lakewood X X X 3 
Railroad Crossing X 1 
Woodruff X ~ _?L 3 

TOTALS 3 9 5 22 19 9 2 69+3 

Construct these improvements within existing or planned arterial streets right-
of-way, providing, typically, an 84-foot curb-to-curb street section within the 
typical 100-foot rights-of-way. (Most streets are presently 80 feet in width 
curb-to-curb). 

Provide four east-west through lanes at each grade-separated intersection. 
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Retain arterial curb lanes at grade and accommodate right and left turns and 
through movements via channelized, signalized intersections under each grade
separated structure. 

Provide bus loading areas under grade-separation structures. 

Signalize other intersecting secondary streets and permit only right turns to or 
from improved arterials during peak hours. Left turns and crossings of the im
proved arterials would be prohibited during peak hours. 

Provide pedes~rian crossing structures at approximately one-half mile intervals. 

Under this alternative, extensive sections of Imperial Highway and Rosecrans Avenue would 
be converted to grade-separation status. Parts of Manchester/Firestone, Century, Artesia, 
and Alondra Boulevards would also be converted. These improvements are assumed to provide 
additional capacity and relieve congestion to the same degree as the project. 

With this concept, a number of existing interchanges between east-west arterials and 
north-south freeways would require modification to eliminate left turns associated with 
the existing diamond type interchange configuration. One way to accomplish this would be 
to convert the existing diamond-type ramp layouts to loop-type. This is the design uti
lized for this alternative. 

Utilities would be placed under the curb lanes of the grade-separated arterials. 

3.5 COMBINED "EXCLUSIVE BUSWAY" AND "LOCAL IMPROVEMENTS" ALTERNATIVE 

This alternative is a composite transportation program which combines the "Exclusive Bus
way" and "local Improvements" concepts covered in Sections 3.4 and 3.5, respectively. The 
objective is to provide significant local street congestion relief to automobile users and 
regional mobility to public transit users. Tables 3-1 and 3-2 show the individual compo
nents of each street improvement approach. 

3.6 OTHER ALTERNATIVES 

In the process of evaluating the I-105 corridor, numerous transportation alternatives were 
considered. Five of these were defined as conceptual alternatives, as described in pre
vious sections, and were subjected to extensive analysis which is reported in depth in 
this EIS. 

There were also freeway-transitway location variations in the Hawthorne area which re
ceived extensive analysis and are treated in depth in this EIS. This section discusses 
these location alternatives. 

The possibility of substituting a transit project for this Interstate project was evalu
ated, although not as extensively as the conceptual alternatives. This possibility and the 
extent of evaluation are discussed in this section. 

This section also describes the other alternative considered, briefly discusses each, and 
includes the principal reasons for not undertaking a more rigorous examination. 

Freeway-Transitway Location Alternatives Hawthorne Vicinity 

As noted previously in this EIS, the City of Hawthorne, alone among the affected 
tions, opposed the adopted location for the project. Since 1971, discussions on 
variations have continued with the City and the other affected jurisdictions, 
location that would be mutually satisfactory. Seven variations were considered. 
shown in Figure 3-21. 

jurisdic
alignment 
seeking a 
These are 

Efforts to reach an understanding on these locations were fruitless until in 1974, when, 
as a result of resolutions by the City of Hawthorne and the California Highway Commission 
(under legislatively revised route adoption procedures), gave special consideration to 
alignment 1-C, the conrnonly known "Bell-shaped" location, (public hearing of April 23, 
1975); and, later to alignment 1-G, popularly known as the "Imperial" location (public 
hearing of August 27, 1975). The Imperial location is now proposed as the alignment for 
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the Project. However, because of their significance and prominence in recent events, a 
detailed analysis of the original adopted alignment and the Bell-shaped alignment are in
cluded at various locations in the EIS under the subheading of Hawthorne Location Alterna
~ for comparison with the Project. 

Major design features of each of these two locations are shown in Exhibit 6f of Appendix E. 

Transit and/or Highway Substitution 

The 1973 Federal-aid Highway Act included provisions for deleting an Interstate highway 
segment from the Interstate System and the substitution of a non-highway public mass tran
sit project therefor. This statute was amended by the 1976 Federal-aid Highway Act to 
include substitution of highway projects on the Federal-aid System. Federal funding would 
be available for the transit and/or highway projects based on the unused Interstate funds 
allocated to the Interstate project. In order to accomplish such a substitution the fol
lowing actions are required: 

Withdrawal of Interstate Segment from Interstate System: 

The withdrawal process would require a joint request from the State Governor and the local 
agencies concerned.1 The Secretary of the U. s. Department of Transportation could approve 
the withdrawal if he determines that the route is not essential to completion of a unified 
and connected Interstate System and if he received assurances that the State does not in
tend to construct a toll road in the traffic corridor which would be served by the route 
or portion thereof. 

Substitution of Mass Transit and/or Highway Project: 

'lbe proposed substitute project or projects would be prepared by the responsible local 
officials of the urbanized area or area to be served and forwarded to the Governor who 
would then submit them to the u. s. Department of Transportation. 

A substitute mass transit project may include construction of a transit facility in the 
I-105 corridor itself, similar improvements elsewhere in the region, purchase of rolling 
stock/rail cars or buses, or various combinations of the above. Funds obtained for transit 
through substitution cannot be used to operate the transit facility. 

A substitute highway project must be on the Federal-aid System under Title 23, U. s. Code. 
The Federal share of substitute highway projects will be the pro rata share applicable to 
the system on which the project is located in accordance with Title 23. 

I-105 and Transit and/or Highway Substitution: 

The major considerations in withdrawing I-105 from the Interstate System and substituting 
a transit and/or highway project relate to the funding status of I-105, the status of 
transit system planning in the region and the views of local agencies. 

I-105 Project 

The 1975 Federal-aid Highway Act provides for funding up to $760 million for the 
I-105 Project. 

The segment of I-105 from the San Diego (Route 405) Freeway to LAX has been 
identified by the Federal Department of Transportation as a route (segment) of 
national significance. Since this segment forms an intermodal, spur connection 
from Route 405, also a route of National significance, to LAX, an airport of 
National and International significance, this segment is essential to completion 
of a unified and connected Interstate System. 

If that position is not subject to amendment, the withdrawal of this segment of 
I-105 would not provide substitution funds for transit. Some $130 million would 
be necessary to provide this connection between Route 405 and LAX. 

1The "local agencies concerned" are the local units of general purpose government 
within whose jurisdictions an Interstate segment lies or is to be withdrawn, added, 
or substituted. 
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. 
Regional Transit System 

Transit planning in the region has yet to result in a sys t em which has consensus 
support from local governments and the electorate. Of five proposals for a re
gional transit system since 1958 three have been rejected at the polls; the 
"starter line" from the CBD to Long Beach is now in limbo ; and the recently pro
posed bus-on-freeway system has not been given wide public exposure, The Depart
ment, however, has lent its support to SCAG, SCRTD and others to a four point 
transit program in a document published in February 1976, The Federal Government 
has already pledged planning funds for certain elements of that program. 

Local Agency Views 

The corridor cities (local governments concerned) have considered the opportuni
ty to substitute a transit project on two specific occasions: 

Mayors of all the affected cities met during November 1973, soon after becoming 
aware of this possibility in the 1973 Federal-Aid Highway Act. 

All of the affected cities met during 
prepared by the Southern California 
analyzed the possibility. 

April 1974 to comment on an Issue Paper 
Association of Governments (SCAG), which 

On each occasion, the cities were virtually unanimous i n opposition to transit 
substitution, On the one hand they noted that the project incorporated public 
transit, was an effective answer to corridor transportation problems, and pro
vided improved accessibility to LAX. On the other hand, they were being asked 
to contribute to an undefined regional transit system with uncertain public sup
port with no assurance that a substitute transit project in the same urbanized 
area would provide their cities with effective transportation, 

Additional repeated actions have been taken by all of the agencies in support of 
the I-105 project. These actions, in the form of official resolutions, followed 
the DEIS circulation, the public hearings and are as current as mid-1977, These 
actions have additionally resulted in the California Legislature adopting a 
resolution co-authored by all of the corridor legislators in support of the 
I-105 project. 
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Alternative Freeway-Transitway Locations 

Twenty alternative route alignments for the I-105 Project were developed for purposes of 
comparative analysis. Twenty of these represented alignments originally studied during the 
Route Location Study period of 1958 to 1968. These locations are indicated on Figure 3-22. 
In all cases, preliminary designs were developed based upon the same traffic forecast. A 
comparative evaluation of the socioeconomic effects of these alignments is tabulated in 
Figure 3-23. 1 

Analysis of these environmental impacts and socioeconomic data resulted in these findings: 1 

Based upon the assessment of impacts on critical receptors and sensitive land use, the Red 
Lines, Brown lines, and variations of the Blue line would result in air quality and noise 
impact effects essentially similar to those of the Project. 

All of the proposals contain approximately equal lengths of depressed and elevated sec
tions along generally parallel alignments. All are therefore similarly exposed to the 
meteorological factors that influence air quality. The meteorology over the area was found 
to be homogenous as air sampling indicated the air quality of the most northerly alignment 
closely matched that of the most southerly route. Even the number of adjacent sensitive 
sites does not vary significantly from one alignment to another. As a result of this lack 
of difference between conditions or effects, it was concluded that the impact on air 
quality should not be a factor in route location selection. In the case of noise impacts, 2 
three continuous alignments were judged better than the rest. These three, which includes 
the project, exhibited the shortest, and approximately equal, lengths of adjacent sensi
tive land use impacted. Based upon mitigation requirements calling for reductions of free
way traffic noise land-use standards, there could be very little difference in magnitude 
of impact between alignments. It was concluded that noise impact should not be a signifi
cant factor in route location selection. 

The Red and Brown lines would result in substantial greater adverse socioeconomic impacts 
than the adopted line and its variations, based on a consideration of residential, busi
ness, and community facility displacement. 

Other location alternatives for the entire I-105 Project result in not only those social 
and economic costs already incurred by the Project and unwinding costs associated with 
abandonment, but also those additional impacts to be created by a new freeway alignment. 

One-Way Streets 

Two variations of one-way streets were considered. The first involved establishing traffic 
flow in one direction on major arterial highways, with traffic on the intervening second
ary highways moving i~ the opposite direction. (Note: hlajor and secondary arterials are 
generally equally spaced at half mile intervals.) This scheme assumed that existing major 
arterials were adequate, for example, to handle all eastbound traffic; for westbound traf
fic, then, it would be necessary to widen each secondary by two lanes to equal major 
arterial capacity. 

1see the following documents for additional coverage of alternate route alignments, 
socioeconomic impacts: Environmental Impact Assessment, El Segundo-Norwalk Freeway, 
July 1973 and Addendum, April 1974; and Economic Impact Report Route 105 Freeway, 
March 1974, both prepared by California Department of Transportation, District 7, 
Environmental Planning Branch 

2Noise Report: El Segundo-Norwalk Freeway (7-LA-I/105), July 1973. 
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Some of the concerns associated with this scheme are that secondary highways are not al
ways continuous through the 17-mile length of the corridor and generally do not cross the 
two rivers in the corridor (Los Angeles and San Gabriel Rivers). This scheme would also 
require construction of new interchanges where secondaries cross the existing north-south 
freeways. Moreover, half the present investment in existing interchanges would be lost 
since these currently service two-way traffic. 

A review of existing land use showed that a considerable portion of property abutting 
secondary streets was devoted to residential and industrial usage. The widening required 
would have a tremendous impact on people and the tax base. It was concluded this scheme 
would result in costs and impacts equal to or in excess of those associated with the 
"arterial widening" alternative and introduce an unusual and unfamiliar travel pattern for 
the average motorist. 

The second approach "couples" the one-way operation of the major arterials (the same as 
described above) with the nearest adjacent local street rather than the secondary highways. 
Here again, it is assumed local streets would be widened so that their combined capacity 
would equal the major arterials. And again, there are discontinuous local streets, a lack 
of river crossings, and interchanges with existing freeways which must be constructed 
and/or modified (although a variation of the idea would allow the local streets to merge 
with the arterials in the vicinity of freeway interchanges). 

Adjacent local streets, however, are generally residential. Whether widening occurred on 
one or both sides of the local street, the impact on people and property would be great. 

Widening on both sides would displace more people directly than any other scheme. Widen
ing on one side, while halving the direct impacts, would result in having residential 
properties fronting onto a heavily traveled highway with its attendant noise, air pollu
tion and lower safety. aspects. 

It was concluded this would be even less desirable than the previous scheme associated 
with secondary highways. 

Computerized Traffic Control Systems 

Traffic signals are a major factor in the 
years, there bas been a growing interest 
operate a group of signals as a system. 
develop the technology and test equipment 

ability of a highway to carry traffic. In recent 
in improving traffic flow by using computers to 
Most installations are experimental in order to 
and theory. 

The major expectation is to reduce stop-start congestion by 20 percent and to impr0ve 
average speed by up to 10 percent. Some test i~stallations are approaching this and due to 
the more efficient flow are alleviating noise and reducing air emissions. 

However, there are inherent limitations on what improvements in signal technology can ac
complish. In view of the fact that north-south traffic is equal to, and in some cases 
greater than east-west traffic in this corridor, the "green" phase for one direction of 
flow can never exceed half the time. In practice, this is reduced considerably for vari
ous reasons including the need to assign some time to turning moves, nonuniform spacing 
between signals, lateral traffic entering or exiting the highway, nonuniform speeds of 
groups of vehicles, and to accommodate pedestrians. 

Cost is not an important consideration, except that it would be borne by local rather than 
State government. Large scale installation would be about $12,000 per intersection. Thus, 
a system covering corridor major arterials (90 intersections) would cost only about $1 
million. If secondary intersections were also included (250 intersections), the cost would 
be $3 million. 

These costs are minor compared with the estimated $80 million that local agencies ~ill 
ultimately spend for basic improvements to corridor streets and highways. It was assumed 
that an extensive system of computerized traffic controls will eventually be included in 
the local improvement program if and when the technology is perfected. However, improved 
signalization does not offer a singular solution for traffic problems in this corridor. 

Expanded Bus Service, Carpooling, Staggered Work Hours and Parking Restrictions 

This constitutes a group of alternatives which singularly or in consort are intended to 
reduce some of the attendant problems associated with vehicular travel; i.e., noise, c un
gestion, energy consumption, air pollutants, etc. 
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At the time of the DEIS, these alternatives, either singular or collectively, were not 
considered viable since it would be both impractical and ineffective to institute them 
solely in the I-105 corridor. (The scope of this EIS is the I-105 Corridor, and while the 
EIS concerns itself with impacts of a regional nature, it dpes not attempt to consider 
regionwide transportation solutions.) 

However, some or all of these alternatives are now expected to be 
in the near future as an outgrowth of a program aimed at improving 
gram, called the Transportation Control Plan (TCP), is part of the 
Plan and is discussed in detail in the following chapter. 

Continuous Flow Boulevard (CFB) 

implemented regionwide 
air quality. This pro
Regional Transportation 

The Continuous Flow Boulevard (CFB) was proposed as !n alternate, in comments received on 
the DEIS and at the public hearing of April 15, 1975. 

The CFB is a "couplet" of two separate one-way streets. This couplet would be grade
separated from high-volume cross streets (usually primary and sometimes secondary arteri
als), and incorporate operational features that would eliminate or minimize the need for 
traffic control signals. The intent is to facilitate uninterrupted; i.e., continuous flow. 
Where minor streets would intersect either side of each of the one-way CFB streets, enter
ing traffic would be required to turn and merge with the flow of traffic. In the general 
case, a CFB would evolve from two adjacent existing city streets. Land use in the inter
vening city block could range from low to high density development. The CFB itself might 
evolve through various stages of development to match the intensity of land use develop
ment and could incorporate public transit as well. 

In this specific case, it was suggested that the CFB concept be applied to the adopted 
location for the Project and that the unneeded (for the CFB itself) right-of-way be rede
veloped to, at minimum, replace the original population and employment. The suggestion is 
also made that the combination of CFB and redeveloped or new land-uses within the median 
would become a linear "activity spine"; i.e., the focal point of local growth and develop
ment. 

Fully developed, it was suggested that CFB would incorporate 3 or 4 free-flow lanes (one 
lane would be reserved for buses and carpools), in each direction and handle 120,000 vehi
cular and 30,000 transit trips daily (about 160,000 person trips) operating at speeds of 
45 mph maximum. 

This proposal was evaluated and was not determined to be a viable transportation solution 
in the corridor. 

It combines features of some of the alternatives considered and included in the overall 
DEIS reassessment, with some specific differences: 

No Project - It suggests redevelopment somewhat like that of No Project, how
ever, a more intensive land-use is implied. 

Grade-Separation - It is essentially a grade-separated local street alternative , 
the major differences being a separation of the travel roadways by approximately 
one block, and using the adopted I-105 location. 

Freeway-Transitway - The proposal is directed at providing similar transporta
tion service to the freeway-transitway, however, would not provide comparable 
north-south or local street circulation and continuity associated with the free
way-transitway. 

It was not determined to be viable because it would involve essentially the same impacts 
as the freeway-transitway, although the same degree of mitigation would not be provided; 
the same transportation service would not be available; and there was no degree of local 
support from the local agencies involved. Further major considerations are the uncertain
ty of local and Federal funding, as well as coordination and implementation; and how co
ordinated land-use redevelopment programs could be financed and implemented. 

1oetails are contained in Volume II, Comments Received on DEIS, Phil Jon Brown, 
February 16, 1975. 
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CHAPTER 4 - TRANSPORTATION SERVICE EVALUATION 

Evaluating transportation service is an essential first step in comparing alternatives. 
This assists in assuring that long-range, multi-million dollar investments are made wise
ly, with full knowledge of how well each alternative can satisfy the transportation needs 
of corridor communities and the region. 

Four key criteria were selected as important yet simple measures to evaluate alternatives 
in terms of moving people, goods and services. These are: 

Travel Demand 

Congestion, Speed and Level of Service 

Transportation Choice 

Transportation Safety 

This chapter begins with a description of the method of traffic analysis, presents a sum
mary of anticipated traffic conditions to the year 2000, evaluates each alternative 
against the criteria and concludes with an overall comparison of alternatives. 

4.1 ANALYSIS APPROACH 

A transportation evaluation is directed towards predicting the effectiveness of proposed 
facilities to meet future travel demand. It is usually preceded with a study of the exist
ing facilities' ability to meet current needs. 

Level of Service Forecasting Methods 

The effectiveness of a transportation facility is frequently expressed in terms of "level 
of service," or its "volume to capacity" (V/C) ratio.1 Volume, usually expressed as vehi
cle's ~er hour is traffic or travel demand. Capacity, also expressed in vehicles per hour, 
is related to the "level of service" expected and intended. All of the following analysis 
is based on a level of service "C". Although a number of factors are involved, "level of 
service" is related to average speed and driving conditions. For example, on most major 
city streets, motorists expect to drive between 25 and · 35 mph, averaging about 30 mph and 
accepting some stops at intersections. On urban freeways, they expect to drive uninter
rupted at -speeds over 50 mph. When the V/C ratio is 0.8 it means the facility is operating 
at 80 percent of capacity and speeds are higher than normally expected. Conversely, a V/C 
ratio of 1.2 means that the facility · is operating 20 percent over optimum capacity, with 
congestion and at a lower average speed than desired. When performing the evaluation of 
an extensive area such as the I-105 corridor, it is neither desirable nor practical to 
cons.ider each individual street in the entire network and the "screenline" technique is 
used. Screenlines are imaginary lines placed over the corridor streets at approximately 
two-mile intervals, in both east-west and north-south directions. Arterial volumes and 
capacity crossing them are added and compared. The screenline volumes include secondary 
street capacities where significant through traffic is expected, based on the length, cap
acity, and continuity of the secondary street. From the volumes and capacities thus mea
sured in the I-105 corridor, V/C ratios were derived and traffic service comparisons 
between I-105 alternatives were made. Figure 4-1 shows the screenlines used in the I-105 
evaluation. 

Traffic and Travel Forecasts 

Whereas existing traffic is obtained in a straightforward manner (by actually counting ve
hicles at a number of locations) traffic projections or forecasts are more complex and 
involve consideration of future population, land use, and travel characteristics. 

½be terms "level of service" and "volume to capacity ratio" used in this 
analysis are defined in the "Highway Capacity Manual," Highway Research 
Board Special Report 87, March 1965. 
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The I-105 transportation evaluation is based upon the Los Angeles Regional 
Transportation Study (LARTS). LARTS is an element of the Southern California 
Association of Governments (SCAG), the regional planning agency, which is the 
primary source for comprehensive travel forecasts for the Los Angeles region. 
LARTS travel forecasts are the basis for most highway and transit system plan
ning in the region. LARTS travel forecasts performed for this EIS assume a re
gional population of 12.7 million1 in 1990. Present regional population is 10.5 
million. 

The forecasting techniques assume that the basic existing urban form will be re
tained in the future, together with associated travel relationships. A major 
fuel shortage could alter these basic travel behavior assumptions. However, the 
prevailing regional orientation is generally to a dispersed pattern of land de
velopment which bas, in the past, encouraged a corresponding auto-oriented tra
vel pattern, lifestyle, and extensive regional freeway system. It was assumed 
that a variety of accommodations would be developed to reduce fuel consumption, 
whereby the basic mobility characteristics and the relationships between trip
making, trip length, and urban form on which the travel forecasts are based 
would be retained. 

A more comprehensive discussion of the Los Angeles Regional Transportation Study 
(LARTS); the transportation model and its related assumptions, as well as a 
discussion of results of the I-105 traffic analysis is included in Appendix D. 
This information includes a detailed analysis of Regional, Corridor and Project 
Travel Patterns and VMT; Air Passengers (LAX); and Goods (truck) movements. 
Technical staffs of other Agencies may find this detailed information useful for 
their planning purposes. 

Data Sources 

For existing conditions, traffic·volumes and capacities were ierived from available traf
fic count and survey sources. The~e are shown in Figure 4-2. Future volumes were taken 
from LARTS computer modeling data, while future street capacities were estimated from 
community master plans.3 · 

The capacities estimated for arterial streets were based on improvements to those master 
plan arterial streets indicated as feasible by the individual local communities.4 Some 
communities have already impro~ed their streets to master plan levels ► while other antici
pate substantial major street· construction programs in the future. 

Once the planned system of major streets was identified, traffic capacities were estimated 
based on level of traffic service expected. After the basic capacity of each facility was 
ascertainedr capacity and volume adjustments were made to bring the figures to a compar
able basis with the computer model traffic volume forecasts. 

4.2 TRAFFIC CONDITIONS 

Current Traffic 

Traffic in the I-105 Corridor ~n the late 1960's and early 1970's bad been growing at 
about 1-1/2 percent per year, but in the most recent years this rate of growth has slowed 
with the exception of the peripheral areas at Los Angeles International Airport. A traffic 

lTraffic volumes on california State Highways, Caltrans 1974; Los Angeles County Road 
Department Traffic Volumes, 1974; Traffic Counts Department of Traffic City of Los 
Angeles, 1974; City of Inglewood Traffic Department. Gruen Associates field survey 
of arterial capacity. May-June 1973; "Highway Capacity Manual," HRB 1965. 

2LARTS traffic forecasts from studies 940 D1 and 936 D1. 

3oerived from Gruen Associates survey, March-June 1973; and "Highway Capacity Manual," 
HRB 1965. 

411The Master Plan, Metropolitan Area, County of Los Angeles, Highway Plan" February, 
1940 and as amended through November 1975. 
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analysis showed that the total arterial street traffic in the corridor crossing Normandie 
Avenue in 19741 amounted to 300,000 vehicles per day. This corridor volume has placed 
heavy demand upon the combined capacity of the available east-west arterials, and produces 
congestion and delays for the motorist in 13 out of 36 screenline segments. 

Corridor screenline segments which experienced 1974 peak period overloads and congestion 
are shown in Figure 4-3 and listed below. Figure 4-3 illustrates, by width of band, the 
degree of peak period overload and congestion on east-west arterials--the wider the band, 
the greater the traffic overload. Where no bands are shown, capacity was adequate to ac
commodate 1974 traffic. 

Florence-Manchester screenline, in the vicinity of: 

Prairie Avenue 
Normandie Avenue 
Main Street 
Compton Avenue 
California Avenue 

3 percent overload 
17 percent overload 
20 percent overload 
29 percent overload 
23 percent overload 

Century-Imperial screenline, in the vicinity of: 

Sepulveda Boulevard 
La Cienega Boulevard 
Prairie Avenue 
Normandie Avenue 
Main Street 
Long Beach Boulevard 
Garfield Avenue 

22 percent overload 
21 percent overload 

6 percent overload 
3 percent overload 
9 percent overload 

12 percent overload 
6 percent overload 

·Rosecrans screenline, in the vicinity of: 

Studebaker Road 15 percent overload 

Mobility in the corridor in the east-west direction is currently limited to that provided 
by the arterial street system at approximately 20-30 mph. No east-west freeway service is 
available within the 12-mile-wide corridor between the Santa Monica and Artesia Freeways. 

A number of locations on the· regional freeway system which would be affected by I-105 are 
also experiencing peak period overloads and congestion (see Figure 4-4). 

Near-Term Traffic Changes (up to 1985) 

East-west traffic is expected to increase between 1974 and 1985 by an estimated 3 to 6 
percent. 

With the I-105 Project in service (between 1980 and 1985), arterial street volumes would 
dec~ease substantially. This relief would be up to 50 percent for parallel arterials adja
cent to the freeway, and would provide overall corridor relief of 20 percent or more. 
Alternatives to the project would offer a lesser relief to east-west arterial streets. 
Regional freeway traffic will continue to increase, the magnitude depending upon regional 
growth, individual freeway capacities and the effectiveness of implemented control strate
gies designed to reduce vehicle miles of travel. 

Long-Term Traffic Changes 1985 to 2000 

East-west corridor traffic will vary, depending on regional growth and upon whether the 
I-105 Project is in service. Without the I-105 Project, total east-west traffic by the 
year 2000 will have risen to levels up to 20 percent higher than 1974 levels. When the 
I-105 Project is implemented, east-west street volumes will be initially reduced and then 
build back up to levels slightly less than 1974 conditions. Similarly, regional freeway 
traffic will increase, depending upon regional growth and whether the I-105 or an alterna
tive is in service. The Project would result in redistribution of traffic on the freeway 
system, with reductions along portions of the Santa Monica, San Diego, Santa Ana and Arte
sia Freeways (see Figure 4-5). 

1At the time of the most recent corridor traffic analysis, 1974 data was the latest 
available. 
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4 .3 TRAVEL DEMAND EVALUATION 

l'he I-105 Project 

The project would attract and accommodate average daily vehicular traffic volumes up to 
140,000 vehicles per day in 1980-85. By the year 2000 I-105 would serve forecasted vehicu
lar traffic volumes up to 180,000 vehicles per day. This latter volume is comparable to 

Arterial volumes are estimated at 290,000 vehicles per day by the year 2000 crossing the 
Normandie Avenue screenline . This volume which will place demands on local street systems 
is tabulated by screenline segment below: 

Screenline Segment 

Florence/Manchester 
Century/Imperial 
El Segundo/Rosecrans 
Redondo Beach/Artesia 

Year 2000 
Daily Traffic Volume 

100,000 
61,000 
69,000 
60,000 

290,000 

The proposed I-105 Busway projected patronage is shown in Table 4-1. Patronage projections 
in the I-105 Corridor were derived for a regional all bus system (LARTS TlE), a regional 
combination bus-heavy rail mass transit system (LARTS T2J) and the Southern California 
Rapid Transit District's proposed "starter line" between the CBD and Long Beach (Figure 
4-6). The . three different transit proposals whose potential patronage is presented here 
are compatible with the freeway element. These patronages would be less for the Busway and 
ioore for the freeway if the total transit system in the model consideration were not im
plemented by 1990-2000. 

TABLE 4-1 
I-105 PROJECT DAILY TWO-WAY TRANSIT PATRONAGE1 - YEAR 2000 

Integrated with the 
Regional Bus-Heavy R!il 

Mass Transit System 
LARTS T2J 

SCRTD CBD to Regional All-Bus 
Long Beach Transit System 

"Starter Line" Only3 LARTS TlE System Link 

West of Sepulveda 
Sepulveda to Route 405 
Route 405 to Crenshaw 
r r enshaw to Route 11 
Route 11 to Wilmington 
Wilmington to Route 7 
Route 7 to Route 605 

11,000 
33,000 
51,000 
49,000 
49,0004 
96,000 
41,000 

15,000 
21,000 
21,000 
59,0004 
1,000 
1,000 

11,000 
41,000 
60,000 
60,000 
79,ooo! 
79,000 
65,000 

lin person trips. These projections differ from those in the Draft EIS because 
regional transit planners have since made significant changes in regards to 
transit access time, system speeds and headways. Current critical assumptions 
with respect to these factors are given in Appendix D. 

2only this, the LARTS T2J Bus-Rail system, was used in analyzing the I-105 
corridor alternatives .considered in this EIS. 

3As proposed in November 1975 (see Figure 2-6). 

4North-south elements of the regional transit system coincide with the I-105 
corridor along these links. These figures represent both east-west and 
north-south patronage. 
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No Project 

Under No Project conditions, much of the vehicular traffic otherwise served by the I-105 
Freeway would travel on arterial streets and other freeways. Total arterial volume cross
ing the Normandie Avenue screenline would amount to 357,000 vehicles per day by the year 
2000, an increase of 67,000 vehicles per day, or 23 percent, compared to the Project. 
East-west volumes are tabulated by screenline segment as follows : 

Screenline Segment 

Florence/Manchester 
Century/Imperial 
El Segundo/Rosecrans 
Redondo Beach/Artesia 

Year 2000 
Daily Traffic Volume 

102,000 
116,000 

76,000 
63,000 

357,000 

In addition to east-west corridor streets, other freeways would have to carry substantial
ly more traffic if the I-105 Project were not constructed (Figure 4-4). Potential I-105 
transitway passengers would, under the No Project condition, have to be accommodated by 
either the surface street bus system or the private auto, in which case arterial street 
volumes would be even greater than those indicated by the No Project analysis. 

Exclusive Busway 

Under this alternative, the freeway would not be constructed. Total east-west traffic on \ 
major surface streets is estimated at 343,000 by the year 2000 at the Normandie screenline, 
or 53,000 more than if the Project were constructed. This volume would be about ' l.4,000 
vehicles per day less than the 357,000 estimated for the No Project condition. 

Without the freeway in the oorridor local streets would become more congested, thus making 
public transit more attractive. As a result, up to 10 percent of daily vehicular work 
trips, and 5 percent of non-work trips, might be diverted to transit. This would involve 
about 30,000 daily person trips. Of these, 8,000 might utilize the Exclusive Busway, and 
the balance of 22,000 person trips would be served by buses on arterial streets. Conse
quently, the total Exclusive "'Buswav patronage would be 58,000 persons daily . 

Street Improvement Alternative (Arterial Widening) 

This alter-native would provide approximately the same degree of congestion relief as the 
Project. Total auto and truck traffTc on major east-west streets under this alternative 
would be similar to that of the "No Project" condition, that is, 357,000 vehicles per day 
by the year 2000. Each widened arterial would have the capacity to carry approximately 
48,QOO vehicles on 8 traffic lanes. 

Surface Street Improvement (Grade Separations) 

This alternative would provide approximately the same degree of congestion relief as the 
Project. Total auto and truck volume on major east-west streets includiQg those with Grade 
Separation improvements wo1,1ld approximate the traffic volumes anticipated under No Project 
(357,000 vehicles daily by the year 2000). Each grade separated street would have the ca
pacity to carry 50,000 or more vehicles per day, an increase of approximately 15,000 vehi
cles per day over the typical 6-lane major street. 

Combination Improvements 

Combining the Busway and either Grade Separation or Arterial Widenings would produce east
west street volumes of approximat~ly 343,000 vehicles per day by the year 2000, a level 
similar to that experienced under the exclusive busway condition. The Busway patronage 
would be about 58,000 persons daily. 

Summary 

By the year 2000, the freeway element of the Project would serve daily auto and truck 
traffic comparable in magnitude to current volumes on the busiest freeways in the region. 
Arterial street volumes through the corridor would also be high with the I-105 Project. 
With other I-105 alternatives, even higher arterial street volumes would be experienced. 
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As part of a regional transit system, the median busway would reduce motor vehicle traffic 
on both corridor streets and the freeway itself, 

Table 4-2 indicate■ the motor vehicle traffic and transit patronage anticipated for the 
Project in comparison to the alternatives. 

TABLE 4-2 
SUMMARY OF PROJECTED CORRIDOR TRAFFIC DEMAND - YEAR 2000 

Corridor Streets1 Freeway Element 
(Average Daily Motor (Average Daily Motor 

Alternative Vehicle-ADTl Vehicle-ADTl 

1-105 Fr~eway-Transitway 290,000 180,000 
Project 

No Project3 357,0004 Not Applicable 

Exclusive Busway2 343,000 Not Applicable 

Local lmprovements3 357,000 Not Applicable 

Combination of lmprovements2 343,000 Not Applicable 

1Total east-west screenline volume for all arterial streets in corridor. 
Actual volumes on individual streets will vary widely from location to 
location. 

2Assumes a fully-implemented regionwide transit system is in operation. 

3Assumes no regionwide transit system bas been implemented. 
4Tbeoretical demand only. Does not reflect capability of street system 

to handle this demand at tlie "appropriate level of service. In practice, 
severe congestion will occur at many locations. 

4,4 CONGESTION, SPEED AND LEVEL O:J.l' . SERVICB 

Transit Element 
(Patronage In 
Person Tri12sl 

50 , 000 

Not Applicable 

58,000 

Not Applicable 

58,000 

Travel demand, mode of travel and paths by which travel is made depend directly on level 
of ser,vice. The concept of level of service is also interrelated with accessibility. 

According to SCAG: 

"Accessibility is a characteristic of the transportation system itself and not of 
users of that system. It relates to the geographic coverage of the transporta
tion system, time of oper&tiott, tbe way various tr&11eit (and highway) links

1
con

nect, and tb• travel tim required to reach any area served by the system." 

The I-105 corridor was analyzed for the effects of travel times and congestion on the 
various alternatives. 

1-105 Project 

The Project would provide high-capacity traffic service for vehicular travel, with essen
tially congestion-free operation on the freeway durina both peak and off-peak travel peri
ods, On-ramp traffic will be metered which will permit regulating entering flow to levels 
that would avoid any extended overloads or volume-caused congestion. 

1southern California Association of Governments "1976 Regional Transportation 
Plan," April 1976, 
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By the year 2000, 12 of 36 east-west screenline segments would be congested during peak 
periods, primarily at the northern extremity of the corridor (Figure 4-7). This reflects 
substantially less east-west congestion as compared to the No Project condition. Conges
tion on north-south streets will decrease at some locations and increase at others, par
ticularly streets le~ding to or from freeway access ramps (Figures 4-8). 

The Project would provide auto and truck travel speeds in the 45-55 mph range with peak 
period street speeds generally in the 25-30 mph range, The Project busway would provide 
average transit speeds of 35 to 45 mph, 

Highway and public transportation accessibility for·a wide area would improve with the 
project. Figures 4-9 ·and 4-10 indicate the area accessible by auto within 22 minutes of a 
central location within the corridor with and without the Project for both the peak and 
off-peak travel periods. Twenty-two minutes represents the average home-to-work vehicle 
trip for this region.1 

Within the peak travel period 22-minute isocron projections, there would be 588,000 em
ployment/opportunities for the freeway user with the project and 435,000 employment oppor
tunities with No Project. This is a difference of 153,000 employment opportunities within 
the average home-to-work travel period, Although the employment opportunities that the 
Project's travel time savings affords the worker is heavily dependent on job market skills, 
and competition, it does represent a significant benefit. 

Figure 4-11 indicates the extended area beyond the present day transit system that would 
be available to the transit user if the Project busway was part of an extensive regional 
mass transit system or integrated with the mass transit "starter line" shown ai Figure 4-6. 
The isochron representing the 1974 transit system projected to 1990-2000 would include 
11,000 employment opportunities, while the isochron (not shown) representing the current or 
1975-76 regional transit system would include 20,000 employment opportunities, The Buaway 
is part of a regional mass transit system represents an extended area of 225,000 job o·p
portunities over the 1974 transit system and 216,000 job opportunities over the current 
transit system. The busway as part of the regional mass transit "starter line" represents 
an extended area of 57,000 job opportunities over the 1974 system and 48,000 job opportu
nities more than are accessible within the 22-minute isochron for the current transit sys
tem, There are similar accessibility benefits for other trips such as shopping and 
recreation. 

Figure 4-12 represents the difference in job opportunities for trip lengths other than the 
twenty-two minute average for both freeway and transit. 

No Project 

Under No Project conditions, existing streets would 
fie in the corridor, both local and through travel. 
screenline segments would be congested during peak 
increase as compared to the Project. Effects on 
Figure 4-14, 

continue to serve all east-west traf
By the year 2000, 18 of 36 east-west 
periods (Figure 4-13), a 50 percent 

north-south screenlines are shown in 

East-west travel would be significantly affected, with widespread stop and go driving and 
traffic delays during peak periods. This would add to transportation delays during peak 
periods. This would add to transportation costs for motorists and transit users, as well 
as for goods and services handled by trucks and other coimnercial vehicles. 

Area-wide accessibility would be significantly reduced, compared to the Project. Street 
speeds through the corridor would range between 20 and 25 mph during peak periods; conges
tion would tend to reduce average speeds about 5 mph as compared with the Project. North
south streets at three screenline segments would experience speeds 1 to 2 mph greater than 
under Project conditions Public transportation speeds would average 15 to 20 mph for con
ventional bus service. 

Exclusive Busway Alternative __ _ 

Under this alternative, east-west street volumes in the year 2000 would be about 343,000 \ 
vehicles per day, or 14,000 fewer than the "No Project" level. This would reduce peak 
period congestion slightly, although the overall level of traffic service would remain 

1"LARTS Base Year Report," 1967 origin-destination survey. Los Angeles Regional 
Transportation Study. December 1971, 
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Project, Congested en.st-west screenline ser,IT1ents would 
36 locations, 50 percent more than experienced with the 

movement of goods and ser
The Busway would serve the transit 
St r_eet_ sp_e_e.ds_ thr.Qughjhe-"'cor..1:i do. 

If the transitway were part of a total regional transit system, transit accessibility 
would be similar to that of the Project, as shown in Figures 4-11 and 1-12. The Exclusive 
Busway in conjunction with a regional transit system would provide area-wide accessibility 
to 225,000 additional. job opportunities, for an average work trip length of twenty-two 
minutes, The Ilusway in conjunction with the "starter line" only would increase accessibil
ity to 57,000 more joh opportunities. Vehicular accessibility would be similar to that 
shown in Figures 4-9 and 4-10 for the No Project condition. 

Street Improvement Alternative (Arterial Widening) 

The arterial widening alternative would provide congestion relief similar to that produced 
by the Project. Congestion would be experienced at 12 of 36 east-west screenline segments 
by the year 2000. 

Surface street travel times and speeds would he similar to those for streets under Project 
conditions, with speeds generally in the 20 to 25 mph range. Area-wide accessibility 
would he significantly reduced from that provided by the Project. 

Street Improvement Alternative (Grade Separations) 

This alternative would also provide congestion relief similar to that produced by the 
Project, with 12 of 36 east-west screenline segments congested by the year 2000. North
south mobility would be more limited than with the Project, since (except for freeways) 
crossing of the Grade separated segments would be restricted to major and secondary 
streets only. This would be further restricted to major streets only during peak periods, 

Street speeds and travel times would be somewhere between that of the Project and No Proj
ect. Average peak hour travel speeds of up to 40 mph are estimated for streets with ex
tensive Grade Separation improvements, while the remaining street segments would continue 
to operate in the 20 to 25 mph speed range. Travel by conventional bus operation would 
average 15 to 20 mph. If express bus service on exclusive lanes were implemented, transit 
travel might average 20 to 30 mph. 

Area-wide accessibility would range between that of the Project and Ho Project alterna
tives. 

Combination Improvements 

The combination alternative, incorporating the Exclusive Ilusway either the Grade Separa
tion or Arterial Widening improvements, would provide a level of congestion relief similar 
to that produced by the Project. By the year 2000, 12 of 36 screenline segments would be 
co~gested. 

The Arterial Widening and Exclusive Busway combination would provide public transportation 
service similar to- that of the Project, with 35 to 45 mph transit speeds, Surface streets 
would slightly improve over that of No Project. 

Combinin~ an F.xclusive Dusway and Grade Separation improvements would provide public tran
sit accessibility similar to that of the Project. For surface streets, accessibility would 
be between that of the Project and No Project. The Busway would operate at 35 to 45 mph, 
while the Grade Separated streets would operate at up to 40 mph. 

Summary 

Under Project conditions, motorists would experience congestion-free operation on the 
freeway, while on major east-west streets, peak period congestion would be experienced at 
12 of 36 screenline segments, primarily at the northern portion of the corridor. Under No 
Project conditions, 18 of 36 east-west screenline seimients would be congested, 50 percent 
l!IOre than with the Project, The Exclusive Busway alternative would also result in conges
tion at approximately 50 percent more screenline segments than would the Project. The 
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Street Improvement and Combination alternatives would achieve a degree of street conges
tion relief similar to that produced by the Project. Table 4-3 summarizes the number of 
congested screenline segments for each alternative. 

TABLE 4-3 
ESTIMATED SCREENLINE CONGESTION LOCATIONS, YEAR 2000 

I-105 No Exclusive Street 
Project Project Buswar ImErovements Combination 

Number of congested 
east-west screen line 12 18 18 12 12 
Segments 

With reductions in congestion and decreases in travel times, the mobility of 760,000 peo
ple in the corridor would be considerably enhanced. This means easier, quicker, access to 
jobs, more shopping opportunities, better movement of goods and services, and improved 
public transportation for people in the corridor, many of whom are transit dependent. Con
sidering the typical work-related trip, residents in the center of the corridor would gain 
accessibility to approximately 150,000 more job opportunities by highway, and up to 
225,000 more by transit. 

Under No Project, accessibility would be significantly diminished to, from, and witfiln the 
corridor. The Busway alternative would match . the Project in transit accessibility, but 
highway accessibility would be similar to No Project. The Street Improvement alternatives 
would provide accessibility between that of the Project and No Project, while the Combina
tion alternative would match the Project in transit accessibility and offer highway acces-
sibility between that of the Project and No Project. · 

4.5 TRANSPORTATION MODE CHOICE 

The I-105 Project 

The Project provides a wide choice of travel mode. In addition to improved street and - ,\ 
highway travel for autos and trucks, the Project Busway would aid in the enhancement of , 
regional travel by public transit mode • . Improved conditions on local streets would faci
litate better conventional local bu~ ~ervice; 

No Project Alternative 

Conventional bus service on surface streets would be the only alternative to street travel 
by auto through the corridor. 

Exclusive Busway Alternativ.s 

This alternative provides several public transportation choices as alternatives to auto 
travel. These choices could include the Busway, as part of a regional all bus system, as 
part of a combination regional bus and heavy-rail mass transit, or as part of the regional 
"starter line" proposal with expanded local feeder distributor bus service. 

Street ImErovement Alternative (Arterial Widening) 

Conventional local bus service would be the only alternative to major street auto travel. 

Street ImErovement Alternative (Grade SeEaration) 

Under this alternative, mode choices could include conventional bus service on major 
streets and express service on grade-separated streets. 
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Combination Improvements 

The Combination alternatives incorporating the Exclusive Busway and Grade Separation Im
provements would provide a degree of public transportation choice comparable to or greater 
than that provided by the Project. In addition to conventional service, express or semi
express buses could be provided on Grade Separated streets, while the Busway, as part of a 
regional transit network, would provide a high speed connection to other regional areas. 

Summary 

The I-105 Project, the Exclusive Busway and the Combination alternatives would provide the 
~ximum degree of choice between private and public travel modes. The No Project and 
Street Widening alternatives would provide the least degree of choice; while the Grade 
Separation alternative would provide an additional option for express bus service. The 
Exclusive Busway alternative would match the Project in terms of public transit choice, 
while the Combination alternative would provide express or semi-express transit service on 
Grade Separated streets. 

4,6 SAFETY 

I-105 Project 

By the year 2000 under Project conditions, an estimated 35,7 billion annual vehicle miles 
of freeway travel and 37,9 billion vehicle miles of major street travel are pr0Ject1 d in 
the region. In addition, up to ·340 million person-~iles of travel on the Project Buaway 
would be realized if it were part of a regional mass transit system. A yearly totJ l of 
approximately 234,000 accidents of all types would be expected. in the region as a result 
of this travel, based on historical rates. Freeways would account for about 17 percent of 
the total regional accidents, while serving approximately 49 percent of the vehicle travel. 
This differential would exist because accident rates on freeways are much lower than the 
rates experienced on surface streets. Streets and freeways i~ the I-105 corridor would 
account for approximately 6 per·cent of the regional travel and accident totals. 

No Project 

When compared to the Project, the No Project condi~Jo~ would result in an increase of ap
proximately 562 accidents per year by the year ·2QQO. 

TABLE 4-4 
ESTIMATED ANNUAL INCREASE OR DECREASE OF TRAVEL 
AND ACCIDENTS COMPARED TO THE PROJECT 

Accident Rate PMTJ'VJJT!' 
{millions} (per million PMT/VMT•) Number of Accidents 

Freeways 
Major Streets 
Busway 

-606 
+295 
-340 

•PMT - Passenger Miles Traveled 
VMT - Vehicle Wiles Traveled 

!21!!. 
1.26 
5.00 
0,44 

!ml. 
.010 
.030 
.005 

I2!!! 
- 763 
+1475 
- 150 

+ 562 

Source: LARTS travel forecasts, City of Los Angeles, County 
of Los Angeles and Caltrans accident rate experience. 
Estimated busway f~~•l accidenis rate is b~ed on ~he 
relationship between Busway and Freeway rates for 
total accidents. · 
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Exclusive Busway 

Accident projections are somewhat higher than the Project, based on greater major street 
travel. 

TABLE 4-5 
ESTIMATED ANNUAL INCREASE OR DECREASE OF TRAVEL 
AND ACCIDENTS COMPARED TO THE PROJECT 

Accident Rate PMT/VIIT• 
(millions) (per million PMT/VMT•) Number of Accidents 

Freeways 
Major Streets 
Busway 

-606 
+206 
+ 40 

•PMT - Passenger Miles Traveled 
VMT - Vehicle Miles Traveled 

Total 

1.26 
5.00 
0.44 

Fatal Total 

0,01 - 764 
0,03 +1030 

,005 + 17 

+ 283 

Source: LARTS travel forecasts, City of Los Angeles, County 
of Los Angeles, Caltrans accident rate experience. 
Estimated busway fatal accident rate is based on 
the relationship between busway and freeway rates 
for· total accidents. 

Street Improvement Alternatives 

~ 

-6 
+7 

0 

+l 

Accident projections for the Arterial Widening alternative would be similar to, although 
not quite as great as that of No Project, due to the congestion relief which would be pro
vided. Safety under the Grade Separation alternative as sumnarized below would approxi
mate the No Project alternative, except there would likely be more fatalities due to the 
additional obstructions in the roadway, 

TABLE 4-6 
ESTIMATED ANNUAL INCREASE OR DECREASE OF TRAVEL 
AND ACCIDENTS COMPARED TO THE PROJECT 

Accident Rate PIIT/VMT* 
(millions) (per million PMT/VMT•) Number of Accidents 

Total ~ Total 

Freeways .. 454 1.26 .010 - 572 
Major Streets - 397 5.00 ,030 -1980 
Busway - 340 0.44 ,005 - 150 
Grade Separation 
Streets +1000 3.22 .030 +3220 

+ 518 

•PMT - Passenger Miles Traveled 
VMT - Vehicle Miles Traveled 

Source: LARTS travel forecasts, City of Los Angeles, County 
of Los Angeles and Caltrans accident rate experience. 
Estimated busway fatal accident rate is based on the 
relationship between busway and freeway rates for 
total accidents. 
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Combination Improvements 

Safety under these alternatives would be expected to be between that of the Project and No 
Project. 

Summarz. 

- The 'Project woufi! rank hlghes 
Exclusive Busway alternative would rank second to 
ment and Combination alternatives would be lower. 

4.7 SUMMARY OF TRANSPORTATION SERVICE 

Transportation service was analyzed and compared using four key factors: travel demand, 
level of service and congestion, mode choice, and safety. Future travel forecasts were 
developed by LARTS, based on future corridor and regional growth patterns consistent with 
the local land use plans. Forecasted volumes within the corridor are estimated to be about 
20 percent higher than under present conditions. Projections of travel assume that, while 
vehicle occupancy will be modified by the regional Transportation Control Plan, trips 
themselves will continue to be generated based upon historical socioeconomic characteris
tics . 

Transportation service that would be provided by each of the alternatives are summarized 
below : 

. •---
\ 1-105 Project 

\ The Project would serve a high volume of fre~way traffic by the year 2000, comparable _w,ith 
\volumes on the busiest freeways in the region. With the Project in operation, east-west 
:street volumes through the corridor would initially drop reflecting a shift to the freeway, 
ithen gradually increase to levels approximating current street yolumes. The Project Busway 
would serve an estimated 50,000 daily riders as part of a regional expanded and improved 
transit system. 

Traffic on parallel east-west freeways would be reduced significantly (up to 30%) after 
the introduction of 1-105, ·wtille traffic for some portions of the north-south freeways 
would be increased by up to 26 percent. 

The Project would provide congestion-free operation for autos, buses, and trucks on the 
freeway. Traffic volumes on east-west streets would be reduced as a result of opening of 
the freewa~ and corridor vehicular operating conditions would be improved. These volumes 
would then gradually increase until by the year 2000 congestion would be experienced at 12 
of 36 corridor east-west screenline se~ents, primarily along the northern edge of the 
corridor. The Project would improve highway and public transit mobility and accessibility 
to jobs, shopping and recreation over a wide geographical area. The Project, which in
cludes . a Busway, would provide an improved degree of choice between street, freeway and 
public transit travel modes. In ~~l"ll!~ · of ' trav~l safety, the Project would rank highest of 
the alternatives evaluated. · · 

The No Project Alternative 

With the No Project alternative, future traffic volumes on east-west streets would be 
approximately 23 percent bigher than the future street volumes associated with the Project. 
Under No Project condi~ions, 18 of 36 east-west street screenline segments would be con
gested, 50 percent more than with the Project and the degree of congestion would be great-
er. 

Area-wide highway accessibility for autos and trucks would be significantly reduced from 
that of the Project. The No Project alternative would prdvide the least choice of travel 
mode of any of the alternatives evaluated. In terms of safety, the No Project alternative 
would rank lowest due to traffic accfden~ experience bein~ higher than with the Project. 

Exclusive Busway Alternative 

This alternative would service approximately 58,000 passengers daily, about 8,000 more 
than would be served by the Project transitway. Street 'traffic volumes would be 15 to 20 
percent higher than the volumes associated with the Project ·. East-west street congestion 
would be experienced at 50 percent more screenline segments than with the Project. 

4-12 



The Exclusive Busway would match the Project in transit accessibility, but would lack 
freeway accessibility for autos and trucks. In terms of public transit mode choice, this 
alternative would provide a degree of choice equivalent to the Project. It would be be
tween the Project and No Project in terms of safety. 

Street Improvement Alternatives 

East-west street traffic volumes would' be approximately 23 percent higher than with the 
Project. Congestion relief would be similar to that produced by the Project, although 
other measures of traffic service such as speed and safety would not match that of the 
Project. 

These alternatives would provide highway accessibility between that of the Project and No 
Project. The Widening alternative would provide a limited choice of public transportation 
modes, while the Grade Separation alternative could provide for additional express bus 
service on improved arterials. These alternatives would be similar to No Project in terms 
of safety. 

Combination Alternatives 

These alternatives would serve up to 58,000 passengers daily on an Exclusive Dusway if 
part of an expanded and improved regional transit system. East-west street traffic volumes 
would be approximately 15 to 20 percent higher than those of the Project. 

Congestion would be experienced at 12 of 36 screenline segments, approximately the same 
number as with the Project. 

Transit and highway · accessibility would be between that of the Project and No Project. 
These alternatives would be between the Project and No Project in terms of safety. 

Comparison of 1-105 Alternatives 

Based on the evaluation above, the Project would provide overall transportation service 
superior to the other alternatives analyzed. The Combination alternative incorporating 
Grade Separation improvements·would rank second to the Project in most categories, provid
ing less service in the specific areas of travel demand, accessibility and safety. If the 
Combination alternative included Arterial Widening improvements, service would be somewhat 
reduced in the areas of accessibility and safety. The Exclusive Busway and Street Improve
ment alternatives would rank lower in transportation service, while the No Project alter
native would rank lowest of all alternatives studied. 

The relative ranking of the alternatives is SWll!larized below. 

TABLE 4-7 
SUMMARY EVALUATION RANKING OP ROUTE 105 ALTERNATIVES 

Exclusive 
Transportation , I-105 No Busway Street 

Service criteria ProJect ProJect Onll Improvement Combination 

Travel Demand First Fifth Third Fourth Second 

Congestion Relief First Fifth Fourth Third Second 

Speeds and 
Accessibility First Fifth Fourth Third Second 

Choice First Fifth Third Fourth Second 

Safety First Fifth Second Fourth Third 
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CHAPTER 5 - ENVIRONMENTAL EVALUATION 

This chapter presents the results of the environmental studies performed for the I-105 
Project and alternatives to the Project. The following environmental criteria were consi
dered and form the basis of the major sections in this chapter. 

Air Quality 
Noise 
Vibration 
Water Quality and Solid Waste 
Geology and Seismic 

Energy Use 
Park, Recreational and Open Space 
Archaeological and Historical Preservation 
Aesthetics and Amenity Values 
Construction Impacts 

In the presentation of the results of these evaluations, where appropriate, the short-term 
and long-term effects of each alternative are covered, followed by recommended mitigation 
measures and the adverse effects which cannot be avoided. At the conclusion of each dis
cussion (e.g., Air Quality), an evaluation is presented which summarizes and compares the 
anticipated effect of each alternative. 

5.1 AIR QUALITY IMPACTS 

Introduction 

Of all the environmental concerns associated with urbanized areas, air quality is perhaps 
the most crucial. Because of an incomplete understanding of the physical nature of the 
phenomena involved, air quality continues to be the subject which is most complex and 
therefore difficult to either assess or predict. Moreover, in attempting to achieve estab
lished standards (see Table 5-1), satisfactory solutions which do not have serious adverse 
social and economic effects have· not been identified. 

TABLE 5-1 
AMBIENT AIR QUALITY STANDARDS APPLICABLE IN CALIFORNIA 

Pollutant 

Oxidant (Ozone) 

Carbon Monoxide 

Averaging Time 

1 hour 

California Standards Federal Standards 

0,10 ppm* 0.08 ppm 

Nitrogen Dioxide 

Hydrocarbons 
(Corrected for Methane) 

Sulfur Dioxide 

Suspended Particulate 
Matter 

Lead (Particulate) 

12 hour 
8 hour 
1 hour 

Annual Average 
1 hour 

3 hour 
(6-9 a.m.) 

Annual Average 
24 hour 

1 hour 

Annual Geometric Mean 

24 hour 

30-day Average 

10 

40 

ppm 

ppm 

0,25 ppm 

0.04 ppm 
0,5 ppm 

60 ug/m 3** 

100 ug/m3 

1.5 ug/m3 

9 
35 

ppm 
ppm 

0,05 ppm 

0,24 ppm 

0,03 ppm 
0,14 ppm 

75 ug/m3 

260 ug/m3 

Note: National Standards, other than those based on annual averages or annual 
geometric means, are not to be exceeded more than once per year. 

•Parts per million; e.g., 10 parts pollutant per 1,000,000 parts air. 
••Micrograms per cubic meter. 
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For example, the State and Environmental Protection Agency (EPA) have experienced great 
difficulty in developing or implementing transportation control plans for metropolitan 
areas . The initial EPA approach was rejected due to lack of ,support for using gasoline 
rationing to achieve reductions in vehicle miles traveled (VMT), while a subsequent ap
proach bas been widely opposed for its parking surcharge provisions. Equally difficult 
problems can be expected in developing and implementing air quality maintenance programs, 

. .icul&uy--i-eKUl&r_Ull"-el:sal...i_~q_j,J;l e j .11spect ion. 

While the complexity of the air quality problem remains, the magnitude as it pertains to 
transportation sources may be out of perspective. There is growing ·evidence to indicate 
the declining importanceof motor vehicles to air pollution. Therefore, the purpose of this 
section is to present results and conclusions and to affirm the analytical approach taken 
in performance of the air quality studies for the Project and the alternatives. Thus, 
while intuition may suggest that construction of the I-105 Project may have significant 
adverse effect upon air quality because of expected generation of VMT, a systematic analy
sis indicates otherwise. 

Analytical Approach 

Primary Pollutants: 

Three primary automotive pollutants are considered. These are (1) carbon monoxide (CO), 
(2) hydrocarbons (HC), and (3) oxides of nitrogen (l«>x). The remaining pollutants of con
cern are oxides of sulfur (SOx), particulates and lead (Pb). These latter were omitted 
because of the following: 

While there are emission factors for SOx and particulates, the state-of-the-art does not 
permit reliable prediction or conversions of the emission quantities to -equivalent concen
trations for comparison with air quality standards. Motor vehicles produce only about~ 
of the total sulfur dioxide (S02), the principal pollutant form of SOx, emissions with the 
South Coast Air Basin. Thus, although these motor source emissions are not insignifica.nt, 
they are not the major problem. The principle concern here is with stationary sources 
(power plants and industrial furnaces), which may be forced to operate on high sulfur 
fuels because of the difficulty in obtaining reliable supplies of the preferred fuel, 
natural gas. Because of this concern, the ARB has been prompted to tighten air quality 
standards for sulfates. This is where the focus of attention is today. 

Currently, motor vehicles are estimated to produce something less than 30% of the total 
amount of particulates·. This is a significant contribution of a pollutant which frequent
ly exceeds air quality standards. However, the lack of reliable prediction methods and 
accurate measurement techniques preclude providing either a valid environmental setting or 
a meaningful future impact analysis. Photochemistry, meteorology, traffic density and land 
use are all ·variable and influential factors that have delayed the development of analysis 
methodologies. Lead, for which there is no Federal standard is an unpredictable variable 
component of particulate matter. Because of a detrimental effect of lead on the proper 
functioning of automotive emission control devices, lead additives are being phased out of 
gasoline. The Air Resources Board (ARB) is leading the way with regulations reducing the 
current level of 1.85 grams of lead per gallon of gasoline sold in California to 0.4 grams 
per gallon by 1980. This is a level considered to remove lead as a threat to health. 

The primary pollutants, based upon state-of-the-art methods, are analyzed in two impact 
scales: (1) macroscale or regional size area; and (2) microscale, the area within 1,000 
feet of the freeway facility. A mesoscale analysis which covers the corridor co111Dunities 
whose traffic would be accoDIIIOdated by the project was also performed but only to deter
mine the background pollutant levels to be used in the microscale analysis. 

(1) Macroscale (Regional) Analysis 

Figure 5-1 outlines the area ~nsidered in the analysis. This area, referred to 
as the Los Angeles Air Basin, is physically bounded by the Santa Ana and San 
Gabriel Mountains in the south and northeast, and in the northwest by the com
plex of mountains running from the western Santa Monica Mountains to Simi Hills, 

1oefined by Professor L. o. Myrup, Vice Chairperson, Atmospheric Science Section 
Department of Land, Air, and Water Resources, University of California at Davis, 
and consultant to Caltrans on meteorology. 
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to the Santa Susana Uountains. The basin includes the area within which the 
changes in traffi c patterns resulting from the I-105 Project would occur a nd 
o ve r which mos t atmospheric mi xing of air pollutants, generated in the micro
scale region, takes place.1 

Using the macroscale analysis flow chart illustrated in Figure 5-2, the future 
production or burden (tons per day) for each pollutant is calculated using the 
following inputs. (1) LARTS data which classify daily VMT by facility (freeway 
or surface street) and speed, and (2) emission factors2 which consider vehicle 
age, emission control deterioration, percent of heavy-duty vehicles and speed 
effects. 

Microscale (Near Facility) Analysis 

Concentrations of CO are used as the indicators of impact for the microscale 
analysis. The relative inertness of the gas makes it possible to reliably pre
dict diffusion and transport to sensitive receptors adjacent to the Project and 
alternatives, and permits comparison with Ambient Air Quality Standards. 

Concentrations of NOx and HC emissions cannot be reliably predicted in the mi
croscale because of their instability. Most of the NOx emissions are initially 
emitted as nitrogen oxide (NO) which in the presence of ambient ozone (03) 
quickly changes to nitrogen dioxide (N02). However, sunlight reverses this re
action in varying degrees yielding unpredictable concentrations of N02 with 
which to compare with its standard. A similar phenomenon applies to much of the 
HC emissions which react in the presence of sunlight to become secondary pollu
tants (discussed later in this section). It should be understood that HC levels 
formed in the urban atmosphere are not, in themselves, considered a health haz
ard. There is no State standard and the Federal Standard is more of a tool for 
Air Pollution Control District's (APCD) smog alert programs than for future con
trol programs. An exceedance of the standard provides a warning of a probable 
downwind oxidant episode. 

The microscale analysis procedure, charted in Figure 5-3, results in future con
centrations of CO near alternative transportation facilities. The predicted 
concentrations from an alternative are added to background or ambient levels3 to 
determine total CO concentrations along that alternative. 

Ambient levels are determined in a manner similar to the macroscale analysis, 
but scaled down in size and the results applied to a proportional analysis. The 
ambient area is the transportation corridor,4 the primary region served by or 
diverting traffic to the proposed freeway. Base year (1972) ambient CO concen
trations and meterology, validated by a corridor sampling program, are projected 
proportionately on the basis of future changes in the local CO burden . The bur
den, as indicated in Figure 5-2, is the product of projected traffic mileage 
data (LARTS predictions for the corridor in this case) applied to CO emission 
factors for the study years. 

1The Los Angeles Air Basin is smaller than th~ South Coast Air Basin as 
established by the California Air Resources Board. The South Coast Air 
Basin is made up of all of Ventura and Orange Counties and portions of 
Los Angeles, Santa Barbara, San Bernardino and Riverside Counties. The 
Los Angeles Air Basin has been estimated to contain 83 percent of the 
population in the South Coast Air Basin and 65 percent of daily vehicle 
mileage. Source: Caltrans Transportation Planning Branch. 

2EPA AP 42 Supplement 2, April 1973, with modifications pertinent to 
California by the California Air Resources Board. 

3Ambient levels are defined as the concentration of pollutants at any 
location within a homogeneous area that is not influenced by a single 
source. 

4The corridor boundaries are Carmenita Avenue to the east, LAX on the 
west, Slauson Avenue to the north and Artesia Boulevard to the south. 
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The technique used to predict concentrations from alternatives is the "California 
Line Source Dispersion llodel,"1 which is based on Gaussian diffusion equations 
and incorporates traffic volU1T1es, emissions factors , meteorological (atmospher
ic) data, and physical features (elevated, depressed or at grade) of the alter
nate under study (freeway, highway, busway, etc.). The meteorological inputs 
require: (1) surface wind characteristics along the highway facility; (2) typi-

Secondary Pollutants: 

As noted earlier, the primary pollutants NOx and nonmethane hydrocarbons (RHC) are unsta
ble. These react in the presence of sunlight to form a group of secondary pollutants. 
This group is more frequently referred to as photochemical pollutants or "smog". Two of 
the pollutants are known to produce adverse health effects . These are ozone (03) and Ni
trogen Dioxide (N02 ). At the present time, there are no validated methods for reliably 
quantifying these secondary pollutants. 

A method currently acceptable 
rollback" formula. It assumes 
which is highly questionable 
which are nonlinear. 

to EPA for quantifying secondary pollutants is the "linear 
that photochemical pollutants vary linearly with emissions, 
since these pollutants are products of chemical processes 

There are several photochemical modeling approaches under evluation by EPA. One which has 
been developed by General Research Corporation (GRC), known as DIFKIN, has been calibrated 
for Los Angeles conditions and was used for this analysis (see Figure 5-4). 

The DIFKIN model mathematically simulates atmospheric diffusion and chemistry to com11u·te 
concentrations. The simulation follows an air mass as it moves through the basin; pollu
tants are introduced at or near the ground from mobile and stationary sources and their 
vertical diffusion is calculated along with any chemical changes that occur; meteorologi
cal inputs indicate where the air parcel moves, how efficient the upward spread (diffu
sion) is, and how intense the sunlight is, with the result that moving levels of secondary 
pollutant concentrations are produced. It should be added here that isolation of sources 
and contributing factors for high oxidant levels elsewhere is highly complex and remains 
somewhat unclear. Any attempt to identify oxidant levels in distant locations such as 
Riverside as a product of pollutants generated in the Metropolitan Los Angeles area is not 
yet possible. While Los Angeles pollutants conveyed by regional meteorology are surely 
occasional-to-frequent contributors, there is insufficient evidence of the degree of con
tribution. 

Study Resul·ts2 

The air quality "models" analyze many variables, and depending upon conditions, will pro
duce a wide range of results. From a health standpoint, it is not a range, but the most 
adverse result which is of interest. Consequently, the study results which follow predict 
air quality effects based upon the most unfavorable set of conditions which might occur. 

Line Source Diffusion Model (CALINE 2). This model is acceptable 
for use in highway impact studies. -See Mathematical Approach to 

State of California. Department of 
esearch Department, Air Quality Manual Number 

and Air Quality Manual Modification 

2Based on results in Air 7 LA I 105, 
California Department o ansportat on, str ct , Environmenta nvestigations 
Section, June 1974, Supplemental Air Quality Report (Photochemical): El Segundo
Norwalk Freeway, 7 LA I/105, California Department of Transportation, District 7, 
Environmental Investigations Section, August 1974, and Addendum to Air Quality 
Re ort: El Se undo-Norwalk Freewa 7 LA I 105, California Department of 
Transportat on, str ct , nvironmenta nvestigations Section, April 1976. 
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.',!acroscale (Regional-Los Angeles Air Basin): 

Table 5-2 is a tabulation of results for comparing the Project and No Project alternatives. 
Listed are the estimated tons per day of pollutants emitted in the Los Angeles Air Basin 
based upon LARTS traffic data. 

The results in Table 5.2 show that the I-105 Project will, compared to the No Project al
ternative, effect a negligible change to pollutant volumes. Throughout the initial 20-year 
period of operation of the Project, regional traffic would produce a sl ight decrease i n 
CO, virtually no change in HC and a slight increase in UOx. The basi s for these results is 
that the regional transportation system which includes the Pro j ect would operate in a more 
efficient manner. The small increase in VMT generated by the availability of the I-105 
Freeway in the system is offset by the higher average and more efficient speeds afforded 
by the Project. 

With respect to the other nonfreeway alternatives, the macroscale results will fall be
tween the Project and No Project alternatives. Again, this is based on the relationship 
between travel speeds and pollutant production. The Exclusive Busway, Local Improvements 
and Combined alternatives would result in regional air-quality effects, qualitatively s i m
ilar to I-105 (decreases in CO, no change in HC, and increases in NOx); however, the mag
nitude of the effect would be much smaller since these alternatives would not produce the 
equivalent changes in average travel speed anticipated with I-105. The Grade Separation 
and Combination Exclusive Busway/Grade Separation alternatives would approximate I-105 in 
terms of average travel-speed increases and corresponding regional air quality impact. 

Figures 5-5 through 5-7 graphically present the CO, HC, and NOx results in total tons per 
day. While the macroscale differences between the Project and ~o Project alternative are 
too small to show graphically on these Figures, the figures do illustrate the projected 
effects of motor-vehicle emission controls through the year 2000. Assuming current vehicu
lar emission standards are not modified between now and the year 2000, the total daily 
tons of CO, HC, and NOx will be significantly reduced (53%, 54%, and 58%, respectively) 
and reach a minimum in the 1990-1995 time period, at which time all vehicles on the road 
will be fully controlled. Thereafter, in the unlikely event that no new technology is 
developed, the anticipated growth in population (and travel) will result in gradually in
creased emissions (less than 1%) through the year 2000 and beyond • 

Microscale (Local-Norwalk-El Segundo Corridor) : 

Figure 5-8 indicates the location of the most critical sensitive receptors with respect to 
the Project and other alternate freeway alignments which were evaluated for the I-105 lo
cation studies. These receptors are the nearest schools, churches and hospitals within 
which are located those most susceptible to adverse air quality: the very young, the old 
and the physically handicapped. Because of their large number, other sensitive receptors 
such as residential dwellings are not shown. 

Figure 5-9 represents the CO burden in the corridor (in tons per hour) for the A.M., mid
day, and P.M. periods of the ambient analysis. The results indicate that with the Project, 
there will be a decrease in CO ranging from 15% to 25% for each of the three time periods 
in this corridor. 

The figures indicate not only the reduction (air quality improvement) in CO emissions 
associated with the Project, but like the regional burden analysis, the very significant 
reduction due to vehicular emission controls as more and more vehicles become fully con
trolled between now and the early 1990's. 

For the microscale impact analysis, projected CO concentrations at 50, 100, 200, 300, 500, 
and 1,000 feet downwind from the edge-of-freeway shoulder were added to projected ambient 
concentrations levels. Figures 5-10 and 5-11 depict I-105 results for a depressed freeway 
section exposed to the worst meteorological and traffic conditions expected to occur in 
the years 1980 and 2000, respectively. Calculations for 1980 and 2000 were made for the 
elevated and at-grade freeway section!• which resulted in lower CO concentrations than 
those found for the depressed sections. 

El Segundo-Norwalk Freeway, LA I/105, for data 
-'---•-A --A~-------~ -

11). 
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TABLE 5-2 

ESTIMATED TONS PER DAY OF CO, HC, AND NOx, 
EMITTED IN THE LA AIR BASIN BY THE VEHICLE POPULATION WITH AND WITHOUT THE PROJECT 

co TOTAL RC NOx 

WITHOUI' WITH CALC CHANGE WITHOUT WITH CALC CHANGE WITHOUT WITH ALC CHANGE 
YEAR PROJECT PROJECT WITH PROJECT PROJECT PROJECT WITH PROJECT PROJECT PROJECT ITH PROJECT -
1980• 2000 1995 -5 223 223 0 302 303 1 
1981 1688 1683 -5 191 191 0 258 260 2 
1982 1434 1429 -5 165 165 0 221 222 1 
1983 1257 1252 -5 146 146 0 194 195 1 
1984 1126 1121 -5 133 133 0 172 174 2 
1985 1070 1064 -6 127 127 0 158 160 2 
1986 1026 1020 -6 120 120 0 148 149 1 
1987 994 987 -7 116 117 1 142 143 1 
1988 981 974 -7 113 113 0 139 140 1 
1989 968 961 -7 109 109 0 136 137 1 
1990 966 958 -8 108 108 0 134 136 2 
1991 957 949 -8 105 105 0 130 132 2 

(JI 1992 954 945 -9 104 105 1 129 131 2 I 
(JI 1993 941 932 -9 102 102 0 126 128 2 
1111 1994 939 929 -10 102 102 0 126 127 1 

1995 939 929 -10 102 102 0 126 128 2 
1996 940 929 -11 102 102 0 126 128 2 
1997 940 949 -11 102 102 0 126 1~9 3 
1998 941 929 -12 102 102 0 127 129 2 
1999 941 929 -12 102. 103 1 127 129 2 
2000 942 929 -13 103 103 0 127 130 3 

•Estimated Time of Completion of Project 

SOURCE: ADDENDUM TO THE AIR 9UALITY REPORT: EL SEGUNDO - NORWALK FREEWAY 1 7 LA IL1051 APRIL 1 1976 
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Under the conditions of worst meteorology and highest traffic volumes, the maximum hourly 
concentrations of CO at the nearest sensitive receptors 50 feet from the proposed project 
are estimated to be 15 ppm in 1~80 and 10 ppm in the year 2000, There have been no sensi
tive receptors such as residential facilities, schools, hospitals, etc. identified within 
this ~0-foot distance. The corresponding maximum average 8-hour concentrations, the most 
critical values for standards comparison, are estimated to be 9 ppm in 1980 and 6 ppm by 
2000. 

Downwind estimates of CO were made for each intersecting north-south freeway under the 
same "worst conditions" as indicated above. Results shown that there will be up to a 4 ppm 
decrease in maximum hourly concentrations of CO along Routes 405 and 605 with widening. 
Along Routes 7 and 11, the maximum hourly levels of CO will increase or decrease no more 
than 1 ppm at various sections with widening. These changes are due to operational changes 
on these existing freeways as a result of constructing I-105. 

Investigations were also made to determine the effects of the Project and its alternatives 
on the microscale environment of a typical corridor arterial street (Imperial Highway). 
Year 2000 results are presented in Figure 5-12. The results indicate that the Project and 
the Grade Separation alternative will have the least and approximately equal effect on 
arterial neighborhoods. The remaining non-project alternatives, the unimproved and widened 
arterials, will produce maximum hourly concentrations of 5 ppm higher along the arterial 
streets. 

A microscale investigation of the transit (busway) alternatives was also conducted. The 
results indicate that an exclusive (median) busway without transportation control strate
gies would provide a minute decrease in CO concentrations from the freeway. Due to the few 
motorists expected to divert to public transit, there would be an insignificant benefit to 
corridor traffic. In the other case, the Exclusive Busway would contribute negligible CO 
concentrations (few buses compared to the freeway traffic volumes), but again would pro
vide no appreciable benefit to arterial streets (similar to the No Project effect). How
ever, the effect of these busway alternatives operating in concert with the transportation 
control strategies would contribute significantly to CO reductions. The effects will range 
between those of the Project which includes the Busway and those approaching the No Proj
ect alternative. 

Photochemical Analysis: 

The DIFKIN Method represents a significant advance in air quality technology; however, it 
is still under development. The reader is cautioned that the results discussed here were 
obtained from the initial trial and should be considered preliminary only. 

To represent the entire length of the freeway proposal, the Project was divided into three 
segments. Based upon "worst day" meteorological conditions (observed on a day, 9-29-69, 
when oxidant levels resulted in a first stage alert), trajectories were simulated for air 
massesl which crossed the mid-point of each of the three segments at 7, 9, and 11 a.m. and 
1 p.m. These crossings coincided with periods of high traffic activity sufficiently early 
in the day to permit photochemical reaction. Trajectories generally began over the ocean 
in the early morning hours, reached a peak in the afternoon and terminated at mountainous 
barriers, or in the evening (for lack of sunlight). 

Figure 5-13 shows the trajectories of the air masses which cross the Project at 7 a.m. 
Numbers along each trajectory indicate time of day. Figure 5-14 is a summary of the data 
for these trajectories. Both are computer printouts and are typical of results obtained 
for the remaining three hours. 

Maximum values of .30 ppm for N02 and .07 ppm for 03 were computed. These are instantane
ous peak values which are rarely maintained throughout an hourly period. The values are, 
therefore, likely to be higher than hourly averages. 

The o3 concentrations that are associated with the Project condition are invariably equal 
to or lower than those of the No Project condition. The opposite generally holds true for 
N02 concentrations although not evident in the example. In both cases the differences are 
very small. 

1Air Mass; a body of air covering a relatively wide area, exhibiting 
approximately uniform properties through any horizontal section. 
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The results also indicate very little improvement or deterioration in photochemical air 
quality between 1980 and 2090. By 1980, emissions control of the vehicle population will 
be incomplete. The air quality will continue to improve until all vehicles are controlled; 
sometime in the early-90's. Without new or additional controls proposed for both station
ary and mobile sources by this point in time, a gradual degradation of air quality will 
occur due to vehicle population growth and stationary source increases to meet growing 
energy demands. 

evaluating oxidant levels was also performed. Although 
reactions produce oxidant levels in direct proportion to 

highly reactive organic gas (RHC) emissions (which is questionable), it is the method cur
rently approved by EPA. The California Air Resources Board (ARB) also uses this method in 
conjunction with the State Implementation Plan (SIP) for Achieving and Maintaining the 
National Ambient Air Quality Standards in the South Coast Air Basin (SCAB). The evaluation 
period begins with 1973, the base year, and extends from 1980 to 1995, the years for which 
predictions were mutually provided by Caltrans and ARB. 

The results of this analysis indicate that the standard for ozone may not be achieved in 
this century. It is important, however, to point out that the effect of automobile travel 
on these results is almost negligible. By 1990, with or without implementation of trans
portation control strategies, RHC emission from the entire light duty vehicle population 
will be at or below 10% of the regional total. 

Comparison with Standards 

Primary Pollutants: 

Comparison of the effect of the I-105 Project to Federal Ambient Air Quality Standards for 
primary pollutants was made for CO, but not for HC, NOx or the others. As indicated pfe
viously, HC, NOx and even particulates are unstable and react variably in time and space 
to take different pollutant forms. The result is that the remaining and/or new concentra
tions of nonmethane HC, N02 and suspended particulates for which there are standards can
not easily be identified with their source and therefore reliably quantified by source. 

Total CO concentrations, Project contribution plus ambientr at distances of 50 feet to 
2,000 feet from the Project, were analyzed for 1980 through 2000. Ambient concentrations 
were determined for the corridor with and without the I-105 Project. To insure coverage 
of all averaging periods (1-, 8-, and 12-hours), 24-hour assessment was made to align the 
daytime concentrations resulting from highest traffic volumes with high nighttime CO con
centrations peculiar to the Project area. The results are that, within the 20-year period 
following completion of the I-105 Project (1980-2000), the Standards for CO will not be 
exceeded at any receptor 50 feet or further from the edge of freeway shoulder. (It was es
timated that the 8-hour standard of 9 ppm will be equalled in 1980 along the easternmost 
section of the Project, but not exceeded.) 

In the early years following 1980 adjacent to the arterial alternatives to the freeway, 
the Federal 8-hour CO standard will be exceeded in the shopping or business zone (10 to 50 
feet from the roadways). The excee~nces range from 12 ppm along the unimproved arterials 
(No Project) to 10 ppm for the Widening proposals. The 8-hour standard will not be ex
ceeded next to the Grade Separation alternative. 

CO concentrations will not differ significantly from ambient levels in the i11111ediate vici
nity of the Exclusive Busway alternative. However, since total vehicle miles of travel 
within the corridor would not be reduced appreciably by this alternate, CO concentrations . 
along arterial streets would approximate the No Project alternative. 

By the mid-80's and thereafter, none of the alterantives will exceed the CO standards. 
With the I-105 Project, the 1-, 8-, and 12-hour CO standards will not be exceeded adjacent 
to corridor arterials throughout the period of 1980 and 2000. 

Secondary Pollutants: 

Comparing the secondary pollutant concentrations associated with the Project to Federal 
Standards is difficult because there are no approved methods for reliable quantification. 
On the other hand, using the approved but questionable "linear rollback" method, the base 
year maximum oxidant data ('72, '73 and '74 average) of 0.49 ppm is proportioned to pro
duce 0.26 ppm in 1995, whether or not the Project is included in the regional transporta
tion system. In other words, although the .08 ppm standard for a 1-hour average may be 
exceeded, it would not be due to the construction of the I-105 Project. 
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Mitigation Measures 

Completion of the I-105 Project will enhance traffic flow through the corridor and gener
ally provide for more efficient traffic movement. '!ost importantly, a freeway is the most 
adaptable facility for promotion of mitigation strater,ies such as greater use of high oc
cupancy vehicles and further improvement of operating efficiency. Controlled access im
proves freeway traffic flow and tends toward □aximizing or balancing the use of all faci
lities. This feature plus freeway hus routes, exclusive bus and carpool lanes and adjacent 
park and ride facilities all encourage higher occupancy of vehicles. 

~easures applicable to . freeway construction for the mitigation of air quality are invari
ably in conflict with noise. An elevated freeway will expose auto pollutants to greater 
dispersion but will spread traffic noise over a greater area. In the opposite case of a 
depressed freeway, the noise will be suppressed but the air pollutants tend to concentrate 
in the trough and disperse slowly. 

Evaluative Summary 

Table 5-3 ranks the alternatives, considering both impact scale (regional, corridor, and 
near facility) and pollutant (primary: CO, HC, NOx, and secondary: OJ and N02 ). These 
qualitative rankings are based on the quantitative primary and secondary (photochemical) 
pollutant analysis results. The rankings reflect the general conclusion that transporta
tion alternatives which increase average corridor and regional vehicular travel speed will 
promote: (1) regional and corridor scale reductions in CO; (2) increases in NOx at all 
impact scale; (3) decreases in 03 at all i□pact scales; and (4) increases of N02 at all 
impa~t scales. 

The rankings indicate that the Project results in air quality effects which are either the 
best or the worst among the alternatives considered. For example, the Project is first in 
the most relative improvement of CO at the rer~ional (Los Angeles Air Basin) and corridor 
scales and is second adjacent to arterials (due to freeway-related congestion relief). The 
I-105 also produces the most relative improvement of 03 at all impact scales. However, 
the Project is fifth or last in terms of relative CO effect near the proposed alignment, 
since it introduces a "new pollution source". Also, the Project is fifth (relatively) in 
terms of both NOx and N02 at all impact scales. 

All changes that result from the Project or the alternatives are extremely small (on the 
order of 1% or less), except for CO in the corridor which will be reduced 15 to 25% with 
the Project. 

Emphasis on strategies involving VMT reduction and in particular, reduction of light duty 
vehicle (LDV) mileage to meet National Ambient Air Quality Standards (NAAQS) in SCAB bears 
further examination. The ARB inventory of reactive organic gas (same as RHC) in SCAB is 
illustrated in Figure 5-15. The reduction of RHC is considered the key to achieving the 
NAAQS for oxidant, the principal pollution problem in SCAB. The contribution from LDV 
sources in 1973 was roughly 50% of the total but by 1980, this percentage is projected to 
drop to less than 25%. The vehicle emission controi program will have already reduced the 
LVD contribution apprQaching parity with both stationary and background sources. Thus, 
the effect of VMT reductions on oxidant levels will be almost negligible. For instance, 
restricting or penalizing personal vehicle travel to produce a 20% VMT reduction by 1980 
will achieve only a 3% reduction in total RHC, a 7% reduction of CO emissions (Figure 5-16) 
and ' a 3% reduction in NOx emissions (Figure 5-17). These reductions grow smaller by 1990. 
Based on this data, increases or decreases of VMT after 1980 should not weigh heavily in 
decision making for this or other highway projects in the South Coast Air Basin. 

The above information is based on an emissions inventory prepared by the Air Resources 
Board (ARB) and dated November 12, 1975. Subsequent to that date, ARB prepared another 
inventory for assessing air quality impacts. Though the numbers noted above and Figures 
5-15, 5-16, and 5-17 are changed as a consequence, the conclusions are the same. 

In summary, air quality within the I-105 corridor and the Los Angeles Air Basin will im
prove significantly through the 1980's due to stationary and mobile source emission con
trols and transportation control strategies that are to be instituted as part of the Clean 
Air Act of 1970, and the State Implementation Plan to Achieve and Maintain the National 
Ambient Air Quality Standards. After the late 1980's, in the absence of further technolog
ical controls, air quality will deteriorate very slightly due to increases in population 
and travel. No significant improvement in regional air qual.i ty can be attributed to any 
transportation improvement that can be made in this or any other single corridor. However, 
ar:iong the alternatives considered, the Project appears to provide the greatest margin of 
improvement. 
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TABLE 5-1 
AIR QUALITY COMPARISONS 

ALTERNATIVES 

Local Improvements 

1-105* No Exclusive 
Pollutant and Impact Scale Project Project Busway Widen Grade-Separate 

co 

Regional and Corridor First Fifth Fourth Third Second 

Near Facility 

1-105 Alignment Fifth Third Fourth Second First 
Arterials Second Fifth Fourth Third First 

HC 

All Scales •• • ••• , • , •• , •• , ...• Negligible Change •.•••...•.•...•••.• 

NOx 

All Scales Fifth First Second Third 

03 

All Scales First Fifth Fourth Third 

N02 

All Scales Fifth First Second Third 

•The original adopted and Bell line variations result in the same 
conclusions as the proposed alignment except that near facility 
impacts occur at different . locations. 

Consistency with State Implementation Plan (SIP) 

Fourth 

Second 

Fourth 

The Clean Air Act of 1970 required the promulgation of a State Implementation Plan (SIP) 
to achieve and maintain federally-mandated air quality standards within critical air qual
ity control regions. For lack of a submittal by the State of California, that portion of 
the SIP which addresses mobile source emissions, called the Transportation Control Plan 
(TCP), was prepared by the Environmental Protection Agency (EPA) acting under a federal 
court order. The plan promulgated November 12, 1973 includes the VMT reduction measures 
featuring bus and , carpool lanes, carpooling systems, parking management, parking sur
charges and gas-rationing. Because the latter three measures would involve a drastic 
reduction in mobility with severe adverse socioeconomic side effects, the State undertook 
its option to substitute its own plan provided it met with EPA's requirements. 

Caltrans, the State's agent, in cooperation with the Southern California Association of 
Governments (SCAG), the regional planning agency, prepared a plan to avoid the more severe 
aspects of the federal plan. Substantial public resistance to some elements of the plan 
have inhibited implementation. While EPA, the State, SCAG and local agencies search for an 
effective and acceptable TCP, the region has embarked on implementing the other elements 
of the TCP in the South Coast Air Basin, These elements are part of a program that 
includes carpooling, vanpooling, fringe parking and refinements in existing bus service. 
It includes a regionwide transportation management system composed of ramp metering and 
HOV bypass lanes which seek to provide the free flow conditions conducive to a minimiza
tion of emissions. The program considers an eventual line-haul bus-on-freeway system, a 
downtown people mover system and an element of a possible regionwide fix ed-rail transit 
system. 
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Under Section 109(J) of the Federal Aid Highway Act, Regional Transportation Plans (RTP) 
are to be consistent with the SIP, Currently, the SCAG RTP has been found to be inconsis
tent with the SIP, Environmental Planning Agency, Region 9 has indicated that, in order 
for the RTP to be consistant with the SIP that the Plan should, at a minimum, result in no 
net increase in emissions with no 1emission reduction credit given for the California Motor 
Vehicle Emission Control Program. 

Judgments on project level consistency are based upon a project's ability to operate in 
concert with the RTP which contains both the project and the TCP element of the SIP, In 
absence of an RTP judged to be consistent with the SIP, the project to be consistent with 
the SIP must then satisfy the RTP consistency criteria. 

The ro osed I-105 ro ect is consistent with this basic remise. In satisfying the cri
teria or consistency, t e results of the regional analysis Table 5-2) indicate that 
there will be no net increase in vehicular emissions to result from the Project when com
pared with the no project alternative, The analysis shows a continuing decrease in CO, no 
change in the HC and a slight increase in NOx for a net decrease in vehicular emissions 
due to the Project. 

In addition to meeting the basic premise of consistency, the project is an important re
gional transportation link in promulgating the features of the proposed State TCP which is 
designed to reduce both VMT and traffic congestion. The project as presently proposed is 
an 8-lane freeway incorporating ramp metering and HOV bypasses commensurate with the TCP 
objective of a higher vehicle occupancy factor and free-flow conditions on the regional 
freeway system, The project includes provisions for a median transitway. The width is 
adequate for and consistent with the short-term (bus) and long-term (fixed guideway) ele
ment of the projected regional public transportation system and the TCP. This combination 
represents a significant shift towards a more compact urban environment with greater em
phasis on HOV, both public and private, with the resultant lower emissions in the interest 
of improving air quality. 

5,2 NOISE EFFECTS 

Introduction 

This section describes the results of studies2 undertaken to assess the noise impact on 
the surrounding communities of the Project and its alternatives. The major steps in this 
analysis include: 

Measurement of existing (ambient) noise levels at locations in or near sensitive 
areas and facilities within the I-105 corridor. 

Prediction of noise levels at the sensitive areas and facilities to result from 
transportation alternatives, 

Comparison of predicted levels with ambient levels and noise criteria. 

Identification of the noise attenuation required and the abatement measures to 
be employed. 

Ass'essment Methodology 

Existing (Ambient) Noise Levels: 

The first step in the assessment of noise impact involves the measurement of existir.g 
noise levels at locations adjoining the Project and the alternatives. For the I-105 Proj
ect, locations of measurement sites were chosen to represent areas of noise sensitive land 
use such as a residential neighborhood or a single, noise sensitive facility such as a 

1Letter: " 'I. Covington; Director, Air and Hazardous 1laterials Division, EPA 
to~. Pisano; Director SCAG; April 1, 1977. 

2No ise Report: El Segundo-!rorwalk Freewa 7 LA I 105, July 1973, and Addendums, ____ ....._ __ e_p_a_r_t_m_e_n_t_o ___ r_a_n_s_p_o_r~t-a~t ...... o_n __ ,-..-s~t-r ...... c~t,....,_•nvironmental Investigations 
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school. For the non-project alternatives, locations were selected which represent typical 
noise levels along the current major transportation arterials. The locations were divided 
into two groups. The first group represents noise levels at major intersecting streets 
while the second reflects the noise levels away from major cross streets. Figure 5-18 
indicates the approximate location of all existing noise level measurements. 

Existing noise level measurements were recorded for a 10-minute period, The 10-minute re
cording time for noise level measurements was validated as representative by time/measure
Ment studies performed in the project area, The noise level recordings were converted to 
values compatible with the predicted noise descriptors. 

In order to put the nunerical data which follows into a proper frame of reference, Figure 
5-19 is included to indicate the relative loudness of noise emanating from familiar 
sources. '.Iighway noise is measured in decibel units on the A scale of a standard sound 
level meter, and is abbreviated "dBA". The A measurement scale is used because it closely 
approximates human ear response to traffic noises. 

Predicted Noise Levels: 

Two procedures were used for predicting highway noise: One of the procedures is based on 
the methodology provided in the National Cooperative Highway Research Program (NCHRP) Re
port 1171 and the other ~rocedure follows the method developed by the California Depart
ment of Transportation. Both procedures predict noise levels from information on the 
characteristics of the traffic and the highway and their relationship to the observer. 

The federally approved NCHRP neport 117 method predicts highway noise as a function of 
traffic density. Densities were·derived for the project from projections of hourly vol
umes, percent of heavy duty vehicles and average speeds for the year 2000, The noise des
criptor is expressed in terms of a statistical time distribution notation of L10, a noise 
level that is exceeded 10 percent of the time. Critical freeway traffic periods were iden
tified and the associated traffic densities were input to produce LIO level predictions. 
For the non-project alternatives, traffic §haracteristics of surface facilities were 
interpreted from the Highway Capacity Manual. 

The "California \fethod" predicts the average peak noise level from the loudest motor vehi
cles operating on adjacent facilities. On freeways and the most major arterials, the 
noisiest vehicles are diesel trucks. On other facilities, they may be gasoline-powered 
trucks or light-duty vehicles only. Use of this method is limited to school classroom 
analysis where the noise descriptor is most sensitive to the more stringent requirements 
of State law versus the Federal standards applicable to impacted schools. 

Mitigation: 

Evaluation of impact and determination of need for noise mitigation measures were based on 
two sets of criteria. The first approach estahlishes an acceptable (design) noise level 
for various land use categories (Table 5-4). If the predicted noise level exceeds the 
design level, mitigation is indicated to bring the predicted level equal to or below the 
design level. 

2Beaton, J, L. and Bourget, L., Can Noise Radiation from Highways be 
Reduced by Design? Highway Research Report, 1968. 

3Highway Research Board, Highway Capacity Uanual, 1965. Special 
Report No. 87, Washington, l~G5. 
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TYPICAL SOUNDS · 

Artillery Fire 

Elevated Train 

Automatic Punch Press 

Noisy Industrial Pl ant 
Subway Train at 20' 

10 H. P. Outboard at 50
1 

Symphony Orchestra 

Steam Press 
Office W/Tabulating 

Machines 

Shouting Voice at 6
1 

Conversation at 3
1 

LOUD 

Accounting Office RELATIVE 
Normal Speaking Voice COMFORT 

ZONE 
Private Business Office 

Average Residence 
Quiet Living Room 

Broadcasting Studio 

Studio for Sound 
Pictures 

Rustling Leaves 

Threshold of Hearing 
VERY 

QUIET 

DECIBEL 
SCALE 

50 

TYPICAL TRAFFIC 

NOISES 

Trumpet Auto Horn at 3
1 

Heavy Truck Traffic at 20
1 

Inside Auto Sedan in City 
Traffic 

Small Tr~ck Accelerating 
at 30 

Light Trucks in City at 20' 

Heavy Auto Traffic at 25-50' 

Average Traffic at 100
1 

L;ght Traffic at 100
1 

NOTE : An increase of 
10 dBA doubles the 
relative loudness . 

RELATIVE SOUND LEVELS 
FIGURE 5-19 





TABLE 5-4 
DESIGN NOISE LEVEL/LAND USE RELATIONSHIPS 

Land Use 
Category 

A 

B 

C 

D 

E 

Design Noise Level 
LlO 

60 dBA 
(Exterior) 

70 dBA 
(Exterior) 

75 dBA 
(Exterior) 

55 dBA 
(Interior) 

Description of Land Use Category 

Tracts of land in which serenity and quiet are of extra
ordinary significance and serve an important public need 
and where the preservation of those qualities is essen
tial if the area is to continue to serve its intended 
purpose. Such areas could include amphitheaters, par
ticular parks or portions of parks, or open spaces which 
are dedicated or recognized by appropriate local offi
cials for activities requiring special qualities of 
serenity and quiet. 

Residences, motels, hotels, public meeting rooms, 
schools, churches, libraries, hospitals, picnic areas, 
recreation areas, playgrounds, active sport areas, and 
parks. 

Developed lands, properties or activities not included 
in Categories A and B above. 

For requirements on undeveloped lands, see paragraphs 
5.a(5) and (6) of PPM 90-2. 

Residences, motels, hotels, public meeting rooms, 
schools, churches, libraries, hospitals and auditoriums. 

Source: Policy and Procedure Memorandum (PPM) 90-2, 
Federal Highway Administration, U.S. 
Department of Transportation, February 1973. 

This approach, however, does not address the problem of "relative" noise level increase. 
For instance, it is quite possible for a noise sensitive location characterized by a very 
low ambient level to be exposed to a substantial increase in traffic noise without exceed
ing design criteria. Therefore, the evaluation includes another set of criteria which re
lates impact to predicted noise level increases (Table 5-5). 

TABLE 5-5 
EXPECTED IMPACT WHEN PROJECTED NOISE LEVELS 
EXCEED AMBIENT LEVELS 

Predicted L10 minus Ambient L10 

Less than 6 dBA 
6 to 15 dBA 
More than 15 dBA 

Assessment 

No Impact 
Some Impact 
Great Impact 

Source: Highway Noise - A Design Guide for Highway Engineers, 
National Cooperative Highway Research Program Report 
117, Highway Research Board, 1971. 

The final step is to assess the noise abatement measures required to satisfy noise criter
ia. These measures include earth barriers, walls, revised highway design in the form of 
profile alterations and, in the case of schools, soundproofing of the classroom under cer
tain conditions. 
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W> ere noise levels exceed ambient levels significantly, but fall below the 70 dBA des i gn 
c:·iteria, consideration wilf be given to mitigation where it is feasible both financially 
and practically, and where benefits accrue to a significant number of people. 

Noise Impact Evaluation 

I-105 Project (and Hawthorne Location Alternatives): 

Noise level predictions were 
vated or depressed), at noise 
etc.) and at noise sensitive 
of existing noise levels, the 
tified. 

made for differing sections of the Project (at-grade, e l e
sensitive land uses (residential neighborhoods, playgrounds, 
facilities (churches, schools, etc.). From the measurements 
ambient noise level at each of the above locations was iden-

The noise impact was then determined by comparing predicted and ambient values, as well as 
the level acceptable for each location. 

It can be seen from Figure 5-18 that evaluations were performed over a wide area of t he 
corridor, including all of the freeway alignments. When these alignment alternatives were 
compared with each other, very little difference in the magnitude of impact could be det er
mined. In fact, the differences relative to freeway traffic noise were considered so small 
that there exists little basis for choice of one alignment over the other. As in earlier 
chapters, the evaluations presented herein are confined to a single freeway alignment, t he 
adopted line, as modified by the location proposed in the Hawthorne area, the Imper i al 
Line. 

It should be pointed out here that the analysis of the original and current proposals dif
fered in the area affected by the approach flight path to LAX, generally west of the Har
bor Freeway. The earlier analysis excluded the effect of aircraft in order to uniformly 
isolate the relationship of current and projected surface traffic only. For the current ly 
proposed Project, the ambient levels include the influence of aircraft. The change ~as 
considered necessary to more accurately identify the mitigation possible; i.e., to what 
extent can freeway noise barriers effect reductions in neighborhood noise levels signifi
cantly influenced by aircraft overflights? 

The results of the evaluations are tabulated in detail in Exhibit 7 in Appendix E. A sum
mation of these results cannot be thoroughly condensed here. However, in general, freeway 
traffic is estimated to produce noise levels in the mid-60 dBA to mid-70 dBA range at 
frontage currently exh·ibiting ambient levels in the mid-50 dBA to mid-60 dBA range. 

Non-Project Alternatives: 

For evaluation purposes, twelve locations were selected to represent ambient noise levels 
along major arterial streets. These measurement sites are located on corridor arterials 
considered for the widening or grade-separation alternatives to the Project. Table 5-6 
summarizes the existing noise level data. 

TABLE 5-6 
EXISTING NOISE LEVELS - SAMPLE LOCATIONS FOR ALTERNATIVES 

Sample Number 

1 
la 
2 
2a 
3 
3a 
4 
4a 
5 
Sa 
6 
6a 

Location 

Imperial Highway at Western Avenue 
Imperial Highway at St. Andrews Place 
Rosecrans Avenue at Western Avenue 
Rosecrans Avenue at Denker Avenue 
Manchester Avenue at Central Avenue 
Manchester Avenue at Mary Avenue 
Long Beach Boulevard at Los Flores Boulevard 
Imperial Highway at California Avenue 
Alondra Boulevard at Orange Avenue 
Alondra Boulevard at Gundry Avenue 
Firestone Boulevard at Paramount Boulevard 
Firestone Boulevard at Myrtle Street 
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L10-dBA@ 50 Feet 

72 
71 
73 
71 
71 
70 
67 
73 
75 
70 
76 
72 



The existing noise levels, as would be expected, were highest at major intersections. The 
higher traffic volumes from four directions instead of two, plus acceleration noise, pro
duced noise levels 1 to 5 dDA greater than those away from major intersecting streets, 
Along the arterials away from major intersecting streets, traffic patterns were invariably 
intermittent or platooned. The average speed for these conditions ranged from 25 mph to 
35 mph, The recorded levels resulted in Lio values of 67 to 72 dBA along the arterials and 
70 to 76 dBA at the intersections. 

To provide service at current levels (25 mph), the equivalent of 8 to 10 additional sur
face street lanes would be required between Rosecrans Avenue and Uanchester Doulevar·d. In 
terms of impact on the community, the widening alternative will raise present noise levels 
by 10 to 15 dBA at the frontage opposite widenings. 

Along grade separated facilities, the immediate frontage would experience increases ap
proaching 10 dBA, double the present loudness. Noise levels throughout the neighboring 
feeder-street systems will also be higher due to the detouring required by the users of 
the grade-separated arterials. Increases of as high as 10 to 15 dBA can be expected. 

As noted earlier, Lio noise levels are those levels which are exceeded 10 percent of the 
time. In order for mass public transit (the exclusive busway in this case) to have an ef
fect on local noise levels, trips would have to occur in excess of one per minute, This 
frequency is much greater than the service required to satisfy predicted patronage in this 
corridor. On this basis, it would be concluded that transit operation would have a negli
gible noise impact, but present buses and railed vehicles are very noisy and produce peak 
noise levels in the same range as diesel trucks, 80 to 92 dBA at 50 feet. When these vehi
cles are mutually operated with other motor vehicles on the same facility, such as the 
median busway element of the proposed project, their noise levels blend and have practic
ally no effect on the already high levels predicted for the freeway. On the other hand, 
noise levels next to an exclusive transit system will fluctuate from a base or ambient 
level of approximately 60 dBA Ufl to 80 dBA and higher for each passing vehicle. This dif
ference is greater at night when ambient leveli;; are normally down to 40 dBA.While the 
Lio method does not indicate an impact, the intermittent increases in local noise levels, 
several times higher than existing, are disturbing and therefore will have an impact on 
adjacent communities. 

For the No Project alternative, the levels of service and corresponding vehicle speeds 
will decrease on arterial streets as corridor traffic volumes increase. Also, as volumes 
exceed the capacity of the major arterial streets, traffic will seek alternative routes 
and probably divert to secondary streets, many of which are basically residential streets. 
Speeds of less than 20 mph and congestion could double and sometimes triple (10-15 dBA) 
present noise levels at adjacent arterial frontage. This increase will extend the highway 
noise several hundred feet further into the community than present impact levels reach. 

!-ioise ',litigation 

I-105 Project (and Hawthorne Location Alternatives): 

The maximum predicted noise levels at sensitive locations are generally considered to be 
within the realm of control by conventional mitigation methods. The methods currently 
used to mitigate noise levels can he divided into two major caterrc,ries: (1) Reduction of 
noise levels at the freeway by path interference; and, (2) Reduction of noise levels at 
receptor locations by modification of receptor. 

Freeway designs that maximize the use of depressed roadway sections are effective in dimi
nishing the impact of traffic noises. A depressed freeway design through level terrain 
has an advantage of approximately 10 dBA compared to an at-grade section at 100' distance. 
This advantage decreases rapidly for nearer distances and is cocpletely lost near the 
crest of the side slopes, where all shielding from the traffic lanes is eliminated. Ele
vated freeway designs are less effective than depressed roadway sections but can offer an 
average of 3 to 7 dBA advantage over at-grade sections depending on lateral shoulder 
widths and observer heights. 

The construction of barrier walls, earthen berms, or combinations thereof, are measures 
that can be used to reduce noise levels by interrupting the sound path between the source 
and receptor. To be effective, the barrier wall should have reasonable mass, be impervi
ous to air flow, block the view of the noise source, and exhibit high losses and low effi
ciencies with respect to refractive and reflective sound paths. 
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The noise-reducing cha r acteristic of barrier-type walls varies with the heir.ht of the bar
rier, the locations of the noise sources and receptors, and the existence an~ character of 
~lternative noise transmission paths. A maxinum of 12 to 1~ dRA attenuation may be ob
tained from practical noise harriers under ideal conditions. Typical means of reducing 
noise levels from freeway path interference are shown in Figures 5-20 and 5-21 . 

Dasie barrier requirements at specific locations along the Project are tabulated in the 
previously noted Exhibit 7 in Appendix E. These tabulations indicate the physical dimen
sions of barriers which are estimated to reduce noise to meet design levels. Final loca
tions, types and dimensions will be determined during development of final design details 
when such factors as safety, costs, aesthetics and availability of right-of-way are consi
dered along with the results of consultation with local officials and colllTlunities. Mitiga
tion to 70 dBA or less with exceptions discussed below will be provided unless the design 
studies and consultations indicate a need for additional exceptions to the design levels. 

There are approximately 32 sensitive sites next to the project alignment where analysis 
indicates that design levels will not be met. Most all are at locations which could be 
mitigated but the measures required make abatement impractical. The circumstances and al
ternatives are noted in the Summary of Noise Data (Exhibit 7 in Appendix E) and in Table 
5- 7. 

TABLE 5-7 
LIST OF NOISE EXCEPTIONS 

Location No. of Buildings 

1. Upper floor of 2-story residence on Redfern 
Avenue between 112th Street and 111th Place 
(East side of Route 405 Freeway) 

2. Upper floor of 2-story residence, north 
side Route 105 Freeway between Condon 
Avenue and Truro Avenue 

3. Upper floor of 2-story residence, south 
side Route 105 Freeway between Hawthorne 
Boulevard and Acacia Avenue 

4. Upper floors of 2-story residences, north 
side Route 105 Freeway between Croesus 
Avenue and Mona Boulevard (North side 
Impe_rial Highway) 

5. Single story residences, south side Route 
105 Freeway between Atlantic Avenue and 
Virginia Avenue 

6. Upper floor of 2-story residence, north 
side Route 105 Freeway between Imperial 
Highway and State Street 

7. Single story residences, north side Route 
105 Freeway between Long Beach Boulevard 
and Copeland Street 

3. Upper floors of 2-story residences, north 
side Route 105 Freeway between Birch Street 
and Bull is Road 

9. Single story residences, east side Route 405 
Freeway between 109th Street and 104th Street 

10. 2-story residences east side Route 605 Freeway 
between Adoree Street and Imperial Highway 

(1) 

(1) 

(1) 

(4) 

(3) 

(1) 

(5) 

(4) 

(7) 

(5) 

(32) 

*Noise levels dominated by other sources such as aircraft overflights 
and adjacent highway traffic making noise abatement measures 
ineffective. 
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73 dBA 

73 

71 

11• 

72 

72 

75 

72 
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The shielding of interiors from external noise sources is largely depenctent on the amount 
of natural attenuat io n PTOvided by a structure's composition, orientation, and degree of 
exposure through window areas. 

The types of practical, remedial, treatment that can be used to reduce the noise penetra
tion into interior areas is basically the closure or sealing off of the window areas by 
double-paning, glass block, etc. The noise reductions provided by this method of treatment 
is shown in Table 5-8. Also listed are the ran~es of peak exterior noise levels (dBA) that 
will satisfy the interior noise requirement for school classrooms. 

TABLE 5-R 
SOUND TRANSMISSION LOSS 

Condition 

Windows partly open 

Windows closed, and about 50% of 
wall area 

Windows closed, and less than 
50% of wall area 

Storm windows added with 3" to 4" 
of space between panes 

Windows replaced with glass block 
(in thick concrete walls only) 

Noise Barrier, completely hiding 
trucks from school 

Typical Reduction of 
Exterior Noise (dBA) 

10 - 15 

20 - 23 

23 - 28 

30 - 35 

40 

15 or more 

*A sound barrier can reduce peak noise exposures of 80 dBA 
down to 65 dBA or less provided that the sources in all 
lanes can be hidden from view. 

NOTE: All except for the first and last-listed conditions, 
require that a system be provided for ventilation, 
heating, and cooling. 

Source: Design Information Bulletin No. 50. 

Exterior dBA, Peak Tolerable 
Exposure for School Classrooms 

60 - 65 

70 - 73 

73 - 78 

80 - 85 

90 

*See Comment 

In addition to mitigating noise at the receptor, technological efforts are being made to 
reduce noise generated at the source; i.e., the motor vehicle. Current law (California 
Vehicle Code-Section 27160) establishes a time table for the yearly reduction of nois~, 
ultimately to acceptable levels. In the opinion of most experts, however, it may be ex
tremely difficult to fully comply with the established time frame--1987. 

Summary 

While no clear-cut choice can be made in terms of one alternative over another relative to 
noise impact, the following factors should be kept in mind in weighing the various options. 

The Project introduces a new facility into an urbanized area where previously nothing of 
equivalent magnitude existed. This will result in a "sudcten" increase in noise level to 
the population adjacent to the new facility. At the same time it will provicte reductions 
in noise along arterial streets due to traffic diversion. The non-freeway alternatives, 
while perhaps producing the same or even greater noise levels along the arterials, will do 
so gradually. While the end result is very nearly the same, the perception and degree of 
disturbance may be judged quite differently. The suctden appearance of a new noise source 
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can and probably will be perceived as far greater than the same phenomenon gradually 
building up over a long period of time. It follows that the public reaction to a sudden 
noise increase would be far more intense and critical than for a gradual one. 

A counter-balancing factor is the application of mitigating devices that Caltrans and U.S. 
Department of Transportation have developed and are presently committed to for freeways. 
Similar applications could be made for the Exclusive Busway. However, evidence to date 
suggests that there are no practical ways to mitigate noise for the other alternatives. 
Even assuming techniques could be made available which would bring noise levels associated 
with these alternatives within acceptable criteria, there is presently no clear responsi
bility for implementation of such measures on conventional surface streets. 

In summary, an increase in traffic-generated noise can be expected regardless of the meth
od of solving the transportation needs of the corridor, or even under a No Project situa
tion. 

If the I-105 Pro1ect is constructed, noise level along parallel arterials 
as surface traff c diverts to the freeway. While noise levels adjacent 
increase, mitigation measures could maintain noise at levels established 

would decrease 
to I-105 would 

to minimize in-
terference with most normal daily activities. 

/A median busway as part of the Project would not create any additional noise impact. 

The freeway-transitway alignment alternatives in the Hawthorne area (original adopted and 
Bell lines) involve substantially the same noise impacts as the proposed Imperial Line. 
However, in that the locations are different, the receptors are different. 

Under No Project conditions, noise levels would increase throughout the corridor, along 
both major and secondary arterials. 

The Exclusive Buswat alternative would have little impact based on the L10 analysis method. 
However, there wou d be an impact from intermittent peak noise, which could be mitigated 
with barrier walls. There would be an insignificant effect upon noise levels along corri
dor arterials (i.e., would be similar to No Project conditions). 

The Local Improvements alternatives produce noise level increases along improved major ar
terials and tend to forestall increases along secondary arterials. 

A combined Busway and !Jocal Improvements alternative would produce noise level increases 
along the busway and Improved arterials, and would tend to hold noise along secondary ar
terials at existing levels. 

It is impossible to rank alternatives with respect to noise impact due to the variety of 
locations and number of people which would be affected. Overall, the I-105 Project would 
result in the least relative increase in future traffic-generated noise within the entire 
corridor. This assumes joint community/Caltrans agreement on barrier details to permit 
their most effective use. 

5.3 VIBRATION IMPACTS 

Introduction 

Many studies have been conducted over the last decade to evaluate possible vibration im
pacts from freeways. Generally, it has been found that earthborne traffic and construction 
vibrations were usually insignificant 100 .feet removed from the freeway or vibration 
source and, where measurable, were very small in magnitude. 

Therefore, no general study of vibration impacts was made for either the I-105 Project or 
the alternatives. 

However, investigation did reveal two extremely vibration sensitive industrial facilities, 
each with structure walls within 200 feet of the Project right-of-way, which became the 
subjects of tests to determine whether critical vibration impacts would result from devel-
opment of the Project. / 
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Summary of Vibration Studies for Critical Receptors 1 

~orthrop Corporation's Facility: 

The :iorthrop Corporation operates ~n industrial facility in the City o.p Hawthorne, located 
at 120th Street and Van Ness Avenue. The facility produces optical and electronic devices 
that are highly sensitive to vibrations hoth during their development and during labora
tory testing. The Project woulrl be located north of the plant with the edge of the nearest 
freeway lane about 140 to 150 feet from the building wall. 

Caltrans conciucted studies which concluded that the Project would not adverselv affect the 
facility,2 while Northrop Corporation conducted studies that concluded otherwi;e.3 

Consultation with Northrop officials to reconcile the different conclusions of the two 
studies was interrupted and postponed until the future of the Project is clarified, both 
legally and in Hawthorne. 

In any event, if the Project is completed, some property acquisition from Northrop is re
quired. The question of Project generated vibrations and their effect upon plant opera
tions will, of necessity, be resolved and mitigated as part of the right-of-way acquisi
tion negotiations. 

Rockwell International: 

The critical receptor is a meteorlogy laboratory within Rockwell's Downey complex. It is 
used for testing sensitive components for various aerospace systems, and would be located 
about 430 feet north of the Project. 

Tests conducted in 1960 concluded that the then planned Project would not significantly 
increase present in-plant vibrations.4 

The now proposed Project could alter traffic patterns near the facility, so that some mi
tigation might he required. It does not appear that there would be any insurmountable 
vibration impact. 

nockwell International was concerned that Project induced vibrations, particularly during 
construction, could affect use of the facility. Subsequent discussions concluded that 
construction provisions could be developed to minimize or eliminate vibration impacts. 

As noted above, the Northrop facility, vibration concerns will be addressed, resolved and 
mitigated as part of the right-of-way negotiations. 

Summary 

Essentially, the prospect of adverse vibration impacts being associated with the Project 
seems to be insignificant· based on the studies conducted for other projects in the last 
decade, and from the two specific studies conducted on vibration-sensitive facilities. 

1critical receptors are defined as those activities which have specific and unusual 
vibration tolerances. 

Hawt orne, ann, o nson an 

4Nordling, E.F., "A Survey of Earth-Borne Vibrations at North American Rockwell
Downey Facility," California State Department of Public Works, Division of Highways, 
Harch 14, 19cg. 
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5.4 WATER QUALITY AND SOLID WASTE 

Introduction 

The approach utilized for the water quality and solid waste study1 is primarily a qualita
tive evaluation of the potential problems which could occur when transportation facilities 
are constructed in urban areas. A determination is made of activities which may affect 
water quality or solid waste disposal and the plans, procedures and capabilities to meet 
existing standards and guidelines. 

Water Quality 

Within the I-105 corridor there are six major drainage channels. Five of these flow to 
the Los Angeles-Long Beach Harbor areas, they are: The Los Angeles River, Rio Hondo River 
(tributary to the Los Angeles River), Compton Creek, Cerritos Channel and Dominquez Chan
nel, The San Gabriel River flows directly to the Pacific Ocean south of the Long Beach 
Marina. These channels, prior to urbanization of the basin may have been dry creeks or 
intermittent streams and have been largely paved or lined to control storm waters. There 
are numerous smaller storm drains and channels which contribute to these major channels. 
The drainage areas range from 2,5 square miles to 620 square miles. The total area drained 
is over 945 square miles, while the Project surface area is 1.1 square miles, or 0.12 per
cent of the total. 

In this densely populated urban development storm runoff is now at a maximum. The quantity 
of runoff will not change appreciably as a direct result of the Project. The flood control 
characteristics of the corridor may be enhanced by construction of storm drains of greater 
capacity within the right-of-way. Other than minor hydraulic improvements, drainage pat
terns will not materially change. 

Streams in the project area are used mainly for flood control purposes and to carry off 
effluents from sewage plants and industrial waste dischargers. No important fisheries' 
resources will be affected by the proposed freeway development. Since this route passes 
only through urbanized areas, no wildlife will be affected. There are no natural marshes 
or wooded areas within the freeway corridor. 

The effects of 
Methods have not 
all contaminants 
nants from urban 

roadway runoff from a highway, on ocean waters are presently 
been developed to separate highway-related contaminants from the 
from the drainage basin. FurtherDK>re, standards for control of 
runoff have not been established. 

unknown. 
total of 
contami-

However, it would appear that highway-related contaminants entering the drainage system 
must be directly proportional to the aDK>unt of VMT and considering that the I-105 Project 
will have a very limited affect on regional VMT (less than 1 percent), it can be concluded 
that any effect on ocean waters from contaminants related to the I-105 Project would be 
insignificant. 

The entire network of drains and channels is for flood control purposes. It does not sup
ply water to reservoirs to be used for drinking water purposes, nor are flows diverted to 
impoundment basins to replenish the underground water table. 

Water wells which exist within the Project right-of-way will be abandoned (and replaced if 
required by their owners) in accordance with the requirements of the California Department 
of Water Resources to prevent possible pollution of the underground water basin. A listing 
of wells which have been investigated is included in Appendix E as Exhibit 10. 

Erosion from construction operations is controlled by contract specifications. 2 The con
tractor is required to present a comprehensive plan covering all contingencies, not only 
for erosion control, but water pollution control. The plan must be approved by Caltrans 
and adhered to by the contractor or work on the Project may not commence or proceed, 

1aased on results presented in Water Qua;ity Report: El Segundo-Norwalk Freeway, 
7 LA I/105, California Department of Transportation District 7, Environmental 
Investigations Unit, August 1973 (updated January 1974). 

2CALIFORNIA STANDARD SPECIFICATIONS, January 1975, Section 7 - 1.0lL Water Pollution. 
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Long-range erosion will be controlled by landscaping the Project. As root systems become 
established, slope areas will stabilize which eliminates the possibility of massive ero
sion entering the aquatic environment. 

Accidental spills of materials, whether harmful substances or not, can create a potential 
hazard both to man and the environment. Procedures established for containment and removal 
of such material limits the possibility of a major catastrophe. Cleanup of spills is han
dled by a variety of methods. Following identification of materials, removal is based upon 
the guidelines or directive of the coordinating agency and/or the expertise of the person
nel responding to the incident. Obvious nonhazardous materials are removed and deposited 
at appropriate disposal sites. Nonhazardous liquid spills are covered with absorptive ma
terials, and likewise removed and deposited. Hazardous materials are usually handled 
under the direction of experts. In their absence, measures are taken to avoid illlDediate 
threat to human life. Removal of any foreign substance by washing onto side slopes or in
to local drainage systems is avoided. The exception, again, would be only for the immedi
ate protection of human life. 

Chemicals used as pesticides, herbicides, and fertilizers have become a matter of concern 
throughout the United States. The main areas of concern are that many synthetics used for 
pesticides or plant control are extremely toxic and resist degradation to less toxic forms. 
Also, some of the chemicals contribute to nutrient enrichment of receiving waters and can 
stimulate algae growth. Caltrans, having recognized this problem has adopted a policy to 
retain as much native vegetation on roadsides as may be compatible with adjacent areas, 
safe highway use, aesthetics, and erosion and dust control. Criteria for selecting pesti
cides, herbicides, and fertilizers; for use within the highway right-of-way; are safe for 
highway users, personnel applying the materials, adjacent plan and animal life, and down
stream aquatic life. Performance and economy are secondary considerations. 

Particulate materials from combustion, petroleum products, rubber and asbestos are the 
major contributions ·of vehicles· to roadway matter which might enter the aquatic environ
ment. These pollutants accumulate, in greatest amounts, in the areas closest to the edge 
of the roadway. These materials, along with other debris accumulated on and near the road
way, will be washed into storm drains during a rainstorm and eventually deposited into the 
aquatic environment. The toxic effects of particulate matter on aquatic life is currently 
under study, however, results will not be available for several years. In any event, traf
fic estimates show that daily vehicle mileage will not change significantly, whether or 
not the Project or any of the alternatives is constructed. Therefore, no significant 
change in particulate materials or their impacts is expected. 

Solid Wastes 

Solid wastes, and their handling, usually is of most concern during construction of a 
project in an urban area. These wastes are either degradable or non-degradable. 

Non-degradable waste consists of brick, concrete, asphalt, etc. These materials are usu
ally incorporated directly into embankment areas and pose no threat to health. 

Degradable matter consists of trees, shrubs, and vegetation which require special handling. 
These materials (and any excess non-degradable material) are disposed of under State and 
local sanitation regulations. 

The Project will result in the removal of three old dump sites (over 550,000 cubic yards) 
which contain organic (degradable) materials, and may be polluting the underground water 
basin. Material from these sites can be disposed of by placing in approved sanitary land 
fills. The Los Angeles County Sanitation District operates several class II sites certi
fied by the Regional Wat~r Quality Control Board, which can accept this material. The most 
convenient to the Projectl would be Puente Hills Landfill Site Uo. 6. A private site, oper
ating Industries Landfill Site in Monterey Park, which is presently in operation also 
could accommodate the waste material. An alternative method of disposal of this dump mate
rial which is also being investigated, and which could be utilized for this Project con
sists of incorporating the material in the interior portion of large freeway fill areas 
above the original ground plane. With this method the protective requirements for a Class 
II site are specified for the fill construction. This alternative, in addition to provid
ing protection to the underground water basin from pollution, has the advantage of not re
ducing the capacity of existing landfill sites. This method may also prove more economi
cal, and will avoid long hauls to existing dump sites. All construction details will be 
coordinated with and concurred in by the State Regional Water Quality Control Board prior 
to beginning such work. 
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Solid wastes are of less . concern for a completed project. The Project, being within the 
Los Angeles urban area, will not have rest areas and attendant restrooms, and therefore no 
sewage disposal problems. Trash generated on the freeway wilI be disposed of in licensed 
public dumps, while any dead animals will be removed to the nearest animal shelter for 
disposal. 

Alternatives to the Project 

The alternatives to the Project were not specifically analyzed with respect to potential 
water quality and solid waste effects. However, based on the Project findings, no signi
ficant effects or differences in effects are anticipated. 

Summary 

The effect of the Project on the water quality in the Los Angeles Basin will be negligible. 
No major changes in drainage patterns or storm runoff are expected. Measures are included 
to minimize pollution of the aquatic environment from erosion, accidental spills, herbi
cides, pesticides or fertilizers. No significant change in motor vehicle related particu
late matter or impacts are anticipated. 

A major benefit of the Project from a solid waste standpoint is expected through removal 
of three existing dump sites within the right-of-way. These dump sites contain organic 
wastes which may be polluting the underground water basin. No significant impacts are 
expected through disposal of project generated wastes. These can either be recycled into 
the Project or disposed of in approved sanitary landfills. 

Alternatives to the Project are not expected to have any significant difference in water 
quality or solid waste impacts, except for the Exclusive Busway, which will also result in 
removal of the existing dump site waste material referred to above. 

5.5 REGIONAL GEOLOGY AND SEISMIC EFFECTS 

Introduction 

This section sunmarizes the results of a study1 covering such specific subjects as: 

Geological Setting 
Landslides and Slope Stability 
Slope Erosion and Sedimentation 
Subsidence and Settlement 
Subsurface Water 
Economic Resources 
Seismicity (Earthquakes) 

The principle questions are whether the Project or its alternatives w~ll affect, or be af
fected by, static (geologic) or dynamic (seismic) conditions. 

Geologic Effects 

There are no known major geologic features that are unique within the I-105 corridor which 
set it off from the rest of the Los Angeles Basin. A major fault, the Newport-Inglewood 
Fault, crosses the alignment; however, it trends northwest across the corridor so that it 
cannot be avoided. Therefore, there is no geological reason to consider changes in the 
location or scope of the Project or the alternatives. 

Consequently, the most significant geological features become the local soils and their 
relationship to the Project or the alternatives. In this regard the major factor affecting 
soils is whether a proposal is grade-separated or not. Grade-separated projects (freeways, 
busways, transit facilities, etc.) usually involve excavation of large amounts of earth, 
and movement into the embankments. 

I 

1GEOLOGICAL REPORT: Route 1/105, California Department of Transportation, 
District 7, Materials Section, April 1974. 
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Excavation will intercept some "perched" ground water in certain locations. Perched ground 
water is distinct from, and lies above, the permanent water table from which water is 
drawn for domestic purposes. Thus, interception of such water poses no threat to public 
health and is usually handled in the same manner as storm water. 

Embankment construction results in compressing the underlying soil as materials are placed 
upon it. Over a period of time, this underlying soil will subside and the embankment will 
settle; however, these effects, even where considerable settlement occurs, are so extreme
ly localized that they do not affect adjoining property. The three dump sites noted in 
the previous section are man-made but are considered part of the local geology, In addi
tion to having potential for polluting underground water, they consist of unconsolidated 
material. They will be removed and replaced with new embankment, or with proper process
ing, may be consolidated in new embankment above the existing ground elevation. 

An aspect of soils, already addressed in the previous section, is their erosive nature, 
The soils in the corridor have moderate to high erosive qualities which could contribute 
to sedimentation in the drainage systems if unprotected; however, erosion control measures 
such as straw, seeding, mulch, etc. are a part of Project design. 

No landslides or areas of slope instability are expected, 

The Project crosses the Howard Township Oil Field (between Western Avenue and Normandie 
Boulevard). Six wells which are required for the Project have already been acquired, and 
are to be sealed. Production, consisting of natural gas and crude oil, has been generally 
low. It is considered uneconomical to re-drill these wells from outside the Project. As 
an energy resource, the loss of these wells is insignificant. 

Seismic (Earthquake) Effects 

The I-105 Project is located in a seismically active area. A number of fault zones are 
found within the study area which could affect the corridor. These are listed in Table 5-9. 
Figure 5-22 shows fault zones in the Los Angeles area, The faults must be considered ac
tive with the potential for producing earthquakes. 

TABLE 5-9 
ACTIVE FAULTS ASSOCIATED WITH PROJECT 

Maximum Credible Capability 

Cucamonga 
Malibu-Santa Monica 
Newport-Inglewood 
Palos Verdes 
Raymond Hill 
San Andreas 
San Fernando 
Santa Susana 
Sierra Madre 
Simi-Northridge 
Whitter-Elsinore 

Distance from Site 
(Miles)* 

I 

24 
8 

At Site 
6 

12 
37 
23 
26 
18 
22 
10 

Maximum Historical Magnitude 
Magnitude (Richter) (Richter)** 

5.2 
6,3 

8 , 3 
6.4 

6,6 
7.5 
7.1 
7.2 
7.5 
8.3 
6.6 
6,7 
6,6 
7.5 
7.6 

*This distance is measured from the fault to the nearest point on . the 
proposed project. Sections of the project will be of greater 
distance than listed, 

**After R. W, Greensfelder 
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Duration 
(Sec) 

18 
30 

24 or more 
24 or more 

30 
40 or more 

18 
18 or more 

18 
30 
30 



In a report prepared for the California Division of 'fines and Geology in 1973, a maximum 
credible capability of Richter r.1agnitude 7 .1 has been assigned to the Newport-Inglewood 
Fault. This fault zone crosses the Project between Vermont and Western Avenues. This 
would be considered a major earthquake. A maximum earthquake on the San Andreas Fault 
could be a magnitude of 8.3, defined as a great earthquake.1 Doth of these events would 
be damaging to the area through which the Project will pass. namage would also result from 
an earthquake on the Raymond Hill-Santa Monica-Malibu Fault system or the Palos Verdes 
Fault. 

Since earthquake phenomena affect large areas, the reaction to be expected from the seis
mic event will be the same for any grade-separated project. In the following discussion, 
under particular subject headings, it is important to understand that predictions of dam
age are based on historical records of what has happened in past seismic events. Damage 
estimated at some particular magnitude is somewhat arbitrary. This is true because each 
earthquake of even the same magnitude is different; therefore, the response and exact dam
age may be different fron that predicted by application of existing data. 

Tsunami2 and Seiche3 : 

There will be no earthquake-induced problem of tsunami or seiche phenoMena on this Project. 
The west end of the Project is within one Mile of the Pacific Ocean; however, the sudden 
increase in elevation at the sand-dune line just westerly will prevent any sea wave from 
reaching the Project. 

Liquefaction1 : 

Potential for liquefaction exists when fine silts and sands are located below the water 
table. The water can be perched F,roundwate5. Along most of the Project, except the sec
tion from State Street to Atlantic Avenue, a minor chance of some area liquefaction oc
curs. An event on the Newport-Inglewood or San Andreas Fault could cause this problem, 
and there is also a possibility the Palos-Verdes or Raymond Hills-Santa Monica-Malibu 
Faults could cause liquefaction to occur. 

This conclusion is based on the existing water levels. Historically this area had very 
high groundwater near the turn of the century. An increase in the water elevation, which 
is considered unlikely, would increase the chance of liquefaction. A ·drop in water level 
would reduce the potential for liquefaction. 

Ground Shaking: 

Ground shaking, magnitude, duration, and vibration frequency characteristics will vary 
greatly, depending upon the particular fault involved and its distance from the Project 
corridor. Table 5-9 indicates the distance of regional faults to the Project. As previ
ously noted, the nearest known active fanlt is the Newport-Inr,lewood Fault which would 
intersect the Project roughly between Vermont and Western Avenues. The maximum credible 
magnitude for an earthquake emanating from this fault system is estiMated to be 7.1. This 
would create high horizontal bedrock acceleration, on the order one-half g, with a time 
duration of 34 seconds -or more. 

1see Greensfelder, Roger W., "A Hap of Haximum Expected Bedrock Acceleration from 
Earthquakes in California," California Division of Mines and Geology, January 1973. 

2A great sea wave produced by a submarine earthquake or volcanic eruption. 

3A periodic oscillation of a body of water induced by an earthquake. 

1A sudden loss of grain-to-grain bearing contact in sands below the water table, 
due to sand particle rearrangement after a shock or disturbance. This loss of 
contact causes the sand and water to flow as viscous fluid. 

I 5From State Street to Atlantic Avenue the possibility is greater because of a 
higher perched water level within these limits. 
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Earthquakes originating along other active faults at the distances listed in Table 5_q 
would have rnaxil!lum cr~dllile 1:iagnituJes fror.i G,G to 7,6, Durations coulct range from 18 to 
3() or more seconds wt::h bedrock accelerations ranging fro□ low to moderate, depending on 
the originating fault. 

T~e maximum magnitude earthquake considered to affect the stucty area would he produced hy 
ITDvement on the San Andreas Fault zone. This fault, at its closest point, is 37 niles from 
the Project, and the maximum credible magnitude is 8,3 Richter.I Characteristically, such 
an earthquake would produce mocterate grounct accelerations at the project site, with a rel
ative duration of 40 or r.iore seconds. 

Ground response will be different at various locations along the route. The alluviUPl com
posed of dune sanct and other poorly consolidated material will have a greater ground res
ponse than the more consolidatect c:;oils known as terrace cleposits.2 

Ground-shaking is the primary cause of structural damage during an earthquake; it is con
sidered the most likely daMaf.e-proctucing earthquake phenonena on this project. 

Some consolidation of foundation soils can be expected hecause of ground-shaking. The 
amount is difficult to predict without site-to-site ctynamic response analysis of the soils. 
It would be expected that the maximum aM011nt would take place with a seismic event along 
the Newport-Inglewooct zone. ~ore distant earthquakes might produce little, if any, conso
lidation, depending upon both magnitude and distance. 

Ground Rupture: 

Ground rupture can take place along the trace (surface path or location) of a fault during 
an earthquake. The potential rupture path on the Newport-Inglewood Fault cannot he deter
mined from existing data since a trace is not visible or obvious. The zone is generally 
considered to cover the area fron Western Avenue to Vermont Avenue within the Project lim
its. Significantly, no major interchange is planned with this ozone. Single-level struc
tures will be constructed in the zone, but there exists no infornation to determine if a 
fault break would take place at or near a structure. 

Landslides anct Embankment Slipout: 

Earthquake ground motion can produce landslides. While it is possible that a landslide 
could take place in an excavation area, it is considered to be a very minor possibility. 
However, any landslide that would take place would be small, with a limited effect on the 
nearby area. Normal construction practice is to cut the slopes at angles flat enough to 
minimize slides. 

Embankment slipout will he a minor problem. The most likely location would be 
ments between State Street and Atlantic Avenue. 7he higher potential in this 
to the presence of perched groundwater near the surface. If slipout occur, 
corrected through normal 'construction techniques. 

Seismic Mitigation 

the embank
area is due 
they can be 

Seismic mitigation measu~es are different from mitigation measures associated with other 
types of impacts. With ~n engineering project like the I-105, it will not increase or de
crease the earthquake hazard of an area. It is the Project itself, and the people who use 
it, that are affected by !potential earthquake ha::,;ards. 

The following mitigation 1:1easures are taken to minimize earthquake hazards: 
I 

The construction of ecbankments will reduce the potential for liquefaction by 
consolidating and constraining the foundation soils. 

1Greensfelder, op. cit. 

2Joint Committee on Seismic Safety, Final Report to California Legislature, 
Appendix C, January 1974. 

5-24 



Flattened excavation and embankment slopes, if required. This determination can 
only be made after completion of a full foundation investigation . 

Reduce depth of excavations if final field exploration indicates some area of 
potential instability during an earthquake. 

In the case of bridge structures, the following mitigation measures will be in
cluded: 

Structures will be designed in accordance with criteria which utilize a 
seismic design force that is approximately 2.5 times greater than that 
used for structures prior to the San Fernando Earthquake of 1971. Fac
tors considered in the seismic design of the structures include: 

Seismicity of the site. 

Soil response at the site. 

Dynamic characteristics of the structure. 

Ground rupture. 

Improved structural features, added following studies of the effects 
from the San Fernando Earthquake of 1n11, will be incorporated in the 
design of these structures and include: 

The use of hinge restrainers to hold together superstructure 
elements during extreme !'IIOtions. 

The use of heavy keys to limit movement between the superstruc
ture and abutments. 

The use of increased column tie reinforcement in regions of 
maximum flexure to permit dynamic excursions into the inelastic 
range without failure. 

Results of a Major or Great Earthquake on the Facility 

Dynamic analysis and nonlinear studies by Caltrans and others indicate that structures de
signed using the improved structural features will be able to withstand heavy seismic ex
citations . Damage resulting from a major or great earthquake will depend on the fault 
causing the earthquake. The maximum amount of damage would be caused by an event on the 
Inglewood-Newport Fault. Some liquefaction might take place causing minor damage. Fill 
settlement of up to 6" would take place. Pavement disruption might occur if a ground rup
ture extends to the surface. Structures may receive substantial damage, depending largely 
on the structure's location in relation to any rupture zone. 

The facility could be made operational within 24 to 72 hours if no major structure is so 
badly damaged that it will not carry traffic. Structural loss would require detour provi
sions with an indeterminate length of time required for complete repair. 

An earthquake on any other fault that would affect the Project could he expected to pro
duce only limited structural daMage, no surface rupture, and very small fill settlement. 
The facility should remain operational, but might require a reduction in operational speed 
because of pavement roughness near structures. Temporary repairs could be made in 24 to 
48 hours, with complete repair completed within a few months. 

These comments could apply equally to any grade-separated project (such as the Exclusive 
Busway) in the corridor. 

Summary 

The I-105 corridor has no unique major geologic features. Minor, localized geological 
factors encountered or affected hy the Project are well within the scope of normal engi
neering practices. These include soil-structure, sub-surface water, unconsolidated dumps, 
oil wells, and the effects of large scale excavation and embankment construction. Conse
quently, under static conditions, neither the stability of the Project nor the adjacent 
properties would be significantly affected. 
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It is recognized that the Project is located in a seismically active area and that there 
are major concerns about the possible effects of earthquakes. There are a number of earth
quake faults which could affect the Project to varying degrees. Studies indicate that the 
potential for damage from such earthquake related phenomena as Tsunamis, Seiches, Lique
faction, Landslides or Embankment Slipouts are minimal. Damages related to Ground Shaking 
or Ground Rupture represent the most severe threats. Experience gained from the 1971 San 
Fernando Earthquake has resulted in development of additional safety factors to be applied 
to bridge structures. It is now expected that these structures can withstand the effects 
of a major earthquake even though heavy damage might occur. 

The Project alternatives are not expected to be significantly affected, nor will they have 
significant localized impacts. To the extent that the alternatives are grade-separated, 
they are similar to the Project in impacts and considerations. 

5.6 ENERGY USE 

Energy availahility and consUMption have become critical concerns. To address the energy 
issue, each alternative was evaluated in terms of its impact on the Los Angeles region; 
both in terms of the direct consUMption by vehicles, and the indirect consumption involved 
to manufacture and su~port the vehicles, as well as to construct and maintain the roadway 
or guideway facility. This data is tabulated for each alternate from 1nso to the year 
?.000, in terms of equivalent weekday regional consumption of gasoline. 

As noted in Table 5-10, the range of energy impact for the year 2000 is less than 1% from 
the most efficient to the least efficient alternate. These minute differences become ab
solutely meaningless in recognition of the fact that projections of traffic volumes for 20 
years into the future are based upon critical planning assumptions which may not be 
achievable and which could be in error by a substantial margin. Also, the data presented 
in the figure is predicated on the assumption that vehicle fuel consumption and occupancy 
rates remain constant at 1974 levels. Even a slight improvement in either of these values 
would have a far greater impact than any of these alternates. For example, an easily 
achievable 1 mile per gallon improvement in vehicle fuel economy would produce a 4% reduc
tion in regional fuel consumption. In this regard, the EPA has disclosed that 1976 vehi
cles are 6% more fuel efficient than 1g75 models. 

TABLE 5-10 
LOS ANGELES REGIONAL VEHICULAR FUEL CONSUMPTION, 
MILLION GALLONS OF GASOLINE PER WEEKDAY 

Freeway-

ALTERNATIVES 

Exclusive 
Year N'o Project Transitwal Transitwal 

1980 22.30 22.36 22.31 

1990 24.30 24.44 24.29 

2000 26.23 26.46 26,21 

% above or below No Project 

Street 
Widening: 

22,31 

21.3'3 

26.25 

Alternative in the year ~000 +0.9 -0.1 +O.l 

I 
*Based on direct vehicle fuel consumption on streets and freeways, indirect 

consumption involve~ with manufacture, maintenance, gasoline retailing 
direct and indirect transit fuel consumption construction and mainte
nance of the project1 over a projected 50-year life, 

111An Interim Procedure toi Calculate Transportation Energy," California Department 
of Transportation, Transllah No, 657082, April 1976. Actual computations are 
available for inspection; in Caltrans Los Angeles Office. 
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Recause of the foregoing, energy does not appear to constitute a reasonable basis for se
lection among alternative~. For practical purposes, the fuel consumption involved with 
each must be considered the saJT1e. 

5,7 PARKS AND RECREATION FACILITIES 

Introduction 

This analysis focuses on two main Project related considerations: 

1. Facilities gaining improved accessibility. 

2. Opportunities resulting from the Project to create new facilities. 

The category of facilities discussed here are those in which no "physical taking" of prop
erty is involved. That category in which a "physical taking'TT"'"i s involved is discussed in 
Chapter 6 under Public Service and Community Facility Impacts. -

Facilities Gaining Improved Accessibility 

George Washington Carver Park, which is located at 118th Street and Success Avenue in Los 
Angeles County, is a sufficient distance from the freeway to not be affected by freeway 
noise; however, improved access to the area by way of the freewa y would occur and should 
encourage increased use of the park. Since 118tn Street, which fronts on the park, does 
not presently extend to the west across Compton Creek, this street will be constructed 
across Compton Creek with the freeway construction and will provide improved traffic cir
culation south of the freeway and improved access to the park. 

John D. Ham Memorial Park, located at Century 
gain improved access because of the Project, 
Route 7 (Long Beach) Freeway Interchange. 
generated noise due to the new ramps. 

Opportunity for New Facilities 

Boulevard and Wright Road (Lynwood), would 
due to a revision of the Century Boulevard/ 
The park will not be affected by freeway-

Specific legislation enacted in 1969, the Porter Bill, enables the State to lease some 
excess parcels to local jurisdictions for parks and recreation purposes at very nominal 
lease rates--typically, $100 per year. Not all excess parcels fall within the scope of the 
Porter Bill. However, State policy gives local communities first option to acquire any 
excess property, if for public purposes, at fair market value, Most cities have, at one 
time or another, expressed interest in taking advantage of these opportunities. 

Downey: 

A prime example, one of the first in the State using the provisions of the Porter Bill, 
involves the City of Downey. 

Downey and the State have been cooperating several years towards development of a city
proposed park (commonly known as Wilderness . Park) at the intersection of the Route 605 
Freeway and Florence Avenue. The 24-acre park consists of 14 acres of State-owned excess 
land and 10 acres of Southern California Edison Company right-of-way adjoining the State's 
land. The City has already reconstructed Little Lake Road to accommodate revisions to 
I-605 in connection with I-105 and the park is essentially developed at the present time. 
This park is designed to service the entire community of Downey and, in keeping with the 
City's overall park and development plan, will assist in the integration of the highway 
facility into the col!lllunity. In addition to Downey, the park is readily accessible to 
residents of Norwalk, Santa Fe Springs, Pico Rivera and Bellflower. It is also an asset 
to the highway user in that, when fully developed, it will he aesthetically pleasing and 
provide an opportunity for the traveler to enjoy a recreational facility in immediate 
proximity to Route 605, 

Paramount: 

Another parcel identified for possible park purposes lies between the Los Angeles River 
area and future Orange Avenue. It is about 150 feet wide, nor.th of the Project and totals 
about 1,5 acres. The City of Paramount has intended to provide park facilities in the 



>-

·8neral area, anrt this parcel could serve that purpose. Should this he iMplemented, it 
,ulri connect on the westerly end to an area identified by Los Angeles County as a possi

ble linear park parallelin~ the River Channel, where a hiking anrl riding trail is already 
in use. 

Another site which could bl developed into a park is locaterl at the present site of the 
Roo s evelt Elementary School in ParaM011nt. Approximately five acres coulrt be available as 
excess property, if the School District does not wish to retain it for school use. The 
City has expressed a desire to create a park in this portion of the community, and this 
property coul d serve that purpose. 

South-Central Los Angeles : 

In the south- central portion of Los Angeles, particularly the Watts-Green Meadows Commun
ity, there are few parks or recreation facilities. During the Design Concept Team Studies, 
a unique opportunity arose for development of a linear park adjacent to the freeway, 
tho ugh the utili 7,ation of excess parcels between 116th Place and the freeway from San Pe
<l ro Street to Wadsworth Avenue. It was suggested that a spine of linear parks could be 
deve loped through similar treatment of Department of Water anrt Power right-of-way east of 
Stanford Avenue, a multiple use becoming more common in the Los Angeles urban area. If 
i mplemented, the combination could provide much needed recreational facilities at nominal 
cost. 

While there has been a reluctance on the part of the local jurisdiction to take advantage 
of this opportunity, due to financial limitations for maintenance and concern for supervi
sion and uolicing, the City Planning Department has inclurled the concept in the Southeast 
General Plan currently under preparation. Also, it was included with other potential pro
grams considered by the 1.fortel Ci ties Program but has a relatively low priority at the pre
sent time. However, the opport'Unity remains, and the City will he given first option to 
any public sale. 

Other excess parcels are available and the affected cities have generally expressed posi
tive interest in the available opportunities. 

Nonmotorized Traffic Facilities 

l'fhen designing a new freeway project, or widening an existing freeway which requires addi
tional outside right-of-way, a determination is made as to whether there are existing 
pedestrian and bicycle routes or reasonable alternatives within the proposed corridor. It 
there are not, appropriate facilities will be incorporated to conform to master plans of 
local agencies. In the interest of the nonrootorized highway user, Caltrans will cooperate 
and coordinate with appropriate Federal, State, regional, local or private entities as 
part of the regional and Statewide comprehensive transportation planning processes. Such 
planning will give full consideration to, and will incorporate, to the extent possible, 
any adopted or proposed jFederal, State, regional or local master plan pertaining to non
motorized transportation 'routes. 

In the specific instances noted below, the Project will be designed such that these will 
be.!!£ "physical taking" qf public lanrls devoted to these types of recreational facilities. 

Los Angeles-El Segundo: 

The City of Los Angeles proposes a bicycle route in Imperial Ilighway from Pacific Ocean at 
Vista Del Har Boulevard to Sepuvleda Boulevard with provisions for future extension east
erly. Because this route coincides longitudinally with a portion of the I-lOfi Project, 
rather than merely crossing it, it poses a special problem. Caltrans and the city staff 
have opened discussions to make appropriate provision for this bike route in the proposed 
Project. 

Inglewood-Hawthorne: 

The Los Angeles County Regional Planning Department and the Department of Parks and Recre
ation propose a bicycle trail in the Route 105 Corridor. From the ocean, the route runs 
east along Manchester Boulevard, then south along Inglewood Boulevard, over I-105, to the 
Southern Pacific Transportation Company's railroad line where it turns southwesterly along 
the existing railroad line. It would not be affected by either the Project or alternatives. 

1Roosevelt Elementary School will be acquired for the project. 
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Los Angeles City-Los Angeles County Boundary: 

In the I-105 Corridor, the Los Angeles County Regional Planning Department and the Depart
ment of Parks and Recreation propose Vernont Avenue as a north-south bicycle trail, where 
it will pass over and not be affected by the Project. 

Watts-Willowbrook: 

In this corridor, the Los Angeles County Regional Planning Department and the Department 
of Parks and Recreation propose Central Avenue as a north-south bicycle trail. It will 
pass under the Project throur,h a separation structure, and consequently, it will not be 
affected. 

Los Angeles River Vicinity: 

A hiking and riding trail exists generally along the east side of the river right-of-way. 
This trail is included in the County Department of Parks and Recreation Haster Plan of 
hinking and riding trails. Approaching the south of the Project, it traverses excess Los 
Angeles County Flood Control District property outside the channel fence, until it 
approaches the Southern Pacific Transportation Company's right-of-way. The trail then 
crosses the levee and down into the channel so as to pass under the Southern Pacific 
Transportation Company's right-of-way (and tracks), then climbs the bank and across the 
levee again. This is in the general area of the Route 105, Route 105/7 Connector struc
tures. 

It is proposed to extend these bridge structures far enough east to allow the hiking and 
riding trail to avoid the present detour down into the river channel. The trail will then 
be adjacent to a realigned Los Angeles County Flood Control District access road which can 
also be used to provide continuity for a potential linear park along the east side of the 
river. Under the structure, the hiking and riding trail will contain paved and unpaved 
sections through the structure area to allow for hiking, bicycling, and equestrian use. 
The Los Angeles County Department of Parks and Recreation has reviewed the proposed ffiethod 
of handling the trail and finds it acceptable. 

Paramount: 

The City of Paramount has adopted a system of bicycle routes, two of which cross the Proj
ect at Paramount Boulevard and Downey Avenue. Separation structures are provided so the 
bicycle routes can be retained on both streets. 

In addition,- a segment of the Southern Pacific Transportation Company's West Santa Ana 
Branch Railroad right-of-way from the Los Angeles River levee soutLeasterly to Compton 
Boulevard has been designated. The proposed Project passes near this route at its junction 
with the hiking, biking and riding trail along the River. This bikeway will be accomroo
dated and coordinated with the River trail as indicated in the preceding discussion. 

San Gabriel River Vicinity: 

A hiking and riding trail exists along the eastern side of this river, just outside of the 
levee. This trail is also included in the County Department of Parks and Recreation Mas
ter Plan of Trails. It was opened in the fall . of 1973 to bicycle and equestrian users, 
between a point just south of 1'fhittier Narrows Recreation Area (San Gahriel River Parkway) 
and Eldorado Park in the City of Long Beach. The trail is operated and maintained by the 
Los Angeles County Department of Parks and Recreation, under a permit from the County 
Flood Control District. 

Because of the trail, modification of project bridge structures is necessary so that con
tinuity will be continued. Specific treatment for accommodating the trail will he submit
ted to the Department of Parks and Recreation for their review and concurrence. 
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5.8 ARCHAEOLOGICAL AND HISTORICAL SITES 

Introduction 

Congress, in 1966, enacted the National Ilistoric Preservation Act, thereby initiating pro
cedures for the protection and preservation of historic and cultural properties.1 

Briefly, the procedures established require: 

An inventory of sites which nay be adversely affected by a proposed public 
undertaking (project). 

Public informational meetings to consider the proposed project and its effects 
on historic or cultural property. 

Consultation and agreenent hetween Federal, State anrt Agency (project sponsor) 
on a feasible and prudent alternative to either avoid or mitigate adverse effects. 

Inventory of Archaeological Sites 

The potential impact of the proposed project on archaeological resources was assessed by 
the University of California, Los Angeles, in a study conducted under supervision of Dr. 
C. William Clewlow, Jr., Ph.D., Chief Archaeologist of the Institute of Archaeology's 
Archaeological Survey. The report on the survey, dated Harch 4, 1975 is included in Ap
pendix E as Exhibit 9. The survey disclosed only one archaeological site, prehistoric 
Indian ruins which are described as having largely been destroyed by previous urbanization. 
Further, the report indicates the site, located north of the project, should not be~ ma
jor factor in consideration of the route. 

There is, of course, the potential to unearth unknown sites during the course of construc
tion. Under these circumstances, State and Federal regulations provide for their immedi
ate protection until an evaluation of the site can be made, and any salvage operations 
completed. 

Inventory of Historic Sites 

A survey revealed the following designated or potential sites within the I-105 corridor. 
(These sites are also located on Figure 2-11, Comr.mnity Facilities in the Corridor, in 
Chapter 2.) 

Designated Cultural Resources: 

Centinela Adobe 
7631 '.fidfield Avenue, Inglewood 
Located 2.6 miles nqrth of the Project 
Source: National R1gister of Historic Places (N.R.TT.P.) 

Watts Station I 
1686 East 103rd Str~et, 
Located 1.1 miles ntjrth 
Source: N.R.ll.P. i 

I 

Los Angeles 
of the Project 

Lynwood Pacific Ele4tric Railway Depot 
11453 Long Deach Bo4levarct, Lynwood 
Located within the proposed Project 
Source: N.R.H.P. I 

I 
I 

Centinela Springs 
Centinela Park, City of Inglewood 
Located 3.1 miles north of the Project 
Source: California

1

Historical Landmark (CHL) #363 

1
National Historic Preservation Act of 1966 (80 Stat. 915; 16 USC 470); 
Executive Order 11593 of May 3, 1971 (16 F.R. 8!'.}21 USC 170) "Procedures 
for Compliance-Protectiqn of Properties on the National Register" (36 
CFR 300) February 11), l!l74. 
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Heritage House 
205 South Willowbrook Avenue, Compton 
About 2.2 miles south of the Project 
Source: CHL #664 

The Watts Towers of Simon Rodia 
1765 East 107th Street, Los Angeles 
About 0.7 mile north of the Project 
Source: Los Angeles Historic-Cultural Monument (LAIICM) #15 

The Watts Station (see above) 
Source: LAHCM #36 

Hangar #1 - Los Angeles International Airport 
5701 Imperial Highway, Los Angeles 
About 1,000 feet north of the Project 
Source: LAHCM #44 

The Angeles Abbey (Example: Islamic Revival Architecture) 
1515 East Compton Boulevard, Compton 
About 1.7 miles south of the Project 
Source: A Guide to Architecture in Southern Californial 

International Hotel (Architectural Uerit) 
Vicinity of Sepulveda and Century Boulevard, Los Angeles 
1.0 mile north of Project 
Source: Cited by American Institute of Architects 

,._ 

The following cities in the corridor reported that no local landmarks have been designated 
within the corridor: Norwalk, Par·amount, Redondo Beach, South Gate, Torrance, Bellflower, 
El Segundo, Hawthorne, Downey, Inglewood and Gardena.2 

Potential Cultural Resources: 

The City of Lynwood has id~ntified four properties which are considered to have architec
tural merit. 

Recreation Building at 11555 Wright Road about 0.2 mile north of proposed 
project. 

House at 12156 Louise Avenue about 0.1 mile south of proposed project. 

House ·at 11118 Duncan A'venue about O. 7 mile north of proposed project. 

House at 11175 Pope Avenue about 0.8 mile north of proposed project. 

The City further states, however, that these properties do not possess any historical sig
nificarice concerning the City or their invention, nor do they possess integrity of loca
tion of uniqueness of s~yle. 

The Downey Historical Society, after circulation of the DEIS, suggested that the Downey 
Cemetery might be historically significant. 

Downey Cemetery at the northeast corner of Gardenrlale Street and Lakewood 
Boulevard, about 0.1 mile south of proposed project. 

An evaluation of three of the closest sites--the Recreation building, house at 12156 Louise 
Street, and the Downey Cemetery; was conducted to determine whether they were within the 
environmental impact of the Project. It was concluded that these sites are outside of the 
area of potential environmental impact.3 

1A Guide to Architecture in Southern California, Gebhard and Winter, Los Angeles 
County Museum of Art, 1965. 

4The City of Compton did not reply to the request; however, investigation disclosed 
only The Angeles Abbey in Compton (listed above) to be within the Corridor. 

3see letter dated June 11, 1!173 from State Historic Preservation Officer to FIIWA 
Division Engineer on file in Caltrans Los Angeles Office. 
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Lo cal cultura l heritar,e groups or historica l s ocieties in each connunit y in the corridor 
have also been contacted t o insure tl1a t no existing or potential site hav ing local siGni
fic a nce has been overlooted. A listin~ of s uch r, r o 11ps and societi e s contac ted is c ontained 
in Appendix C. 

Impact of the Project on Inventori e d Cultural Resources 

The only riirect impact of the I-10 5 Projec t with cultural resources involves the Lynwood 
Pacific Electric Railway Depot wh i ch is within the area of the oroposect Lon ~ neach noule
vard interchange. (See Exhih it s 10 a nri 11 of the Section ~ ( f ) Statenent for I-105 which 
is included as an attachment to Volune I o f thi s Final EIS.) 

Th e depot i s located along the lfost Santa Ana Hranch railroad line of the Southern Pacific 
Transportation Company (S.P.T.Co.). This Branch is to he abandoned as part o f an overall 
roodification to S.P.T.Co. lines in the Watts-Will0wbrool:-Lynwoo d areas. 

When the railroad abandonment became 
ways to preserve the depot building. 
building at some location within the 
depot building for the relocation. 

a part of the Pro j ect, Lynwooct began investigating 
It was the City's intent to remove and 'place the 

City. The S.P.T.Co. would be willing to donate the 

The depot was nominated by the City for inclusion in the national I.egister hy application 
dated '.~rch 20, 1974 and was p laced in the National Re gister as of September 35, 1974. Ex
cerpts from the City's application as to the sii~nificance of the depot state: 

"To present knowledge the Lynwood Depot is the only remaining Pacific Electric 
passenger station. It has survived the devastatini; Long Beach earthquake of 
1 9 J3, neglect and vandalism and stands as evidence of a part of greater Los An
geles history and Southern California heritage. It bears invaluable testimony 
to the cultural identify of Lynwood and is a symbolic landmark in a time of 
change when all too often the foundations of the past are forgotten and lost 
forever. " 

### 

"The first interurban line built by the Pacific Electric -'vas the Long Beach Line 
opening in May of 1902. Lines to Newport Beach and San Pedro opened in 1904 and 
the Santa Ana line in 1905. By 1ro7 the Pacific Electric network reached most 
Southern California cor.ununities, declaring itself 'The Greatest Electric Railway 
System on Earth.' The Pacific Electric offered conductect trolley tours which 
included the Triangle Trolley Trip from Los Angeles to San Pedro, Long Beach and 
down the coast to Newport Beach and Balboa, then doubling back through Hunting
ton ·Beach to Santa Ana and hack to Los Angeles with Lynwood enroute. 

"The Pacific Electric had several stops in Lynwood, the first and apparently most 
elaborate being Modjeska Park. Nothing remains of this depot today and its 
e x istence is solely conu:iitted to memory. Other stops included Lynwood (Long 
Beach Boulevard}, Lugo and Horton (Atlantic Avenue). The Lynwood stop was ori
ginally a simple shed-type shelter and bench adjacent to sugar beet fields. 
Other structures along the right-of-way included 'Beet Dumps' consisting of ele
vated platforms with scales for weighing and loading the beets for hauling by 
rail. As the land was subdivided, the beet farmin~ declined and the dumps be
came idle. Public objection to the structures finally signalled their demolition. 

"The Lynwood Depot faired better. In 1917 the old shed shelter was replaced with 
a larger station for passenger operation, including a lunch room, at the inter
section of Fernwood Avenue and Long Deach Boulevard. The station was built by 
the Lynwood Company for the Southern Pacific in return for other improvements to 
the intersection by the railroad which included landfill, site grading, instal
lation of draina~e culverts and relocation of a new cattle guard. Drawings of 
the depot have yet to he found ; possibly they were destroyed with other records 
when a former wooden City Hall structure burned r>rior to 19~7." 

### 

"Oddly enough at the tine when J,ynwood was getting a new and elaborate (hy compa
rison) railway passenger station, the Pacific Electric be~an to lose public sup
port with the increase in automobile traffic. In order to survive th~ Pacific 
Electric ~egan in 19~0 to purchase and by 1936 had purchased competing interurb
an bus lines. It planned a rehabilitation program between 1939 anct 1941 for 
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abandoning its major rail network. World \Var II interrupted the move, pressing 
into service all available rail equipment to handle both passenger and freight 
traffic. 

"At the war's end the Pacific Electric was faced with needing new equipment, 
track rehabilitation and declining patronage. In 1953 it sold all of its passen
~er services to ',fetropolitan Coach Lines. The Los Angeles Hetropolitan Transit 
Authority took over bus and rail services in March 1958. Passenger service on 
the line between Bellflower and Santa Ana was discontinued in July ll:l50. The 
Bellflower line was finally abandoned in ln58 and with its passing Lynwood lost 
its only link with rapirl transit." 

### 

The State reviewed Lynwood's application and forwarded it to Federal officials in early 
September, with the recommendation the depot be included in the National Register, and as 
prev iously noted, it was placed on the National Register September 25, 1974. Subsequently, 
consultation between the State Historical Preservation Officer, California Department of 
Transportation (Caltrans), Federal Highway Administration (FIIWA), and the City of Lynwood 
was initiated regarding this structure. 

A Preliminary Case Report has been completed, as well as a proposal for the disposition of 
the Depot. This proposal entails relocation of the building to a site within the City of 
Lynwood. Once relocated, the building would be rehabilitated by local interests, in keep
ing with the building's National Register status. The Lynwood Chamber of Co111:1erce is work
ing with the City towards establishing the Chamber offices within the Depot. A cooperative 
agreement between Caltrans and the City will specify the method of site selection, moving 
arrangements, the rehabilitation concept and the various responsibilities of the parties 
involved. This concept is also covered in the Section 4(f) Statement attached to this 
Final EIS. 

5.9 AESTHETICS AND AMENITIES 

Introduction 

This section is included for the purpose of presenting some of the more prominent aspects 
of the Project that relate to aesthetic and amenity considerations. 

Bearing in mind that · the prime objective of any transportation facility is to provide 
safety and service, aesthetic and amenity considerations are brought to the forefront by 
utilizing opportunities provided by the basic design features to achieve subjective har
roony. For instance, the use of green plant materials is used to achieve a park-like set
ting. Conversely, landscaping techniques can also be used simply to shield undesirable 
visual elements of a project. 

Finally, since aesthetic and amenity considerations are subjects of personal taste involv
ing notions of beauty and ugliness, the examination focuses on those instances where 
action is planned to brin~ the Project's visual elements into harmony with the surround-
ings. • 

Description of Corridor Topography 

The corridor area consists of a flat, urban landscape with one exception (a range of low 
hills near Western Avenue), and no panoraMic views. The Los Angeles anrl San Gabriel Rivers 
cross the corridor at central and eastern locations, respectively. There are no other 
distinguishing topographic features. The area is highly urbani?.ed, anct land use varies 
between residential, industrial and commercial development. Against this setting, it is 
possible to examine two distinguishable Project-related visual environments: 

View of the Project itself, or the view perceived by the community. 

View from the Project, or the view perceived by the facility user. 

View of the Project 

Views of the Project include the following major elements: 

Configuration of the roadway; i.e., depressed or elevated. 
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Freeway-to-freeway ~n•I f r e eway-to-arterial street interchan~es. 

Dridge s tructures across arterial stre ets. 

Viaduct structures. 

~ depressed roadway will present the fewest problems in visually blending a facility into 
a community, because it will essentially allow existing vistas to he naintained. Converse
ly, an elevated roadway will present a linear visual barrier which may interrupt existing 
pedestrian level vistas so□ewhat. 

Treatment aimed at bringing the freeway into visual harmony with the conr.iunities along the 
right-of-way consists primarily of utilizing a combination of landscaping and design tech
niques, as well as working with the local communities. The local cities and communites are 
encouraged to help plan and develop the appropriate landscaping treatment for their neigh
borhoods. 

For depressed roadways, the technique calls for screen planting at or just below the crest 
at the top of the slope. The area between the screen planting and the right-of-way line 
will be landscaped with evergreen and flowering trees, shrubs and ground cover in scale 
with adjacent land uses. The City of Downey has already been involved with Caltrans in 
developing the basic visual treatment and landscaping concepts through the City. In par
ticular, walls will be installed along the right-of-way, creating a strong visual element. 

The portions of the highway elevated on embankment, especially through residential areas, 
will probably be screened with sound attenuation walls, a dense screen of shrubs, or a 
combination of both to shield the roadway and traffic from view. The side slopes will then 
be planted with evergreen and flowering plant material, aimed at providing a pleasant 
visual experience for the comrnuni ty. Plant materials and design styles will be chosen- that 
best blend into the community and, where possible, improve it. Through commercial and in
dustrial areas, screen planting is oridinarily not used, and slopes are planted to conform 
with the landscape of adjacent properties. This will provide a strong continuity in form 
and texture. 

ilridge structures across arterial streets are being designed with careful consideration 
given to the architectural character created. 

Freeway-to-freeway interchanges are frequently visible from a great distance and affect a 
large area. As in the case of bridge structures, emphasis will be placed on the aesthetics 
of the structural design. Outward-facing slopes will be screened where appropriate, and 
all planting areas will be landscaped to establish a visually oriented park-like atmo
sphere. Figure 5-23 is a rendering of a typical bridge crossing and aesthetic treatment. 
Planting along the existing freeways which must be rerooved during construction will be re
placed, although some time will he required for establishment. 

Architectural treatment of vinduct structures will differ in impact, depending on the de
velopment of areas beneath and immediately adjacent to them. Local policy and design re
quirements will undoubtedly have a considerable effect on what kind of visual experience 
results from viaduct structures in the communities along the right-of-way. 

Views from the Facility 

While views from the facility will occur at a larger scale than nost views of it, the de
sign principles to be utili7.ed remain the same. Essentially, discordant elements nust be 
brought into visual harmony. 

Depressed portions of the highway will have a screen planting at the top of the slope and 
s ide slopes landscaped at freeway scale. As noted earlier, general concepts for landscap
ing 11ave already been developed and agreed upon in cooperation with the City of Downey. In 
this area, slopes facing the Project will be planted with dense groupings of several vari
eties of trees, both evergreen and deciduous. Figure 5-24 is a rendering of this type of 
treatment. It will create a strong visual element in contrast to treatment anticipated 
within the City of Hawthorne and County of Los Angeles. Here it is proposed to landscape 
the slopes with sweeping ground-cover patterns, mass groupings of shrubs, and natural 
drifts of medium-to-large trees. These two types of plantings will provide an evolving 
sequence and variation of visual experiences for the motorist. 

Along elevated portions of the Project, particularly through residential areas, the con
tinuous screen planting will tend to produce some monontony, especially for the passengers. 
The continuous screen will be broken through commercial and industrial areas, providing 
variation and an overview of the urban landscape. 
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Particular design and landscaping consideration will be given to off-ramp areas where a 
visitor's first impress i ons of a community will be formed. The Project's design and land
scaping will be directed toward a smooth transition from the large scale to the more inti
mate scale of the community. 

Summary 

The I-105 Project consists of a major freeway facility of approximately 11 miles of ele
vated roadway and 7 miles of depressed roadway, located through a relatively flat, fully
developed urban landscape . Clearly, a Project of this magnitude will have visual impact 
to the extent that it will change existing vistas and create new visual impressions rang
ing from subtle to bold. Subtle changes would be anticipated, for example, in the case of 
a depressed roadway through a residential community, while elevated roadways will probably 
create expansive and perhaps occasional dramatic views for motorists. 

Landscaping of a Project of this magnitude creates a visual park for the motorist 
munity alike; in effect, green-belts within an urbanized setting. The removal of 
shrubbery and trees is more than compensated by the landscaping to be provided. 
for every tree removed from the Project right-of-way, about three are planted. ,-

and com
existing 
In fact, 

,' With respect to the alternatives to the Project, the Exclusive Busway alternative would 
result in similar visual experience from a colllllunity viewpoint since the section configu
ration would be similar, although the overall busway right-of-way would only be about half 
that of the I-105 Project. The Grade-Separation alternative would result in 69 elevated 
structures at major intersections (see rendering, Figure 3-19 in Chapter 3), while the 
Arterial Widening alternative would alter the visual experience along the approximately 60 
miles of widened roadway due to the need to acquire property and clear improvements along 
at least one side of the affected arterials. The No Project alternatives would not signi
ficantly alter the visual experience of highway users or community residents. 

TI combined Busway and Grade Separation alternative would result in several miles of ele
ated busway plus the 69 grade-separation structures, while the combined Busway and 
rterial Widening alternative would result in an altered visual experience related only to 

\ the elevated busway. 

5.10 CONSTRUCTION IMPACTS 

Introduction 

Construction of large-scale transportation facilities in an already developed urban area 
creates highly visible physical changes in the urban fabric, and results in direct and in
direct impacts. 

This section discusses the approach to be taken in constructing the Project, and the con
sideration given to construction impacts. 

Project Construction Schedule 

Scheduling for this Project will be based upon the following factors: 

The approval of the EIS. 

Lifting of the injunction. 

The availability of funding. 

The deadline for completion of the Interstate System mandated by law. 

The capacity of the highway construction industry to perform in the timeframe 
available. 

The optimum schedule must weigh the above factors, giving consideration to tradeoffs and 
compromises and, predicated on certain assumptions, provide for a certain amount of flexi
bility conditions change. · 

Some of the desirable criteria to be followed in establishing a schedule for this Project 
are: 
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From a traffic service standpoint, it is desirable to begin construction at the 
westerly limit first. Completion and opening to traffic would progress easterly. 
Possible segments that would be made serviceable could be: 

LAX to Route 405 (San Diego Freeway) 

Route 405 to Route 11 (Harbor Freeway) 

Route 11 to Route 7 (Long Beach Freeway) 

Route 7 to Route 605 (San Gabriel River Freeway) 

The proposed modification in Hawthorne indicates the need to develop an alterna
tive completion and opening schedule. Because of the lead time to acquire and 
clear right-of-way following agreement with Hawthorne, it appears that an alter
native schedule from a traffic service standpoint would be to proceed from the 
east, reversing the above sequence. 

Intermediate units within these segments could also be opened, depending on rel
ative timing of such intermediate units. 

North-south intersecting freeway widenings or reconstructions can be done as 
early contract units such that they are completed when Route 105 construction 
crossing these routes begins. This will minimize traffic handling problems and 
conflicts, make operational improvements as early as possible, and leave the ad
jacent coMlllunities with a completed facility as quickly as possible. 

Moving earthwork should be accomplished within the Route 105 Freeway right-of
way to the maximum extent possible. Right-of-way will be acquired and cleared 
to provide as br·oad a haul route as possible. In this way, the earth moving will 
be accomplished more safely, with less community impact and more economically. 
Traffic conflicts are minimized by separating the hauling tracks from City 
street traffic, which avoids added congestion as well. A contractor will be 
able to use "off highway" equipment which can carry larger quantities of earth 
per unit compared to legal highway loads on city streets. The benefits here are 
reduced numbers of hauling units, reduced time to complete earth movement, and 
reduced costs to the public. 

A Project of this magnitude would require about 5 years minimum construction time even 
with the most judicious contract scheduling so that if a "go" decision is reached in 1977, 
the Project at the earliest would be completed about 1982 or 1983. 

Earthwork · 

One of the most important single elements of a project is that of earthmovin~. This in
volves a sifmificant portion of the construction time and utilizes heavy equipment which, 
in spite of controls, tends to generate the roost annoying intrusions into the community-
noise and dust. Consequently, organi:'ling and scheduling a project to accomplish earthmov
ing in the most expeditious and efficient manner possible has environmental as well as 
economic benefits. Basically, efficient earthmoving requires the material from excavation 
be 1:ioved to embankment locations. Depending upon whether a pro,iect has a shortage or sur
plus in material, this minimizes the need for borrow or disposal sites outside of the 
Project's right-of-way. Ideally, a project is "balanced" from an earthwork standpoint; 
i.e., all the material from excavation areas will complete all the embankments. 

The I-105 Project as proposed is essentially a balanced earthwork project. 1 It requires a 
total of about 14 million cubic yards of material for embankments with an equivalent 
amount available from excavations so that there will be no need for either borrow or dis
posal of material. 

In the event further design revisions develop which would throw the Project out of balance 
and necessitate the use of either borrow or disposal sites, proposed locations from which 
material might be obtained (borrow sites) or locations to which excess material might be 
hauled (disposal sites), include the following: 

1Except for the trash material to be wasted as noted in Section 5.4, 
Solid Wastes. 
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llorrow Sites: 

Los Angeles County Sanitation District 
Landfill Site No. 6 in Puente Hills 

Haul: 25 miles+ 
Owner: Los Angeles County 

Rio Hondo Spreading Groun<ls 
San Gabriel River near Santa Ana Freeway 

Haul: 10 miles+ 
Owner: Los Angeles County 

J. R. Kirkwood Site 
Rosecrans and Beach Boulevards 

Haul: 12 miles+ 
Owner: J. R. KTrkwood 

J. R. Kirkwood Site 
Montebello Hills at Pomona Freeway (Route GO) 

Haul: 25 miles+ 
Owner: J. R. KTrlmood 

These above-noted sites are in operation anrl have environmental clearance. Additional 
sites which have been investigated but which do not yet have environmental clearance are: 

San Jose Hills 
Grand Avenue and Temple Avenue 

Haul: 30 miles+ 
Owner: ~fount San Antonio College 

La Puente Hills 
A2:usa Avenue 3/4-mile north of Valley Boulevard 

Haul: 25 miles+ 
Owner: City of-Industry 

La Puente Hills 
Turnbull Canyon 

Haul: 17 miles+ 
Owner: Rose HiTls !Jernorial Association 

Rose Hills 

Daul : 17 miles+ 
Owner: Rose HiTls Mer110rial Association 

Olinda Oil Fields 
Carbon Canyon 

Haul: 20 miles+ 
Owner: Chansler Western Oil Development CoMpany 

Although these sources would probahly not be useri exclusively for the I-105 Project, -:-sti
mates indir.ate that sufficient nnterial will he available if needed within the near terms 
for the Project. 

Disposal Sites: 

T'.1e County Sanitation District has indicated that several of their Landfill 
Sites (Class II) will he available for disposal of waste fill <\irt. The Puente 
llills' site is the closest of these and probably would he utilized. 

Operating Industries Landfill Site (a private Class II site) located in Monterey 
Park would also be available for disposal. 
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It was pointed out earlier that one of the important considerations for scheduling the 
Project construction was the movement of on-site earth through the project right-of-way. 
The present planning does provide this type of schedule which minimizes the impact of 
earth movement. If borrow material is needed or waste is required, it would be hauled from 
a borrow site or to a disposal site utilizing existing freeways and the Project right-of
way as much as possible. Where hauling on local streets cannot be avoided, cooperative 
planning with local agencies will result in designating the best city street routes for 
such haul, to mitigate impact to the local communities. 

Mitigation 

The scheduling of contract units is done, in part, with consideration for minimizing con
struction impacts. For example, the movement of earthwork through the Project right-of-way 
and the early widenings of existing cross freeways to allow traffic to continue without 
conflict and interference are key considerations to minimize impacts. 

More specific attention to avoiding or mitigating impacts is accomplished through contrac
tual controls. The plans and specifications will include a number of provisions. 

Standard Specifications: 

Each contract is covered by the provisions of the State of California, Department of Pub
lic Works, Standard Specifications. (Current issue dated January, 1975.) 

Contracts are publicly advertised for a period of time reasonable enough to allow contrac
tors to evaluate and prepare bids. Sealed bids are submitted, then opened by the State on 
a designated bid-opening date. Award of a contract is made to the lowest responsible bid
der, who also must be licensed by the State. He also must post two bonds; one a Labor. and 
Material Bond for payment of any claims of laborers, mechanics, materialmen, etc.; the 
second a Performance Bond to guarantee faithful performance of the Contract by the con
tractor. The Contractor is required to complete the contract in a given period of time, 
provide a progress schedule to meet that time, and is assessed liquidated damages if the 
contract is not completed in that specified time. This information is contained in the 
State Contract Act and Sections 2, 3, 7 and 8 of the Standard Specifications. 

Section 7, "Legal Relations and Responsibility," deals with the responsibility of the Con
tractor on many items of concern, as follows: 

He shall conform to all applicable and enforceable State, Federal, County, and 
municipal ordinances and regulations. 

It is specifically mentioned that the California Environmental Quality Act of 
1970 might apply to permits, licenses or other authorization which the Contrac
tor may have to obtain (this could apply to any deviations or additions to those 
items, details, materials, locations, etc. not covered by this document). 

He must comply with ill air pollution control rules, regulations, ordinances and 
statutes. 

The Contractor shall comply with all local sound control and noise level rules, 
regulations and ordinances. --

He shall exercise every reasonable precaution to protect streams, lakes, reser
voirs, etc. from pollution with fuel, oil, etc. and schedule operations to avoid 
or minimize muddying and silting in these waters. 

The use of pesticides must be in . conformance with all rules and regulations of 
the Department of Food and Agriculture, the Department of Health, the Department 
of Industrial Relations, and all other agencies which govern the use of pesti
cides. 

The Contractor shall conform to all the rules and regulations pertaining to 
safety established by the California Division of Industrial Safety. 

He shall conform to all the rules and regulations pertaining to sanitary provi
sions established by the State. 
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There are broad requirements regarding the convenience of the public and public 
traffic, The rights and protection of the public are to be considered so as to 
cause as little inconvenience and delay as possible with respect to abutting 
property owners, access, traveling surfaces, detouring, staging operations , 
flagging, dust control, signing, lighting, barricading, etc. 

There are also broad requirements to provide for the safety of the public. This 
includes signing, lighting, barricading, regulation of equipment use, and other 
protective measures. 

He shall exercise care in avoiding damage or injury to existing highway or util
ity facilities, adjacent property , trees, shrubs, etc. 

The Contractor is made specifically responsible for any damage or injury result
ing from his operations to any person or property. 

For any materials which are to be disposed of outside the highway right-of-way, 
the Contractor must obtain written permission or permits to insure proper dispo
sal. 

The Contractor is required to cooperate with any and all other forces of Con
tractors working within or adjacent to the site. 

The Contractor is responsible for all the materials used in the work and shall 
rebuild, restore, repair and make good all injuries, damages, or losses which 
occur before acceptance of the contract. 

Section 10 is specifically directed at controlling dust resulting from the Contractor's 
operations. This work shall consist of applying either water or dust pal liative, or both, 
for the allevia tion of dust nuisance. 

Section 20 requires for erosion control measures to be taken on freeway slopes. This in
cludes incorporating straw, fertilizer, and seeding of these areas. This is not landscap
ing, which usually occurs following actual freeway construction, 

The remainder of these Standard Specifications (95 Sections in all) cover specific materi
als or items in .the work, and sets forth very specific construction methods, material com
position or quality, etc. 

As these Specifications apply to the entire State, and are printed only every 2 or 3 years, 
additional requirements or controls are included for specific contracts and locations, and 
to update specifications, in the form of plans and Special Provisions. 

Plans : 

Controls included in the plans are related to traffic handling and movement in a safe man
ner during construction. Detour location and configuration, staging operations, and 
placement of construction signing, lighting and barricading are detailed . 

Special Provisions: 

For each project there are conditions unique to that project or location, or new specifi
cations applicable, which are detailed in the Special Provisions. 

In order to provide for material, supplies, and equipment movement on local streets, to, 
from and around the job-site with a minimum of disruption, specific routes are defined. 
These routes are selected cooperatively by the State and local jurisdi ction in terms of 
existing use and safety, most appropriate for use during construction. 

An order of work is specified which establishes priorities and relative order of construc
tion for the many elements involved in a job. Some general critiera are : 

City street modifications, 
a first order of work. As 
circulation is maintained, 
right-of-way can be closed 

connections or reconstruction are to be completed as 
these streets are made traverseable, so l ocal traffic 
or otherwise replaced, streets within the highway 

and removed. 



Fencing around the right-of-way to the maximum extent practicable is a first or
der of work also. This is to provide the public with a separation from the work 
area and, in particular, preclude children from entering the work areas. 

Wherever large amounts of traffic must be handled and maintained, a specific 
staging plan is detailed. 

Usually relocation and replacement of utility services in new city streets must 
be coordinated and detailed in the order of work. 

In dealing with reconstruction, modification, or working with flood control fa
cilities, work is restricted to the dry part of the year, or with very tight 
restrictions during the rainy season. 

There are specific requirements on maintaining traffic on local streets and freeways. Gen
erally, a number of lanes which must remain in operation, and the hours for such operation, 
are listed. All utility services are to remain in operation, too. 

At crossing streets that will remain after completion of the freeway, and will be sepa
rated by an undercrossing structure (freeway passes over), requirements on the falsework 
widths and heights of opening, including pedestrian ways, are detailed. 

At crossing streets which will be on overcrossings (freeway under), either 
streets can be closed during construction (traffic will have sufficient 
routes), or detours will be constructed. 

the existing 
alternative 

Another provision not in Standard Specifications, but included in Special Provisions adds 
more specific noise requirements. His operations shall be conducted so that the noise 
level between the hours of 9:00 p.m. and 6:00 a.m. will not exceed 86 dBA at a distance of 
50 feet. 

Summary 

Construction of the Project will result in significant physical changes in the area of the 
Project right-of-way. Impacts will result from the movement of massive amounts of earth, 
reconstruction of existing streets, rearrangement of street patterns, temporary detouring 
of traffic, etc. Construction operations involve large amounts of construction machinery 
and equipment which create concerns over public safety, air pollution, noise, etc. These 
impacts are of a short-term nature, generally in the inJDediate vicinity of the Project. 

Earthwork and its movement is perhaps the most significant single element in the construc
tion of the Project. The planned Project will result in the movement of 14 million cubic 
yards of earth from excavation areas to embankments, through the Project right-of-way. 

These impacts can be eliminated, minimized or mitigated through the appropriate sched~ling 
of contract units and contractual controls. 

Of the alternatives, the Exclusive Busway would be similar to the Project, except to a 
somewhat smaller degree. The Local Improvement alternative would not involve large amounts 
of earthwork, but would be widespread throughout the corridor. Perhaps the most signifi
cant of these would be the amount of construction work requiring traffic handling. No 
Project woulrl have impacts related to redevelopment of the existing cleared land. 
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r~H:\ PTER 6 - SOCIAL AND ECONOP.IIC EVALUATIO"l' 

This chapter 9resents the results of the social anrt economic studies performed for the 
Project and its alternatives. The following social and economi c criteria form the basis 
of the ma j or sec tions of the chapter. 

Residenti a l Displacement (People and Housing Units) 

Business and Employment Displacement 

Public Service and Community F.acility Impacts 

Effects on Community Cohesion· 

Local Fiscal Impact (Property, Taxing Agencies and Retail Sales Tax) 

Proximity Impacts and Property Values 

The primary purpose of this chapter is to define the anticipated direct and indirect 
social and economic consequence of the Project and its alternatives. The social and eco
nowic.: c.:uu::;t!quences presentea in "this cnapter are primarily short-term effects. Other 
effects which have long-term social and economic implications are treated in Chapter 4 -
Transportation Service (such as improved long-term regional accessibility), Chapter 5 -
Environmen t al Evaluation (such as improved long-term air quality), and Chapter 7 - Land 
Use and Development Evaluation (such as long-term residential, commercial and industrial 
development activity). 

Under each social and economic factor, the anticipated positive and negative effects of 
~ach alternative are covered, followed by available measures to mitigate negative impacts, 
and then those adverse effects which cannot be avoided. 

At the conclusion of each discussion (e.g., Residential Displacement), an evaluative sum
mary is presented. Finally, following coverage of all of the criteria, an overall social 
and economic summary is presented. 

The o riginal studies from which this sUJm1ary was compiled, were conducted in early 1973. 
Some information, principally residential displacement, was updated to 1976 to reflect the 
on-going acquisition, relocation, and clearance program being conducted under the auspices 
of the U. S. District Court. 

In addition a report evaluating the effects on co11111unity cohesion of the I-105 Project and 
its alternatives was completed in early 1976. A swmnary and the conclusions of this report 
are included in Section 6-4. 

6.1 RESIDENTIAL DISPLACEMENT 

There are three key aspects related to residential displacement : (1) the anticipated num
ber of persons and housing units displaced by a particular alternative, (2) the availabil
it y of suitable replacement housing, and (3) the available mitigation measures. 

This section presents the anticipated number of persons and housing units which would bt 
displaced by each alternative. The results of in-depth "Housing Availability Studies" 
performed for the I-105 Project are summarized and their applicability to the other alter
natives assessed. In addition, the approach to mitigating residential displacement is 
presented,2 

1summary and Conclusions of the I-105 Housing Availability Studies and Relocation 
Plan (available from Caltrans). 

2All of the I-105 alternatives are potentially subject to provisions of the 
"Uniform Relocation and Real Property Acquisition Policies Act of 1970," which 
call for uniform and equitable land acquisition policies and relocation 
assistance of displaced persons in connection with Federal or Federally-assisted 
programs. 
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Displacement of People and Housing 

I-105 Project: 

There are approximately 8,130 persons .still residing within the I-105 right-of-way an 
approximately 4,550 housing units remaining. Of these remaining units, some 1,600 are un 
occupied, while about 770 units, housing approxiMately 2,400 persons, are being rented t 
families who were neither original owner-occupants nor tenant-occupants within the I-10 
ri ght-of-way. 1 Of the 8,130 persons there are about 770 original owners or tenants who ar 
living in acquired properties, but who have not yet relocated. Thus, of the nearly 25,50 
original residents within the I-105 right-of-way, approximately 8,1~0 (or 30 percent) re 
main to be relocated. 

Location Alternatives: 

Bell Alignment 

There are 
displaced 
while 770 
occupants 

approximately 8,250 people in some 4,700 housing units who would be 
along this alignment. About 1,600 of these remaining units are vacant, 
units are being re-rented to families who were neither original owner
nor tenant-occupants. 

Compared to the proposed alignment there are 80 more people and 150 more hous
ing units. 

Original Adopted Alignment 

This alignment would have 6,600 people and 4,360 housing units remaining to be 
displaced. These remaining units contain some 1,600 vacant units, and 770 units 
which are re-rented. 

The proposed alignment, then, involves an additional 1,530 persons zd 190 more 
housing units than this alignment. 

No Proj ect Alternative: 

Property acquisition and the displacement of people required for the Project would no 
continue under this alternative. However, the subsequent disposal of the acquired I-10 
ri ght-of-way and its redevelopment . could lead to additional displacement of people an 
housing units in certain cases. For example, if existing State-owned, occupied housin 
units were to be sold to the private sector, the new buyer might require the existin 
tenant to move. In other cases, effective redevelopment of entire blocks or neighborhood 
might require the displacement of the few people and housing units still remaining an 
intact. Additionally, some vacant housing units are deteriorated beyond rehabilitation ( 
total of 60 housing units). Thus, while the additional displacement of people under N 
Project conditions cannot be estimated, a minimum of 60 additional housing units would b 
removed from the corridor housing stock. 

Exclusive Busway Alternative: 

An Exclusive Busway would result in the displacement of approximately 4,000 additiona 
people2 and 1,950 housing units. Along with the disposal and redevelopment of the "exces 
I-10~ right-of-way," an estimated 30 housing units would be removed due to excessive de 
terioration. Also, as under No Project conditions, some additional displacement of peopl 
may occur. 

1These families , defined as "re-renters," are temporary occupants of 
State-owned housing and understand that thev will be required to roove 
without relocation financial assistance, upon 30-day written notice. 
However, they will be provided relocation advisory assistance. 

2 In addition, approximately 800 "re-renters" of State-owned units would 
be displaced. It is also assumed that the additional 770 original 
owners or tenants who are living in acquired properties, but who have 
not yet relocated, would move. 

6-2 



Local Improvement Alternative: 

Arterial Widening - This alternate would directly displace an estimated 8,700 
persons and 3,050 housing units along affected corridor arterials. 

Grade Separation - This alternative would directly displace an estimated 600 
persons and 190 housing units. 

Under either of these Local Improvement conditions related to disposal of the acquired 
I-105 right-of-way would pertain, that is, a minimum of 60 deteriorated housing units 
would be removed and some additional displacement would occur. 

Combined Busway and Local Improvement Alternatives: 

Busway and Arterial Widening - This alternative would directly displace an esti
mated 12,7001 persons and 5,000 housing units. 

Busway and Grade Separation - This alternative would directly displace 4,6ool 
persons and 2,140 housing units. 

As under Exclusive Busway conditions, an estimated 30 deteriorated housing units within 
the excess 1-105 right-of-way would be removed; also, some additional displacement of peo
ple may occur. 

Residential Displacement Summary: 

Table 6-1 tahulates the remaining residential displacement for 1-105 and the alternatives. 
The following order (from most to least) of people and housing displacement is indicated. 

Diselacement of Peoele Diselacement of Housin~ Units 

1 Busway and Arterial Widening 1 Busway and Arterial Widening 

2 Arterial Widening 2 1-105 Project 

3 1-105 Project 3 Arterial Widening 

4 Busway and Grade Separation 4 Busway and Grade Separation 

5 Exclusive Busway 5 Exclusive Busway 

6 Grade Separation 6 Grade Separation 

7 No Project 7 No Project 

Figure 6-1 represents a graphical representation of the residential displacement for the 
I-105 alternatives. In addition to the information contained in Table 6-1, the figure also 
indicates the estimated 1-105 relocation which has already occurred (roughly 10 200 people 
and 3,240 housing units), the temporary "re-renters" who would have to move, and the 
vacant, deteriorated housing units within the 1-105 right-of-way which would have to be 
removed if the Project is not completed. 

11n addition, approximately 800 "re-renters" of State-owned units would be 
displaced, as well as 770 original owners or tenants who have not yet 
relocated from properties which have been acquired. 
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TABLE 6-1 
REMAINING RESIDENTIAL DISPLACEMENT 

Alternative 
Number of Persons 

To Be Relocated 
Number of Housing Units 

To Be Relocated 

I-105 Project (Proposed Alignment) 

Hawthorne Location Alternatives: 
Bell-shaped Line 
Original Adopted Line 

No Project 

Exclusive Busway 

Local Improvements: 
Arterial Widening 
Grade Separation 

Combined Alternatives: 
Busway and Widening 
Busway and Grade Separation 

8,13oab 

8 2soah 
6

1
6ooah , 

4,77obc 

13 47obc 
5' 37obc , 

aDoes not include relocation of approximately 2,400 re-renters. 

bincludes 770 persons in acquired properties, who have not yet moved. 

cDoes not include relocation of approximately 800 re-renters. 

dRepresents deteriorated housing units within I-105 right-of-way. 

8 Includes removal of an estimated 60 vacant, deteriorated housing 
units within I-105 right-of-way. 

!Includes removal of an estimated 30 vacant, deteriorated housing 
units within I-105 right-of-way, 

Availability of Replacement Housing 

4,550 

4,700 
4,360 

6od 

l,980f 

5,030i 
2,170 

I 

Residential displacement of the magnitude generated by the I-105 Project is a primarJ 
social concern. The Project is no exception in that the question of the availability o1 
an adequate supply of replacement housing was one subject of the lawsuit which was filed 
against the U, S, Department of Transportation and Caltrans. The preliminary injunction 
which was issued by the United States District Court on July 7, 1972 stated, "No one ca~ 
be completely sure on the basis of the studies (housing studies) heretofore conducted tha1 
the available replacement is adequate. For the many people still living in the Centur'.~ 
Freeway corridor, the consequences of proceeding with the Freeway in the face of an inade 
quate supply of replacement housing could be severe ••••. Therefore, the Court believes tha 
the most equitable course of action is to order the Division of Highways (Caltrans) to 
conduct additional housing availability studies." 

In carrying out this particular order of the Court, completely new Housing Availability 
Studies were prepared in accordance with Federal Highway Administration guidelines and 
regulations established to meet the intent of the Uniform Relocation Assistance and Real 
Property Acquisition Policies Act of 1970. 

Methodolgy: 

Both Conceptual Stage (preliminary) and Right-of-Way Stage (detailed) Housing Availability 
Studies have been utilized for this report. 
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A Conceptual Stage Housing Study and Relocation Program Plan is preliminary in nature and 
is required prior to approval of the final location. This plan provides: 

1. An estimated number of persons and families to be relocated. 

2. The probable availability of decent, safe and sanitary housing within the finan
cial means of people being displaced. 

3. Problems and possible solutions so that an orderly, efficient, and humane relo
cation of people can be achieved. 

A Conceptual Stage Study on the entire Route 
prepared dated June 23, 1973. A subsequent 
westerly portion of the project, Area 1, from 
Study dated December 15, 1975 related to the 
and wester1 ,· . 

105 Project, as currently adopted, has been 
Conceptual Stage Study was prepared on the 
Vermont Avenue to Sepulveda Boulevard. This 
proposed location near the City of Hawthorne 

A Right-of-Way Housing Study and Relocation Program Plan is a more detailed study provid
ing reasonable assurances of the availability of decent, safe and sanitary housing within 
the financial means of those who will actually be displaced. The Plan includes: 

1. An inventory of residential displacement anLic i ~ated. 

2. An inventory of available housing that is decent, safe and sanitary and within 
the financial means of people to be displaced. 

3. An analysis and correlation of those inventories which will disclose replacement 
problems, and the methods of resolving these problems, so that an orderly, effi
cient, and humane relocation of people can be achieved. 

A Right-of-Way Stage Study is required to be prepared by the State and approved by FHWA 
prior to initiating the acquisition of property. 

Housing Availability Studies: 

A detailed "Housing Availability Study and Relocation Plan 111 was performed in each of four 
separate replacement housing areas, each delineated on the basis of proximity to the dis
placement areas, relocation preferences established by survey of prospective displacees, 
and comparable community demographic profiles. Replacement areas are shown in Figure 6-2. 
They were then analyzed to determine if they would afford displacees with comparable hous
ing in similar neighborhoods. 2 

Table 6-2 shows a breakdown of remaining residences to be displaced, by type of unit, 
occupancy (owner or tenant), and location for the Project. The Table shows that the 
largest remaining impact will be felt by the communities of Los Angeles City, Los Angeles 
County, Hawthorne, and Inglewood in Study Area 1--the westernmost portion of the right-of
way ; and Paramount, South Gate, Downey, and Norwalk in Study Area 4--the easternmost por
tion of the right-of-way. These two study areas will account for approximately 90 percent 
of the remaining residential displacement. 

1These studies were accomplished for the entire length of the right-of-way as 
originally adopted by four individual study areas. Four area studies and a 
summary were prepared, dated from March 31, 1973 to June 29, 1973. A review 
and update of housing availability was performed in 1974 and in 1975. 1975 
data is used herein and is applicable to the entire route as is now proposed. 
A new update is in preparation, however, preliminary data indicates no 
significant change from 1975 conditions. 

2comparable housing means fair housing that is decent, safe and sanitary, in 
an equal or better neighborhood, available on the market and within the 
financial means of the displaced family, comparable in price or rent, 
number of size of rooms, utilities, and accessibility to public and 
community facilities and employment. 
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TABLE 6-2 
OCCUPIED HOUSING UNITS REMAINING TO BE DISPLACED BY I-105 PROJECT 

Number of Occupied Units in Study Areas1 

Type of Unit Study Area 1a Study Area 2b Study Area 3c Study Area 4d Total 

Single-family 
(owner) 432 28 37 201 698 

Single-family 
(tenan t ) 519 17 40 103 679 

'.ful t iplE,-family 1,259 32 101 404 1,796 

TOTAL 2,210 77 178 708 

a -Study ,u,:;4 ... , u,:;~w,:;,:;u 0,:,pulvl::lda uoulevara on -i:ne west and Vermont Avenue 
on the east, is within the Cities of Los Angeles, Hawthorne, and Inglewood 
and a portion of the County of Los Angeles. Source: Design Stage Housing 
Availability Study, Caltrans, December 15, 1975. 

bstudl Area 2, is located between Verroont A~enue and Alameda Street and is 
with n the City and County of Los Angeles. 

cStudy Area 3, is located between Alameda Street and the Long ~each Freeway. 
This portion is for the most part within the City of Lynwood. 

dstudy Area ·1, is located between the Long Reach Freeway and Studebaker 
Road. This portion passes through the Cities of Paramount, South Gate, 
Downey and Norwalk.2 

1study areas are shown on Figure 6-2. Occupied units include re-renters. 

2source: 

and subsequent 

Determination of available relocation housing was made in the following manner: 

3,173 

Tenant-Occupied Units - The total housing inventory within each relocation area 
was determined from the 1970 Census by single-family and multiple-family cate
gories. These figures were then adjusted to reflect the number of units removed 
by the Project in each study area, 

Vacancy Rates for each relocation area were taken from postal vacancy rates pub
lished by the Department of Housing and Urban Development. These rates were then 
applied to the adjusted inventory. 

A further test of availability for tenant-occupied units involved a sample sur
vey of classified newspaper rental advertisements on jne issue of one paper per 
roonth for each relocation area over a one-year period. The newspaper that best 
coincided geographically to each area was used. 

These surveys were used to determine the breakdown by percentage of advertised 
rental units by bedroom count and rental rate. These percentages were then used 
to categorize the availability of the tenant-occupied housing inventory. 

l.rhis period varies for P.ach relocation area. Generally, the period covered a 
part of 1972 and a part of 1973. Subsequent 1975 review and update reports 
utilized 1974-7~ data. 
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Owner-Occupied Units - The availability of ·owner-occupied single-family dwell
ings was determined by an analysis of single-family real estate activity. The 
number of properties that had been listed over the past few years was gathered 
from the various multiple listing boards which covered each of the replacement 
areas. In each case, the actual number of sales was determined and deducted from 
the total number of listings, thus measuring the number of properties that were 
listed and did not sell. These were classified as excess listings. The sales 
indicate normal demand, whereas the excess listings over sales represent avail
ability above the normal demand. These excess listings were then used as the 
measure of availability. 

Comparisons of Needs to Availability: 

The housing needs of the families were determined by a 1975 survey by questionnaire.1 They 
were asked the amount of their monthly rent or house payment, the numher of bedrooms in 
the unit, and the family size. If a large family lived in a two-bedroom unit but actually 
needed a three- or four-bedroom unit, they were put in a category matching their needs. 
However, if a family of two occupied a four-bedroom home, they were left in that four
bedroom category. 

Through the use of actual field survey, census data, and information from building and 
safety departments, the number of units that were not "decent, safe and sanitary" was es
timated. These units were then deducted from the inventory of available replacement hous
ing. For example, if the data sources indicated that three percent of the apartments were 
non-decent, safe nor sanitary, and the projected available housing was 1,000 apartments, 
then 30 units would be deducted. The 30 units were not deducted evenly from all rental 
categories. The entire 30 units were deducted from the lowest rental (price range in the 
case of the owner-occupied homes) units as they would have a higher tendency to non-decent, 
unsafe and unsanitary. 

It was determined that, for the most part, sufficient replacement housing was available in 
the replacement areas for the families who are to be displaced. 'lbere were some exceptions 
which, if necessary, could be handled by providing last resort housing. The actual 
approach to providing for relocation of these families is discussed in the following sec
tion on mitigation. 

In reality many people will relocate to areas completely removed from the replacement 
areas. A study conducted in November 1972 of 3,600 families who had already relocated, 
showed that over 50% moved out of the corridor. See Exhibit 5 in Appendix E. However, for 
the purposes of determining housing needs and availability, it is assumed that all people 
to be displaced would have to be accommodated within the replacement areas. 

Mitigation Measures 

The Housing Availability Studies determined specific relocation housing requirements of 
the people to be displaced. Actual relocation involves application of the Relocation 
Assistance and Payments Program. Persons occupying property acquired by the State at the 
time the first written offer to purchase the property is made, and who move as a result of 
the State's acquisition, are eligible for reimbursement of moving expenses.2 Residential 
occupants will receive either the actual reasonable costs involved in moving family and 
personal property up to a maximum of 50 miles, or a payment based on a schedule relating 
to the size of their present dwelling, not to exceed $500. 

In addition, displaced homeowners and tenants may also be eligible for payments for in
creased costs of replacement housing, if any. 

1 In Study Areas 2, 3, and 4. Questionnaires were not used for the 1975 survey of 
Area 1 because a portion of an alternate route location was then only proposed, 
but not adopted. A new Right of Way Stage Housing Study and Relocation Plan will 
be required if the location is adopted. This Study will include: questionnaires, 
an inventory of residential displacement, and relevant analysis. Exhibit 4a in the 
Appendix is a copy of a questionnaire sent to each family in Area 1 in the earlier 
survey. Exhibit 4b was used in Areas 2, 3, and 4. 

2Also includes "subsequent occupants," (those occupying the property at the time of 
acquisition). 
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Tenants who have occupied the property to be acquired by the State for 90 days or more 
prior to the date of the tirst written offer to purchase may qualify to receive a rental 
differential payment if it will cost more to rent a replacement dwelling than it costs to 
rent the dwelling in which they presently reside. Or, as an alternative, the tenant may 
qualify for a down payment benefit designed to assist in the purchase of a replacement 
property and the payment of certain costs incidental to its purchase. The maximum amount 
payment to any tenant in addition to moving expenses is $4,000. 

Homeowners who have owned and occupied the property to be acquired by the State for 180 
days prior to the date of the first written offer to purchase may qualify to receive a 
purchase differential payment if it will cost more to buy a replacement dwelling than the 
amount being paid by the State tor the dwelling currently occupied, In addition, these 
owner-occupants may also qualify to receive payment for certain costs incidental to the 
purchase of a replacement property, and an Interest Differential Payment if the interest 
rate for the loan on the replacement property is higher than the one on the currently 
occupied property. The maximum combined supplemental payments that these owner-occupants 
can receive is $15,000. Homeowners who have owned and occupied the property to be acquired 
by the State for at least 90 days but less than 180 days are generally eligible for the 
same payments as tenants of 90 days or more, up to a maximum total payment of $4,000. 

Additional information is detailed in Appendix E, Exhibit 3. 

A supplement to this basic program permits development of suitable replacement housing in 
the event none is available at the time of displacement. Originally, California State Law 
(AB 1072 and AB 1869), otherwise known as The Ralph Act, allowed development of replace
ment housing in economically depressed areas. Tl}is program has resulted in the develop
ment of 29 single-family residential units and 70 apartment units, which are now occupied. 
This law has been superseded by Section 206a of the Federal Unifonn Relocation Assistance 
Act. Thus, all future housing required under these "last-resort" circumstances would be 
constructed, if needed, under the Federal legislation.l . 

A "Relocation Plan 112 bas been developed for the overall Project and each of the four study 
areas. Specific steps and actions are recommended in each to carry out orderly, timely 
and efficient relocations. Generally, the following actions have been approved as a policy 
plan. 

The tenants of previously-acquired single-family residences who are not eligible 
for relocation assistance payments should be among the first contacted. 

Those tenant-occupants of single-family residences with four or five bedrooms 
should also be among the first contacted. 

The studies should be reviewed on a yearly basis to determine the condition of 
the housing market and, if there has been a significant change, the study should 
be updated. 

A no-rerental policy is recoumended for all single-family residences, and in 
some cases, for apartments with three bedrooms or more. 

In Area 3, because of a small projected shortage in four-bedroom units, it is 
contemplated that Project funds would be used for Last Resort Housing. 

In Areas 2, 3 and 4, it is recoumended that all acquired properties be appraised 
and acquired as soon as possible so that relocation procedures will not be de
layed. 

1Last Resort Housing is that housing that is provided by the State when it is 
determined that the project cannot proceed to actual construction because 
comparable replacement, sale or rental housing is not available. 

Development of Last Resort Housing does not necessarily mean construction of 
homes or units per se. It could mean purchase or lease of existing homes that 
are suitable to the needs of the displacees. Homes could be purchased and 
enlarged to meet size requirements of the family. Other alternative plans 
could be developed. 

2Appendix C, Exhibit No. 3a-c presents details of the "I-105 Relocation Plan," 
and "Relocation Assistance Program Benefits" per the "Uniform Relocation 
Assistance and Real Property Acquisition Policies Act of 1970." 
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The relocation periods that have been approved for each study area are as fol
lows: 

Area 

1 
2 
3 
4 

Relocation Period 

3 years 
1-1/2 years 

1 year 
2 years 

It is being recommended that a Relocation Field Office be established in Area 1, 
There is an office esta~lished in Area 4. The office, previously located in 
Area 2, would have to be reopened. In Area 3, which is Lynwood, it is not being 
recommended that an office be established since the office that serves Area 4 in 
western Downey is sufficiently close to Lynwood to provide any relocation ser
vices needed. 

Although Caltrans would have primary implementation responsibility for 
any of the other alternatives which would involve Federal participation 
subject to provisions of the Federal Uniform Relocation Assistance and 
quisition Policies Act of 1970. 

Residential Displacement Summary 

the Project only, 
would likewise be 
Real Property Ac-

More than 18,200 persons have been relocated as a result of on-going I-105 activities. To 
complete the project, an additional 8,130 persons would be relocated, plus approximately 
2,400 temporary "re-renters". In addition, more than 4,550 living units currently remain
ing within the right-of-way would be removed prior to construction of I-105, 

\Vhile 70 percent of I-105 residential relocation is currently completed, the relocation of 
an additional 7,300 persons represents an adverse and unavoidable short-term impact. It 
would be mitigated to a substantial degree by application of the relocation assistance 
program, which specifies financial relief for relocatees and seeks to insure that compar
able, decent, safe and sanitary housing is provided for each relocated person or family. 
There are, however, other impacts, such as loss of neighbors, changes in relations to com
munity facilities, and the like, which cannot be mitigated through financial resettlement 
assistance. 

Based upon the relocation which has already occurred, approximately one-half of the relo
catees remain within the relocation area. 

As a result of the relocation assistance financial package, approximately 20 percent of 
renters have become homeowners. In addition, utilizing Last Resort Housing provisions of 
State and Federal legislation, approximately 100 replacement housing units have been de
veloped for relocatees. 

The alternative alignments in the Hawthorne area involve remaining displacement of 4,700 
housing units and 8,200 people for the Bell Alignment, and 4,360 housing units and 6,500 
people for the Original Adopted Alignment. These displacements, compared to the proposed 
alignment, represent an additional 900 people and 350 housing units for the Bell Alignment, 
and 800 fewer people as well as 10 more housing units along the Original Adopted Alignment. 

Under No Project conditions, no significant additional residential displacement would be 
required, although a few persons might have to be relocated as a result of redevelopment 
activities. However, a decision to abandon the Project would mean that more than 17,400 
persons would have been displaced for a purpose that was not realized, 

Ry using the right-of-way already acquired for the I-105 Project, the Exclusive Busway 
alternative would require only about one-half the additional displacement of people and 
housing, as compared to completing I-105, or 4,000 persons (plus 800 temporary "re-renters") 
and 1,950 housing units, respectively, Relocation benefits available to relocatees under 
this alternative would be similar to those for the I-105 Project. 

The Arterial Widening alternative would require the relocation of approximately 8,700 per
sons and the removal of almost 3,100 housing units, while the Grade Separation alternative 
would require the relocation of approximately 600 persons and the removal of 190 housing 
units. 
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The combined Busway and Arterial Widening alternative would require a total relocation of 
more than 12,700 persons and the removal of 5,000 housing units, while the combined Busway 
and Grade Separation alternative would require a total relocat)on of 4,600 persons and the 
removal of approximately 2,140 housing units. 

The combined Busway and Arterial Widening alternative would result in the greatest reloca
tion of persons and removal of housing units, while the No Project alternative would 
result in the least. The I-105 Project falls midway between these extremes, although the 
removal of housing units is somewhat disproportionate to the relocation of persons due to 
the almost 1,500 units currently standing vacant within the I-105 right-of-way. Similar 
mitigation measures would be employed under all of the alternatives where Federal funds 
are used. 

6.2 BUSINESS AND EMPLOYMENT DISPLACEMENT 

The impacts presented in this section are expressed in terms of the numbers of businesses 
and jobs displaced. Experience to date on the Project indicates that many businesses, 
once displaced, have relocated in the jurisdictions from which they were displaced. A 
working estimate, is that approximately one-third to one-half of all businesses will relo
cate in the jurisdiction of origin. 

I-105 Project 

The relocation of 52 businesses from various jurisdictions along the Project right-of-way 
has already occurred. This represents about 18 percent of all businesses that would be 
acquired for the Project. Tables 6-3 and 6-4 sunmarize remaining displacements. 

The City of Lynwood would experience by far the greatest share of the total remaining dis
placement. Almost 31 percent of the total employment displacement of 1,140 would occur in 
Lynwood. Hawthorne would experience the next highest impact, while Inglewood, Compton, El 
Segundo, Watts, Norwalk, and South Gate would not be affected at all. 

TABLE 6-3 
COMMERCIAL AND INDUSTRIAL DISPLACEMENT OF THE 
PROPOSED PROJECT, BY POLITICAL JURISDICTION 

Type of Business 

Jurisdiction Commercial Industrial s;eecial 

Compton 0 0 0 
Downey 11 0 0 
El Segundo 0 0 0 
Hawthorne 22 I) 5 
Inglewood 1 0 0 
Los Angeles City 

Westchester 31 0 1 
Watts 0 0 I) 

Los Angeles County 
Del Aire 0 0 0 
Lennox 22 () 1 
Athens 28 2 1 
Willowbrook 28 5 1 

Lynwood 45 24 1 
Norwalk 0 0 0 
Paramount 10 1 2 
South Gate 0 0 0 

TOTALS 198 32 12 

Source: Caltrans - Environment1l Planning Branch 
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0 
11 

0 
27 

1 

32 
0 

0 
23 
31 
34 
70 

0 
13 

0 
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1 TABLE 6-4 
ESTIMATED EMPLOYMENT DISPLACEMENT OF THE PROPOSED 
PROJECT, BY TYPE AND POLITICAL JURISDICTION 

Type of Business 

Jurisdiction Commercial Industrial Special 

Compton 0 0 0 
Downey 18 0 0 
El Segundo 0 0 0 
Hawthorne 80 0 180 
Inglewood 23 0 0 
Los Angeles City 

Westchester 84 0 5 
Watts 0 0 0 

Los Angeles County 
Del Aire 0 0 0 
Lennox 100 0 32 
Athens 89 29 3 
Willowbrook -- --Lynwood 182 174 3 

Norwalk 0 0 0 
Paramount 14 3 3 
South Gate 0 0 0 

TOTALS 682 228 231 

Source: El Segundo-Norwalk Freeway 
Environmental Impact Assessment Report, Environmental 
Planning Branch, dated February 1977 (updated) 

Total 

0 
18 

0 
260 

23 

89 
0 

0 
132 
121 

359 
0 

20 
0 

1,141 

The impact of business displacement is mitigated through provisions of the Uniform Reloc&
tion Assistance and Real Property Acquisition Policies Act of 1970, which include moving 
payments and fair market value payment for property acquired. Specific provisions are 
contained in Appendix E, Exhibit 3, 

Hawthorne Location Alternatives 

Bell Alignment: 

This variation involves displacement of an additional 17 businesses and 30 more 
employees than the proposed alignment. Total remaining displacement is esti
mated at 259 businesses with 1,170 employees. 

Original Adopted Alignment: 

This alignment has remaining displacements of 208 businesses and 840 employees, 
or 34 fewer businesses and 300 less employees than the proposed alignment. 

No Project 

The No Project alternative would cease business and employment displacement and, depending 
on the nature of redevelopment activities, could provide for restoration of business de
velopment in the .various col!IDunities along the right-of-way. 

The Exclusive Busway Alternative 

The Exclusive Busway alternative would require less displacement than the Project. Approx
imately 75 businesses would be displaced, affecting 440 employees. Mitigation measures 
would be similar to those for the I-105 Project, assuming Federal funds are involved. 
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~he Street Improvements Alterna tives 

Arterial Widening: 

The Arterial Widening alternative would displace approximately 1,440 businesses and 
approximately 6,530 j obs . This alternative would have a substantial impact, since exten
sive commercial strip development exists along the streets involved. Mitigation measures 
would be similar to those for the I-105 Project, assuming the same Federal legislation 
applies. 

Grade Separation : 

The Grade Separation alternative would directly displace 21 businesses, affecting an esti
mated 95 jobs. The desi gn features of this alternative suggest that it could result in 
signi f ica nt, i ndirect "proximity economic impacts" along affected arterials, especially at 
the graae-separated intersections. These impacts would result from (a) the restricted 
acces sibility inherent in the total prohibition of street parking, and (b) the reduced 
visibility for bus inesses near the grade separations. 

Under existing relocat i on assistance legislation, these indirect impacts are not mitigated 

Combined Busway and Street Improvements Alternatives 

Busway and Arterial Widening: 

The Busway and Arterial Widening alternative would re~uire the direct displacement of 
1,515 businesses, affecting 6,970 employees. Federal legislation would permit full miti
gation of financial impacts. 

Busway and Qrade Separation ~ 

The Busway and Grade Separation alternative would require direct displacement of 96 busi
nesses, affecting 535 employees. The financial impact of this direct business displacement 
would . be -mitigated tnrough · applicat•ion of Federal relocation assistance legislation. As 
under the Grade Separation alternative·, significant, indirect "proximity impacts" are 
anticipated along affected corridor arterials. Under existing Federal legislation, no mi
tigation measures applicable to these indirect effects are available. 

Business and Employment Displacement Summary 

The displacement of 52 businesses from within the I-105 right-of-way has already occurred. 
This represents 18 percent of the total which would be required if the Project is com
pleted~ An additional 240businesses remain to be displaced, including associated employ
ment of 1,140. Based on experience gained with the 52 businesses already displaced, from 
one-third to one-half of the affected businesses would relocate within their original jur
isdiction. If I~105 is completed and these past trends continue, the net business and 
employment displacement impact would be correspondingly less than the figures cited. The 
impact - of remaining business displacement would be mitigated through relocation assistance 
to affected businesses, which includes moving payments and fair market value for property 
acquired. 

Table 6-5 presents a comparison of the business and employment displacement of the alter
natives . The Arterial Widening and co~bined Busway and Arterial Widening alternatives 
result in by far the greatest direct impact with displacement of the many small business 
establi.shments which are established along corridor arterials. 

Although the direct impact of the Grade Separation alternative 
ment is relatively small (21 businesses and 95 employees), 
effects" may be substantial as a result of changes in access, 
commercial activ ities along grade-separated arterials. 
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TABLE 6-5 
COMPARISON OF BUSINESS AND EMPLOYMENT DISPLACEMENT 
OF 1-105 PROJECT AND ALTERNATIVES 

Alternatives 

1-105 Project - Proposed Alignment 

Hawthorne Location Alternatives 

Originall y Adopted Alignment 
Bell-Shaped Alignment 

Exc;~sjve Busway 

Local Improvements 

Arteri a l Widening 
Grade Separation* 

Combined 

Busway and Widening 
Busway and Grade Separation* 

Number of Businesses 
To Be Displaced 

240 

208 
259 

75 

1,440 
21 

1,515 
96 

*Does not consider results of "proximity effects" 
due to grade separations 

Source: El Segundo-Norwalk Freeway Environmental Impact 
Assessment Report, Caltrans, District 7, Environmental 
Planning Branch, dated February 1977 (Updated). 

6.3 PUBLIC SERVICE AND COMMUNITY FACILITY IMPACTS 

Number of Employees 
To Be Displaced 

1,140 

840 
1,170 

440 

6,530 
95 

6,970 
535 

This section identifies direct and indirect effects related to public services and commun
ity facilities. The direct effects range from partial to complete acquisition of facili
ties. Indirect effects include: changes in school enrollment related to residential dis
placement, potential joint-use opportunities for creaiing new community facilities, and 
changes in access to community facilities and services. 

In addition, specific mitigation measures proposed for the 1-105 Project are presented, 
while generalized mitigation measures for the alternatives are discussed. 

1-105 Project 

The Project 
2
would directly affect 38 community facilities either by total or partial 

acquisition. This is broken down by category and jurisdiction in Table 6-6. The table 
also indicates the extent to which the 1-105 impacts have already taken place. Thus, of 
the 11 schools affected, required property acquisition has already taken place for 4 of 
the schools, and replacement sites already developed for 2 of these schools. Similarly, 
the one park facility affected has already been acquired, 11 of the 20 religious institu
tions affected have been acquired, all of which have already been relocated. Of the 6 
required "other" facilities (service organizations, a 92-bed hospital, etc.), 2 have been 
acquired and 2 of these have a~ready relocated. 

1Environmental effects (such as air quality and noise impacts) are covered in 
Chapter 5. Fiscal impacts are discussed in Section 6-4. 

2Figure 6-3 shows community facilities within the corridor in relation to the 
1-105 adopted alignment as modified by the Imperial alignment in Hawthorne. 
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Included in the totals are two church facilities which were acquired for the adopted 10 
lane project, but which are not required for the proposed project. These facilities hav 
also r elocated. 

TABLl, 6-6 
smtMARY OF COMMUNITY FACILITIES AFFECTED BY 
THE PROPOSED PROJECT* AS OF AUGUST 1976 

Parks and Religious 
Jurisdiction Public Schools Recreation Institutions Other 

Compton 0 0 0 0 
Downey 1 0 1 0 
El Segundo 0 0 0 0 
Hawthor'le 0 0 2 ( 1, 1) 0 
Inglewood 1 1 ( 1, O)** 0 0 
Los Angeles City 

Westchester-Playa Del Rey 0 0 0 0 
South Central-Southeast 1 ( 1, l)** 0 3 (2, 2)** 0 
Watts 1 ') ') 1 

Los Angeles County 
Lennox 3 I) 0 1 
Willowbrook ') 0 8 ( 5, 5)** 0 
Other Unincorporated Areas 1 0 0 1 

Lynwood 1 ( 1, l)** 0 1 ( 1, 1)** 2 ( 1, 1 )** 
'l'orwalk 0 0 2 ( 1, 1 )** 1 ( 1, l)** 
Paramount 2 ( 2' 0)** I) 0 0 
South Gate 0 0 2 Pa 12** 0 

TOTAL 11 (4, 2 )** 1 (1, O)** 20 ( 11, 11)** 6 (2, 2)** 

*"Affected" generally means the partial or complete 
acquisition of land and improvements thereon. 

**(Number already acquired, number already relocated) 

Thus, the remaining direct impact of the Project includes the acquisition and relocation 
of 20 facilities and completion of the relocation of 3 facilities which have been acquire 
but not relocated. These impacts are summarized as follows: 

Religious 
Schools 

7 

Parks and 
Recreation Institutions ~ !21!! 

Remaining Ac quisition 
Remaining Relocation 9 

0 
1 

9 
9 

4 20 
4 23 

The specific facilities affected by the proposed I-105 
follows, including their current completion status. 

Project alignment are presented a 

Schools: 

City of Los Angeles - A 50-foot-wide strip of the playground at the 97th Street 
Elementary School is required and has already been acquired. Replacement land 
for the playground has already been provided adjacent to the school on Colden 
Avenue. The relocated playground will adjoin a frontage road adjacent to the 
freeway. Classrooms will be within 100 feet of traffic. 

During the EIS process, the Ritter Elementary School was identified as another 
school facility which should be acquired for the Project. The abandonment and 
modification of various railroad lines involves a connection in this vicinity, 
aligned through the Ritter site. Indications are that pupil enrollments in the 
various adjacent elementary schools are low enough to absorb pupils from the 
Hitter Schoo l . Therefore, it is not expected that the Los An geles City School 
!Jistric , would replace this school. 
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County of Los Angeles - A small triangular strip of the athletic field at Lennox 
High School would be required f o r the freeway. Traffic would be within 50 feet 
of the athletic fiel d •and 700 feet f rom c l a ssrooms . 

A 50-foot-wide strip of athletic field at Felton Avenue Intermediate School 
would be re quired for the freeway. qeplacement land for the athletic field has 
bee n proposed and is being negotiated with the school district. Traffic would 
be 50 feet from the field and 400 feet from classrooms. 

The Larch Avenue Elementary School would be acquired and replaced. Through dis
c us sions wi t h the School District, State Board of Education, and the State Divi
sion o f Ae rona utics , it appears possible to replace the facility within a few 
blocks of the existing s ite. The school is not currently soundproofed or air
con d itioned . A new facility could incorporate features which would buffer the 
signif icant external environmental impacts now experienced. 

The Ja~1es Kew School would be acquired in its entirety and would be replaced in 
cooperation with the Ing lewood Unified School District in the immediate vicinity 
of the Andrew Bennett School. This relocation would complement both the exist
ing Bennett School and the proposed replacement site for the Imperial Village 
Park. 

A portion of the Southwest Community College property, including one-third of 
the track and football stadium, would be traversed by the freeway. Planning and 
design have been closely coordinated with the college staff in developing a 
freeway design to accommodate the college's future master plan. The freeway 
would be depressed in this area and would be-located adjacent to the planned 
athletic facilities of the college. (The college site is largely undeveloped at 
this time.) Replacement property adjacent to the college has been acquired by 
the State in accordance with the college's master plan, and negotiations are 
under way concerning the relocation of the affected athletic facilities. 

City of Downey - A 50-foot-wide strip of the athletic field of E.W. Ward Ele
mentary School is required to extend a city street to restore circulation dis
rupted by the proposed freeway. The athletic facilities can be relocated into 
the remaining school property. Formal negotiations with the school district 
have not yet commenced. 

City of Lynwood - A portion of the Will Rogers Elementary School is required for 
the freeway. The entire school has been purchased by the State. Acquisition of 
a replacement site two blocks away is complete and a new school has been con-
structed on the site. · 

City of Norwalk - Early planning (as reported in the DEIS) had indicated that a 
small portion from the front of the property of the Hoxie Avenue Elementary 
School required to build a pedestrian landscaped and no school facilities are 
affected. The school ~ecently has been closed as an elementary school and it 
appears that the need for the overcrossing has been eliminated. It therefore 
has been removed from the Design Features of the Project. 

City of Paramount - All of Grove Elementary School and a portion of the Roose
velt Elementary School, both in the Paramount Unified School District, are 
required for the Project. It is the school district's intention, through a 
right-of-way contract completed in April 1976, to have Caltrans acquire an 11-
acre relocation site for a new school adjacent to the freeway, and an additional 
2 acres adjoining the Hollydale Elementary School, away from the freeway, to 
replace these two schools. New school facilities will be constructed on the 11-
acre site and the Hollydale School will be expanded. (The Hollydale School is 
in the City of South Gate, but it is part of the Paramount Unified School 
District.) 

Parks and Recreation: 

The only park required for the Project is the Imperial Village Park in the City of Ingle
wood. Plans for replacement of this park have been worked out to the satisfaction of the 
city , and the replacement property has been acquired by the State. A Section 4(f) clear
ance has been obtained from the U. S. Secretary of Transportation (Section 5.7 and 4(f) 
Report.) 
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The r e placeme11t site is act j a cent to Andrew Bennett Elementary School, which jointly with 
::e w School , s --~ r v i ces t hP s ame attendance area. 

In addition to dedicated park and recreation lands, many public agencies permit incidental 
use of their facilities for recreational purposes; e.g. , schools, flood control districts, 
and water districts. 

ri-manr-c-a-s-es, 
ation purposes. In these 
the satisfaction of the 
ational use will continue 
these facilities from the 
Statement. 

e1r atn'Iet i c facrl l t i es are also used Tor general public recre
cases, the athletic facilities will be functionally replaced to 
school districts, and school policy insures that public recre
with the replacement facilities. The impact of the Project on 
recreational viewpoint is detailed in the attached Section 4(f) 

The Los ~ngeles County Flood Control District permits hiking, riding and bicycle trails 
within - -e Los Angeles and San Gabriel Rivers. In addition, many of the corridor cormnun i 
ties designate bicycle trails. The impacts of the project on these facilities were cov
ered in Section ~.7. 

Churches : 

City of Downey - A three-foot strip along Clark Avenue would be taken from the 
frontage of the Good Shepherd Lutheran Church and School. The buildings would 
be 170 feet from the nearest freeway ramp. Negotiations with church officials 
have continued during design studies, and the church has had input into the 
freeway design during its development. The officials have indicated satisfac
tion with the design as proposed. 

City of Hawthorne - The Doty Avenue Baptist Church and the Del Aire Assembly of 
God Church are required. The First Southern Baptist Church, although not re
quired, has already been acquired and relocated for the original adopted align
ment. 

City of Los Angeles - The Greater Providence Baptist Church and the Harvest Tem
ple Church of God have already been acquired and relocated, The Grace Temple 
Missionary Baptist Church is also required. 

County of Los Angeles - Churches required are: 

Holy Chapel \lissionary Baptist Church ( acquired and relocated). 

First African Church of Los Angeles. 

Baptist Church on the south side of Imperial Highway between Compton 
and Holmes Avenues. 

Greater New Unity Baptist Church (acquired and relocated). 

\fount Beulah Baptist Church (acquired and relocated). 

Gethsemane Holy Cross New Testament Church. 

Saint Leo's Roman Catholic Church (acquired). 

The Greater Progressive Baptist Church is not required, however had 
been acquired and relocated for the 10-lane project. 

City of Lynwood - St. Anne's Episcopal Church has been acquired for the proposed 
Project. 

City of Norwalk - Construction of the Route 105/605 Interchange has necessitated 
the acquisition of the Norwalk District Baptist Church. Also, a 60-foot strip 
of land belonging to the ~orwalk Congregational Church will be taken. This 
strip of land is vacant and its acquisition should not significantly impair the 
operation of the church. 
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City of South Gate - Bethan y Chapel Assembly of God Church and School has been 
acquired, and the c hurch has relocated . In discussions with the pastor prior to 
acquisition (May 1969) , he indicated they welcomed acqui s i t i o n since their faci
lities were too sma l l and they had been trying to find a- new location where they 
could expand. Jehovah's Witness Hollydale Congregation Church is also to be 
acquired. 

Other Community Facilities: 

County of Los Angeles (Lennox) - The 9 2-bed Imperial Hospital will be acquired 
in its entirety . 

County of Los Angeles - Th e National Croatian Association Lodge will be acquired. 

Ci t y of Lynwood - The Lynwood Masonic Temple will be acquired. The American 
Legic ~ Hall has been acquired and r e locat ed. 

City of Norwa lk - Th e Norwalk Women' s Club has been acquired and relocated. 

City and County o f Lo s ~ngeles; Cities of Compton, Lynwood and Paramount - In 
conjunction with construction o f the Proj " c ~ , • t ~ a~ h~on nrono~ed tn r~lncate 
(or abandon ) th ree Sou the rn Paci fi c rail lines. These are: (1) the •1orth-s outh 
Wilmington Branch th r o ugh the communities o f Watts an d Willowbrook and the City 
of Compton ; ( ~ ) the we s t Santa Ana Branch s outh t' r om Watts thro u gh the City of 
Lynwoo d (and a portion of Paramount), and (3) t he F. l Segundo Branch in the Watts 
are a.1 

This railroad relocation proposal will be implemented in three stages: 

a. The Wilmington Branch will be relocated within the railroad right-of-way on 
Alameda Street. 

b. The West Santa Ana Branch will be connected to the El Segundo Branch and the 
Alameda Street Branch via short spurs . The portion of the West Santa Ana Branch 
east of Alameda Street will be abandoned (except for one industrial spur). 

c . The City of Los Angeles is interested in eventually relocating the El Segundo 
Branch and the West Santa Ana Branch lines within the center median divider of 
the project . A short spur would be maintained on the El Segundo Branch to ser
vice industry in the area. 

Mitigation ~easures: 

During the route planning stage, efforts were made to minimize many of the potential ad
verse impacts by sel e cting routes that follow existing political boundaries and transpor
tation corridors, and avoid as much a s possible s chools, churches, community facilities, 
and major e mplo yment generat ors within the community. 

However, as pre viously indicated, a tot a l of 38 community facilities would be affected to 
varying degrees by the I-105 Project. To minimize adverse impacts upon schools, Caltrans 
and School Districts are frequently involved in co o rdinated efforts to provide suitable 
replacement sites and develop comparable facilities. If possible, relocation occurs during 
the summer months to minimize student disruption. Mitigation for displacement of parks 
and recreation areas is fully provided f o r by State and Federal legislation which insures 
that comparable facilities can be developed when these facilities cannot be avoided. 

The displacement of other public and community facilities such as hospitals, service clubs, 
and fire stations are equita bly mitigated by paymen t of fair market value, moving expenses 
and aid in locating replacement sites (as required by Federal legislation) 

1see Chapter 3, including Figures 3-7 a nd 3-7A, f o r additional details 
of the railroad re 1ocation project. 
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Student Enrollment Decreases: 1 

Another impact upon school districts results from decreases in student enrollment related 
to displacement of people and housing units in the Districts. For the 1-105 Project , this 
impact would involve a displacement of approximately 2, 4 00 students. Table 6-7 shows the 
distribution of this total by school district and g rade l evel. These estimates are based 
on census data and represent the maximum number of students to be displaced, and assume 
none resettle within the_ schoo l d i str_i~ts 

TABLE 6-7 
ESTIMATED REMAI"HNG STUDENT DISPLACEMENT BY SCHOOL DISTRI CT* 
(I-105 PROJECT) 

Grade Level 

School District Kindergarten Elementar:z: 

Centinela Va lley Union High 0 0 
Hawthorne Elementary 25 243 
Lennox Elementary 50 ~.I.'½ 

Wiseburn Elementary 13 108 
Compton Unified 12 81 
Downey Unified 7 66 
El Segundo Unified 0 0 
Inglewood Unified 1 3 
Los Angeles Unified 49 396 
Lynwood Unified 15 107 
Norwalk-La Mirada Unified 11 92 
Paramount Unified 12 90 

TOTAL 195 1,600 

High School 

250 
0 
V 

0 
36 
46 

0 
2 

164 
45 
45 
30 

618 

*These figures represent the maximum number of students to be displaced 
provided none resettle within the school districts. 

Source: 1q70 Census of Population, U. S. Department of Conmerce, 
Bureau of the Census. 

Total 

250 
268 
464 
121 
129 
119 

0 
6 

609 
167 
148 
132 

2,413 

In certain instances, enrollment decreases have been beneficial to the affected school 
districts. For example, reductions in enrollments offer school districts the opportunity 
to consolidate operations, phase out inefficient plants, adjust attendance boundaries, 
improve student-teacher ratios and generally improve educational quality. 

Opportunities for New Community Facilities: 

Two specific statutes--Section 104.15 of the Streets and Highways Code (also known as the 
Porter Bill) and Section 14013 of the Government Code (also known as the Marler-Johnson 
Act)--enable the State to lease portions of freeway right-of-way and some excess parcels 
to local jurisdictions for park and recreational purposes for a nom i nal lease rate of $100 
per year. Most of the corridor cities have, at one time or another, expressed i nterest in 
taking advantage of one or both o f these programs. 

Under this provision, the City of Downey, in developing Wilderness Park, will utilize 6 
acres of State-owned excess land along the San Gabriel River Freeway (I-605). The City of 
Paramount has expressed interest in an application of this option, while the City of Los 
Angeles has an opportunity to create a linear park in the Watts-Green Meadows Conmunity. 
Additional details are presented in Section 5.7 - Parks and Recreation ~acilities. 

1 
The loss of school district property tax base resulting from residential 
and business displacement is discussed in Section 6.5. 
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Hawthorne Lo cat ion Alternatives 

Bell Alignment 

This ali gnment would involve the same community facilities as the proposed Proj
ect alignment. 

Original Adopted Alignment 

In total, there are two less community facilities affected by this alignment 
than the proposed alignment. There are two additional churches--the Del Aire 
Baptist and First Southern Baptist. The facilities which would not be affected 
are the Kew and Larc h Elementary Schools, Doty Avenue Bap t ist Church and the 
Imperial Hospital. 

The No r oject Alternative 

No Project would halt further acquisition of community facilities. However , activities 
would probably continue where acquisition of parks and schools has already taken place but 
development of replacement facilities is not yet complete. (Imperial Village Park in 
Inglewood, the 97th Street El cmen t a. ,• .:_h _:...::. .L. ~,1"' C:i ~;, _: :.~ ~ : ••• ., -.::..., :.., Will Rogers 
School in Lynwood, and the Grove and Roosevelt Elementary Schools i u Paramount.) Reloca
tion and abandonment o f railroad facilities would not take place under No Project condi
tions. 

In terms o f indirect effects, no further decrease in school enrollments would occur, and 
none of the other indirect effects (such as joint-use recreational facility opportunities 
and changes in locali z ed communit y access) associated with Project completion would occur 
under No Project. 

However, Project activities have already created indirect impacts through the displacement 
of people, houses, business es, etc., which are presently borne by the colJl!lunities. These 
Project ef f ects in essence become part of the No Project alternative (or any non-project
related alternative). 

In the long-term, the decision of most cities to redevelop cleared areas as single-family 
residential will reverse a process that had begun with acquisition. Spec i fically, it will 
mean restoring or providing expanded services, which may include public facilities for an 
increasing population. 

The Exclusive Busway Alternative 

Since the Exclusive Busway would follow the adopted alignment (as modified by the Imperial 
alignment in Hawthorne, see Figure 6-3), but would require a narrower right-of-way, only 
11 of 38 community facilities affected by the I-105 Project would also be affected. These 
include two schools (Grove Elementary in Paramount and Kew School in Inglewood), one park 
(Imperial Village Park in Inglewood), a 92-bed hospital, four churches, two Baptist and 
one Catholic churches in Los Angeles , and one Episcopal church in Lynwood), and two other 
organizations in Los Angeles County (National Croatian Association Lodge) and in Lynwood 
(Lynwood Masonic Temple) . In addition, it is possible that the railroad relocation proj
ect could also occur with the Exclusive Busway alternative. 

Of the 11 affected facilities, 4 have already been acquired for the I-105 Project (Imperi
al Village Park, Grove School and 2 churches). Although not directly required ~or the 
Exclusive Busway 14 other facilities have already been acquired and 13 of these have been 
relocated. These impacts, which have already occurred, should be considered part of the 
impact of an Exclusive Busway alternative. 

In terms of indirect effects, the Exclusive Busway would displace 1,230 less students than 
the proposed Project. Other indirect effects previously identified for the I-105 Project 
would generally apply for the Exclusive Busway a lternative. 

The Street Improvements Alternatives 

Figure 6-4 shows the relationship of Arterial Widening and Grade Separation alternatives 
to community facilities. 
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Arterial Widening: 

This alternative would partly or fully displace 66 community facilities, including 39 
churches, 6 schools, and 21 other facilities. These impac1s are summar i zed by type, dis
placement (part or full ) , and jur i sdiction, in Table 6-8. Of the facilities , two are 
also required for the I-105 Project--Southwest Community College and Saint Leo's Catholic 
Church in Los Angel e s Count y . Saint Leo's has already been acquired. The additional 10 
facilities which have been acquired f or the Project would also have to be considered as 

TABLE 6-8 
PUBLIC AND COMMUNITY FACILI TI ES DISPLACED BY ARTERIAL WIDENING 

Parks and 
Jur isdictio n Schools Recreation Churches Other Total 

F p F p F p F p F p -
Bellflower 1 0 Q 0 1 0 0 0 1 0 
Compton 0 ?, I) 0 8 0 1 0 10 0 
Downey 0 0 0 0 0 0 1 3 1 5 
Gardena 0 0 0 0 1 0 0 1 1 1 
Hawthorne 0 0 0 0 0 0 1 1 1 1 
Los Angeles City 0 1 0 1 16 2 4 0 20 4 
Los Angeles County () 1 0 0 4 4 0 1 4 6 
Lynwood 0 1 0 0 1 0 1 2 2 3 
Norwalk 0 0 0 0 0 0 0 2 0 2 
Paramount 0 0 0 0 0 0 0 1 0 1 
South Gate 0 ·O 0 0 2 0 0 1 2 1 

TOTALS 1 5 0 1 33 6 8 12 42 24 

F = Full 
P = Partial 

In terms of indirect effects, the Arterial Widening alternative would cause displacement 
of students of a magnitude similar to the Project. However, these would be students in 
different schools, and in some case, different districts. Also, the wider streets may 
reduce pedestrian safety and street "liveability". Each colll!lunity will also be faced with 
rezoning problems and odd-sized excess parcels. 

Grade Separation Alternative : 

This alternative would not require the actual taking of property for right-of-way purposes 
except where remodeling is required at existing interchanges with cross freeways. However, 
it presents unique aecessihility problems that could be disruptive. Res t rictions or c ross
ing a grade-separated street will alter the established pattern of circulation for both 
people and vehicles. For example, children may have to walk farther to school and emer
gency vehicles may be delayed. The prohibition on street parking would make it less con
venient to use some c ommunity facilities and services. 

Combin e d Exclusive Busway and Local Improvements Alternative 

Busway and Arterial Widening: 

This combined alternative would directly affect a total of 76 community facilities, 4 of 
which have already been acquired as a result of I-105 Project activities. The indirect 
effects noted un der the separate Busway and Arterial Widening discussions would apply. 

1For discussion of each facility a f fected, see Addendum to 
Im act Assessment El Se undo-Norwalk Freewa 7 LA I 105 

partment o istrict nvironmenta 
May 1974. 
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Busway and Grade-Se paration Alternatives: 

Direct effects of thi6 alternative would be identical to the Exclusive Busway alternative, 
that is 11 community facilities would be affected, 4 of which have already been acquired. 
Other effects previousl y indicated under the s eparate Exclusive Busway and Grade Separa
tion discussions would app l y. 

Summary : Public Service and Community Facility Impact 

If the I-105 Project is completed as planned, a total of 38 community facilities (schools, 
a park, churches, and others) would either be fully or partially acquired. At the present 
time, a total of 18 community facilities have been acquired. These totals include two 
churches which had b een acquired for the 10-lane project. 

Table 6-9 presents a summary of community facilities impacted by the Project and its al
ternatives. Facilities already acquired are noted, and are included in the impacts associ
ated with each alternative. 

TABLE 6-9 
COMPARISON OF COMMUNITY FACILITIES REQUIRED AND 
ACQUIRED BY THE I-105 PROJECT AND ALTERNATIVES* 

Alternatives 
Parks and 

Schools · Recreation 

I-105 Project - Proposed Alignment 11 (4) 

Hawthorne Location Alternatives 
Original Adopted Alignment 
Bell Alignment 

Exclusive Busway 

Local Improvements 
Arterial Widening 
Grade Separation 

Combined 
Busway and Widening 
Busway and Grade Separation 

9 (4) 
11 (4) 

5 (4) 

10 (4) 
4 (4) 

11 (4) 
5 (4) 

1 (1) 

1 (1) 
1 (1) 

1 (1) 

1 (1) 
1 (1) 

1 (1) 
1 (1) 

Churches 

20 (11) 

21 (11) 
20 ( 11) 

13 ( 11) 

49 ( 11) 
11 (11) 

51 (11) 
13 (11) 

*Figures in parenthesis denotes number of facilities already 
acquired for I-105 Project. 

Other 

6 (2) 

5 (2) 
6 (2) 

6 (2) 

23 (2) 
2 (2) 

27 (2) 
6 (2) 

Total 

38 (18) 

36 ( 18) 
38 (18) 

23 (18) 

83 (18) 
18 (18) 

90 (18) 
23 ( 18) 

The Arterial Widening and combined Busway and Arterial Widening alternatives would have by 
far, the greatest impact upon community facilities. At the other extreme, the Grade Sep
aration and No Project alternatives would affect the 18 facilities already acquired for 
the Project. Also, negotiations leading to State acquisition of the remaining 20 facili
ties would have to be terminated, including resolution of commitments made in anticipation 
of the Project. 

In general, mitigation of community-facility displacement involves payment of fair market 
value, moving costs, etc. and aid in locating suitable replacement sites. However, in the 
case of schools and parks and recreation facilities, mitigation has included actual parti
cipation in development of comparable facilities on suitable replacement sites. 

6.4 EFFECTS ON COMMUNITY COHESION 

An important aspect of individual and family relationships is the sense of belonging and 
participation. Shared among neighbors, this feeling generates a "cohesiveness" that ties 
the community together. In a very real sense, this cohesiveness is the essence of a com
munity. 
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Community cohesion as used in this section is defined as: a sense of identity with a spe
cific residential neighborhood. This is evidenced by degrees of participation in activi
ties such as the Parents-Teachers Association (PTA), youth athletics, and even informal 
backyard gossip. 

Neighborhood identification may be disrupted when a project physically divides a popula
tion or dislocates facilities around which such a relationship revolves. This concept of 
cohesion is discussed on subsequent 

Impact Assessment Methodology 

The assessment of social impacts was made in three stages. 

1. Through use of a single-variably Mobility Index, the residentially most stable 
areas within and alongside the impact or target area was estimated; 

2. A determination of patterns in residential visits on foot to local social facil
ities of various kinds (e.g., churches, social clubs, shopping facilities, 
schools, etc. ) ; 

3. A final determination through the use of formulas of pedestrian dependency with
in the study corridor. 

Mobility Index: 

This index was calculated using secondary U.S. Census data. Index values were calculated 
by the formula: 

Mobility Index 

Where "R" 

200 - 2R 

the percent of households in the same 
dwelling units as they were 5 years 
earlier. 

By identifying the residentially most stable access within the study corridor this index 
may suggest areas most subject to disruption and may be of some use in identifying areas 
appropriate for more detailed scrutiny. 

The index is based on the premise that residential stability is indicative of satisfaction 
with a residential area arising our of the existence of the conditions citied above. Eco
nomic, prejudicial or other constraints may of course be the principal influence which 
causes stability and thus may not be related to satisfaction, nevertheless, some experi
mentation with it suggests a statistical tendency for areas segmented by transportation 
developments to become less stable. Higher index-values indicate increasingly less stable 
neighborhoods. See Figure 6-5. 

Social Activity Analysis - Extent and Strength: 

The extent and strength of residential social activity were examined with a focus on three 
elements: 

the identification of social facilities; 

the definition of neighborhood visiting areas; 

an evaluation of neighborhood activity patterns' vitality. 

Many neighborhood activities center upon facilities which depend, in turn, on the ability 
of community residents to reach them by foot. This required an overall inventory of social 
facilities affected. 

Pedestrian Dependence: 

A determination of neighborhood activity pattern strength relies on a recognition that 
social facilities are least partially dependent upon routes of pedestrian access. Pedes~ 
trian dependence, however, is based on the characteristics of the local population as well 
as on those of each facility. 
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Residential areas where use of neighborhood facilities is highly dependent upon pedestrian 
access may be significantly impacted by transportation facilities which impede such pedes
trian access. Therefore, analysis of various indicators of pedestrian dependency was per
formed within the corridor area. 

Data from U.S. Census Bureau sources were computed for each of the affected census tracts 
to determine the following indicators. 

General Pedestrian Dependency (GPD) reflects such neighborhood characteristics as portion 
of households without cars, numbers of people per household and median household income in 
the neighborhood compared with income in the city, The higher the number produced b y thi s 
formula , the greater the dependence is on walking and, supposedly, the more disruptive a 
proj e ct would be. 

School Pedestrian Dependency (SPD) is simply the percentage of the local population made 
up b y grade s chool dependency. The more children there are, the higher the dependency on 
wal k ing a nd the more vulnerable the neighborhood is to disruption . 

Lo cal Shopping Pedestrian Dependency (LSPD) relates to the need and the ability o f local 
residents to do their shopping while walking. This indicator depends on the number of 
households without cars, the number of people per household, the number of elderly (age 6 5 
and over). Local shopping, especially grocery shopping, often involves packar,es that are 
serious p roblems for the carless or infirm. 

Social Institution Pedestrian De endenc (SIPD) relies on such things as the number of 
people in the same house or years, the number of Black people, and the number of for
e i gn stock. Foreign stock includes people born abroad or with at least one parent born 
abroad. The presence of these or some of these may indicate a closeknit community where 
walkin~, visiting, and other interaction among residents may occur. 

Composite Pedestrian Dependency, A single composite pedestrian dependency score for each 
census tract was then computed by adding the three Social Indicator Ratings for each 
tract: 

SPD + LSPD + SIPD = Composite Score 

Scores or fi gures at the census tract level for each formula were then weighted according 
to the average figure for Los Angeles County as a whole in each case and added as compos
ite scores. These were then ranked in order of increasing value and mapped (Figure 6-6). 

Community Impact Sensitivity: 

Area alonside the project which are most sensitive to potential impacts are identi f ied on 
Fi gure 6-6 which displays aggregate relevant data on residential mobility, social activity 
and pedestrian independence, 

Two of the projects' socially impacting features are: 

local street closures 

profile 

Keeping in mind their effects on pedestrian movements across the project's right-of-way, 
the extent of local street closures was compared with the distribution of streets left 
open. A determination was then made of increased distances required for travel between 
points on opposite sides of the corridors. Measures in city blocks, these distances were 
used as one measure for determining the actual impact severity, A second measure of se
verity is the physical form of the completed facility; i.e., those portions elevated on 
viaducts, elevated on embankments, at grade and depressed (open cut). Prior research in
dicates that residents' psychological perception of controlled access facilities are 0b
stacles to a feeling of unity within formerly unsegmented neighborhoods. 

Community Impact Sever_i ty: 

These criteria act as further guidelines at the census tract level f rJr assessing t he 
social impact severity: 
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The impact is considered severe when a particular tract is: 

Very sensitive to project-induced social impacts and 

cross the -faclli ty and 

One where the facility is ele-vated, either on viaducts or embankments. 

The impact is moderate as above when the tract is: 

Very or moderately sensitive and 

Pedestrians must walk less than 4 extra blocks in order to cross the 
facility and 

The facility is either elevated or depressed. 

It is slight when the tract is: 

Slightly sensitive and 

Pedestrians must walk less than 4 extra blocks and 

The facility is either elevated or depressed. 

As above, findings resulting from the application of these criteria were also mapped. 

Where relevant to a particular alternative, social effects of the following impacts were 
also considered. 

Increases in congestion (e.g., volumes of traffic per hour at various points, 
such as street corners); 

Local impacts on pedestrian activity, safety; 

Introduction of new forms of traffic (e.g., trucks, vans, etc.); 

Noise, air pollution, etc.; 

Possible effects on residential turnover; 

Effects on public services (e.g •• hospitals, schools, fire protection, etc.); 

Population density changes; 

Changes in private car ridership patterns and congestion (e.g., volumes of traf
fic per hour); 

Effects on mobility; 

Effects on public services (as above); 

Changes in pedestrian congestion levels (on sidewalks); 

Bus patronage increases. 

Social Impacts Assessment 

I-105 Project: 

Residential Mobility. See Pigure 6.5. Por all census tracts within Los Angeles County, 
the average Mobility Index value is 120.0. Census tracts are areas with substantially 
uniform population characteristics, economic status and living conditions. Of those tracts 
crossed by the proposed project, Census Tract (hereinafter C.T.) number 5401.02 in Lynwood 
is the least residentially mobile--or in other words, the most stable--with a Mobility 
Index score of 78.2. Conversely, C.T. #6025 in Hawthorne reveals the ffreatest j~gree of 
residential mobility with a Mobility Index score of 156.4. 
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Social Activity - Extent and Strength. A review indicates that schools and churches pre
dominate amon~ the kinds of social facilities in these communities. This is not surpris
ing, as virtually all of the land immediately adjoining the project is urbanized and com
mitted to residential uses. Generally, such facilities draw most of their pedestrians 
from distances of up to 1/2 mile away. Undoubtedly, many others exist just beyond the 
limi ts of the immediate area studied. Such facilities will share potential impacts to an 
extent that will diminish, the more distance they are located from the project's right-of
wa y . But for a cluster of facilities at the extreme western terminus of the project in El 
Se~undo, on-foot patrona~e radii of the remainder will form a contiguous zone across the 
entire immediate corridor. Two exceptions to this observation may exist with respect to a 
drainage canal across Imperial Highway at the Hawthorne-Inglewood boundary together with 
Ce nsus Tract #6 028 (East Hawthorne) which is given over to hilly terrain, much of it 
undeveloped. 

Economically, the most marginal residential areas along the project appear to lie between 
Western Avenue in Westmont and the Los Angeles River in Paramount. A June 1975 inspection 
tour of the corridor revealed a marked deterioration of residential and commercial build
ings within this portion. The presence of light industry and railroad tracks adds to the 
area an aesthetic impression of "blight". Again, right-of-way clearance activity in anti
cipation of planned construction has engendered residential migration. 

Characteristically, the Western Avenue-Los Angeles River Sector reveals the highest con
centration of mixed single and multiple housing together with large multiple-family tracts. 
Many of the latter appear to have recently been .built apparently as an effort to offset 
urban deterioation. Another conspicuously large contiguous area featuring mixed single 
and multiple residency lies between Hawthorne and Lennox. It would appear that a histori
cal shift in the domestic housing construction from single family to multiple family 
dwellings (condominiums) etc., is responsible. 

To the extent that individual school districts lie on both sides of the Project, mobility 
on foot remains the focus of consideration. An exception to this observation is in order 
for parochial institutions, such as church-related schools. Economically, the more afflu
ent portions of the corridor study area appear to lie in El Segundo, the westernmost city 
or jurisdiction directly bordered or crossed by this Project. Housing here contrasts with 
older, more dilapidated single and multiple facilities that exist further east. 

• 
Pedestrian Dependence. Figure 6-6 generally displays the findings developed for this 
s tudy. The extreme western and eastern fringes of the corridor feature relatively low de
grees of -pedestrian dependence. Pedestrian dependence levels, conversely, are higher in 
the central portion. This confirms visual findings of relatively more affluent fringes, 
together with an economically depressed central portion. 

~orridor Sensitivity to Impacts. A review of Figure 6-7 reveals a concentration of sensi
tive a nd very sensitive areas along the eastern portion of the project. This finding 
correlates to some degree with earlier observations that the less affluent and pedestrian
dependent residents tend to be concentrated east of Hawthorne. In general, jurisdictions 
within Los Angeles County reveal various degrees of sensitivity to the project's social 
impacts: 

El ·Segundo. El Segundo, westernmost of the jurisdictions close to or crossed by 
thf project will not be affected, except for improved access. 

Los Angeles City (Portion). This portion of the city consists of only one 
affected residential tract (C.T. #2774), together with the International Airport 
immediately to the west. Because that portion of the tract closest to the proj
ect is taken up by industry, it is considered minimally sensitive on this fact 
alone . .. , 
Los Angeles County (Portion,. 
prises only a single census 
sensitive rating because of 
pedestrian dependency. 

This almost rectangular part of the County com
tract (C.T. #6022). It has been given a minimally 
its high residential mobility (HI=134.2) and low 

Hawthorne. The northern portion of Hawthorne (through which the project passes) 
has a markedly high rate of residential turnover (~I=142.7), one much higher 
than the Los Angeles County average of 120.0. As with Los Angeles City, immedi
ately above, this area is also minimally sensitive to the proj ect's uotential 
i.mpact. 
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Lennox. Residential mobility through the southernmost census tract of this un
incorporated county jurisdiction (C.T. #6016 and 6017) lies very close to the 
county average. Lennox is rated as minimally sensitive for this reason. 

Inglewood. Inglewood's only directly affected census tract (C.T. #6005.02) 
stands out as very sensitive to the project's impact. This is so because resi-

arise from Inglewood's stable industrial employment, which supports aircraft and 
aerospace development near the airport. Another factor contributing to its sta
bility, an abundance of churches and · schools, accounts for the very sensitive 
rating assigned to this tract. 

Westmont. Between the eastern portion of Hawthorne and Vermont Avenue, this un
incorporated portion of the County is slightly sensitive to potential impact. 

Los Angeles City (Portion~. Four census tracts make up this portion of Los 
Angeles City crossed byte project (C.T. #2413 to #~416). The westernmost three 
are moderately sensitive to its potential impact; the last or easternmost, very 
sensitive. This is so because in the first three cases, pedestrian dependence 
is either moderately high or high. (It is high, for example, in census tract 
#2416.) Three schools are found in C.T. #2416 together with a medical center 
iMl!lediately nearby. The Mobility Index score for this particular tract is 84.0, 
conspicuously low compared with both the scores of the adjoining tracts and the 
county average of 120.0. 

Willowbrook. Another unincorporated portion of the County, its two affected 
census tracts (C.T,'s #5406 and 5407) have been found very sensitive to the 
project's potential impacts. This is so because of the resident's relatively 
limited access to private transportation. Numerous churches, schools and hospi
tals are clustered within these two tracts. The Mobility Index score for C,T. 
#5407 is only 80.2, one of the lowest for all tracts crossed by the project. 

Watts. Very sensitive to the project's potential impacts, the single census 
triict (C.T. #2431) that comprises this unincorporated community's southernmost 
portion characterizes a degree of residential stability somewhat above the 
average for the county as a whole. Its residential population bas only very 
limited access to private transportation. Pedestrian (on-foot) transportation 
dependence is very high here. 

Lynwood. All but one census tract (C,T. #5400) here are considered either very 
sensitive or moderately sensitive to potential impacts. The most sensitive 
areas here (C.T. #'s 5401,02, 5417 and 5418) reveal only a median degree of pe
destrian dependence. However, the presence of numerous schools along the south
ern boundary of census tract 5401,02, together with very low residential mobil
ity throughout, justify the "very sensitive" and "moderately sensitive" ratings. 

Paramount. Paramount reveals in part a slight degree of sensitivity to the 
project's impact. Census tract #5535 is moderately sensitive because of its me
dian level of pedestrian dependence and the presence of a church and school. 

South Gate (Hollydale area). Hollydale, this city's southernmost extension is 
the only part of this city to be crossed by the project. It is very sensitive 
to potential impacts. Hollydale, identified with C. T. #5362 characterizes a 
markedly low ~obility Index score (88,0), indicating restricted access to pri
vate transportation on the part of local residents. 

Downey. The portion of this city to be crossed by the project reveals ~or the 
most part moderate sensitivity to its impact. Although numerous churches and 
schools lie within C. T. #5518, its southernmost portion, pedestrian dependence 
there is low. C.T. #5518, together with adjoining C. T. #5517 are residentially 
more stable than is the county as a whole. C.T. #5517 is pedestrian dependent 
to a medium degree. 

Norwalk. Census Tract #5519, the only area affected by the project, is consi
dered very sensitive to potential impacts because of its high residential sta
bility (M.I.=85.2) although pedestrian dependence is low. Commercial, religious 
and educational facilities are located above this tract's northern boundary. 

6-26 



2773 

i= .... i IN 
l ~ 
:_J 

'- ...... \\. 2766.03 I 
" ~ ClNl\ltT 

~ ' 

CENSUS TRACT 
MAP 

~ P•OPOSED 

6200 

6204 

l!ACH 

6208 

UTISIA 

6207 .01 6206 .01 

C . -
I 

6008 .02 
IIAIICNISTU 

'°'" ,6007 .01 

2381 2382 

ALOtlDIA 

5432 

UTlSIA 
U!UJA 

co11,10• ~ 

• ._. 5540 

5538 ,1 5539 ALOtlOH 

► 

5102 .o1 i I 55431( 

,ua 

5544.02 

,o~ 
; 

5532 
tOSICUNS 

5541 
5531 

5544.01 

5530 
~, I 

" 

5528 

5529 

UCILSIOt 

~ .. 

•-NMHIHI INN •11N11n1m1•HnlHIIIIHIIIIIIIIIIIHIHIUHIIHIHIIIIIIIHIIIIIHIIIHIIIIIIIHIUIIIHIHHltllllllllHIHIIIIIIIIIIIHIIIIIIIIIIIHIIIIIHIIHIUINHIIIIIHIIIINltlllHIIIHltllHIIIIIIIIIHIIIIIIIIIIIHIIIIIIHIIIIHIIIIIHIIHHIIHIIHHHIHHIIIHNNIHIIIHllltlHIIIIIHHIIIIIIIIIHIIINIIIIUHHIIIHHIIHIIIIUHHUHIIIIIIIIHIIHIIIIIIIIHHIHIHIIIHIIIHIIIIIIIIIIIUllltllNIIIIIHIIHIIINIIIIIIHHHIIIIIIIIIIIIIIIIIIIIIIIUIIIIIIIIHHHHllll•N111nNIHfflnnt1111111H111 

m 
~ 

0 

..__,. 

0 

© 
c-:. 

~ 

~ 

~ 

PROPOSED PROJECT 

•• •• • • • •• BELL SHAPED ALIGNMENT 

----- ORIGINAL ADOPTED ALIGNMENT 

w 
w I ~ ~I ~I i (/)I 

,:' ~ _, ,. I 
J I@ ~ I 

(-i I\ RI vn ARTESIA i . 1 ---<1 .... - -· ...... ·-·- I I 11--·· ·1r7·· ., -- . . . ; «.a: I ~- -91 

( s ) 

\ !I 'zl ~•' I O ro 
~ I 

Lu 0::: 

3: w 
> 

\ 

~1 I tn~\ ~ t ~ E ~ ~f- . YI r··- --5 . - -- ! \ ~-. /' o/i Q5 
r· _,_;: -- -- - --, · ' PICO 

.. ~ . . I 
~BELL u. L .. __ ""- . RIVERA l ' r-"\~I I ... . 

II 1 i 

COMPTON 
1 

,-gf @ \1 7 u· ~ 
0) 

SCALE IN MILES C: 
0 
✓ 

0 1 2 

.· ,-·"'L.--,-. 
l 
I 
r-z 

S2 :::::i 
r- 0 
z ~ 

:5 <( 
0::: 

~ 
<( 
a.. 

~~ 
.j BELLFLO~ER~ ~ ·7 
I c::,a: 

. ~~~ 
I a:: :\ ·C 

W I · ,P 
0 3: ~ 
0 0 (!) 
0 ...J 
3: LL. ~ 
~ ::::l d) 
<( w 
...J co 

i...,-r·-·-
! .J 

PEDESTRIAN DEPENDENCE 

VERY HIG H 

HIGH 

MEDIUM 

LOW 

--li&i 

Fl GURE 6-6 



-



CENSUS TRACT 
MAP 

C I 6008 .02 ; . I ,OA#CMUTU rm ---~;i,~i ~ \;.,.1 'IO TM I 
w ... 

i ~ 
:__J 

CINIUIY 

~ 
l>Ulll 6019 2766.03 

QQ.lZ. 1;n?n n1 
1.!!fill.Al P,.OPOSED 

6200 

6204 

IUCM 

6208 

UIISIA 

6207 .01 6206 .01 

I I 2381 I 2382 

- - - ~ N 
60~~ 6004 g~ 

6032,....., 

NI ' "; 2411 N I .. 

i< 
0 .. 
a: 

" :c 

·~L. ~!:5 f -•-• - ••M 
f I - _ __I_:--, ~ ( 

.,,.. 
[ ~.,' ~5510 h~ 5028 

~, 55 ,~,~- ~04 ....,. ~ 
~ 

► 

5102 .01 r I 
1 
.. I U!lSIA I I 8 5543 ~ 
; ·----"°'" 

·- •111111111111111u1n111NNHUHIIIHIIIIUIIHllllllllltllllllllllttflffllHHIIIIIIIIIIHttlflHIIIIIIIIIIIIIIIIIIIIIHIIIIIIIIHIIIIHIIUIIIIIIIIIIIIIUIIIIIIIIIIIIIIIIUIIIIIIIIIIIIIIIIIHIIIIIIIIIIIIIIIIIIIIIIIIIIUIIIIIIIIHIIIIIIIIIHUIIHIIIIIIIIIIIIIIII IIHIUHIHIHIIHIIIIIIIIIIUUIIIIIIIIUUIIIIIUIIIIIHlfflllllllllllHIIIIIIIIIIIIIIHIIIIUIIIIIIHIIIIIIIIIIIIIHIIIIIHIIIIIIIIIIIIIIIIIIIIIIIIIIIIUllllllllllllllllllllllllllllllll!IIIIIIIIIIIIIIHIIIHIHIIIIIIIIIIIIIIIIIIIIIIIIIHUIIIIIIIIIIIIIUIIIIIIIIIIIIIIIIIIIIIIIIIIIIHIIIIIIIIIIII 

-------. 

0 
c--,. 

~ 

~ <( i 
8 ) > . ....J . 

1t A.RTESIA) 
w 
(/) 

PROPOSED PROJECT \ 
( s) 

I 

• • • • • • • • • BELL SHAPED ALIGNMENT \ ---- ORIGINAL ADOPTED ALIGNMENT 

UJ 

~ 

i z 
0:: 
w 
I-
U') 
w s: 

-W
> 
<( >, 

~ 
u.. 

ti:; 

AVE 

·::-:, 

BLVD 

COMPTON 

LD * ~~ @ (, 
, u 4\ ~ ~ SCALE IN MILES _ 

O ro 
~ I O 1 2 
0:: 
w 
> 

I OJ/ \ 
I-z 

0) (.) :=i 
0 c:- -

0 I- ~ ✓ z <( .:( 
0:: ....J 
<( 

~ a.. 

"'-. 
'-....._ 

--------

~ _f) 
)' Qjo/i Qf/ 
-· PICO 

I 

RIVERA 

·7 
J. BELLFLOWER1 w 
. I ~ \ .?:'. 

I \ ~ 

L.J"":·-·-

0 
0 

~ 
w 
:,,:: 
<( 
....J 

85 j·· ii s: (.{> 
0 ('.) 
....J C. 
u.. (.{> 
::j (J) 
w 
CD 

r ·' 

SENSITIVITY TO IMPACT 

VERY SENSITIVE -MODER ATELY SENS ITIVE -

SLIGHTLY SENS ITIV E ':/{{fop 

Fl GURE 6-7 





Severity of Social Impacts. IVhen the project is pl'aced into its setting, a relationship 
forms between its. socially impacting features and the area's sensitivity as previously 
determined.. This relationship determines the project's impact severity. An evaluation of 
impact severity is mapped on Figure 6-~. This map reveals the location of areas determined 
to be severely impacted, moderately impacted· and slightly impacted along the project's 
corridor. 

El Segundo. This city will not be affected by the project, except for improv:ed 
access • 

.,..... __ .....,_...,.... _ __, __ """P_o,..r_t_i_o_n_..... C.T. #2774 is the only tract directly affected by 
t e pro ect, apart rom a second' tract (C.T. #2766.03) in which Los Angeles In
ternational Airport is located... This portion of the city has been determined as 
only slightly sensitive to project construction, and a review indicates that no 
disruptive street closure will occult •. That porti'On· of Census Tract #2774 closest 
to the- project lim±t is occupied by indwrtrla1 plants. 

Los Angeles County (Portion). Composed only o.f c·. T. #6022,. this rectangular 
portion of the, County w.ll also be· siightly affected by the project, because of 
its high residerrtial turnover· and low· ctegree o~ ped&strtan: dependence •. 

Lennox. Although the project closely fallows the, city/county boundary, its jig
saw arrangement is such that seveiraI mos:t:IJr sm&u;I resident.tad areas, both north 
and south would be separated from. ttre·ilr po.rt:tica.L jurisd±ctions·. It h.as been 
suggested. that a project along this a:Ltgnment migtrt. form a more practical. connnu
n.i ty- bourrdary. 

Moderately sensitive to, canstr.uc.t'i:Ol!l,, Lemras w,tliI be a..ffeeted bq the, project. 
Minor north-south stre.e:ts. will: be> cl'osed!,, Iea.ving: open. for access three major· 
stre:e't&. These open: stree:ta aire< separated1 by as ma.n.y as 8 blocks. Residential 
mobil.i,ty throughout. south wmnax (ctmSUa trac:trs #60~6 and #6017) is: average for 
the county a& a whol.9',, bu.t ~rfm:r dilp:endanel!' is moderateI.:y htgh. Allthough 
this- portion· of LeJ1I1Q;.,: is: conaim!l!"fllt on:I.~ l!Ddera.t&lly: af!ectem by the p110Ject, it 
is- one- of the. more se~e::t.y inrJJl14'1te'(f IU"e1llll'. w.f.t:hiin t :he. modera,te classiftca.t.ion •. 

Hawthorne. The projec.t: w.:tII ~ :hts trlgttlly iirlregu:Lau-- boundary with LennoX-, 
affecting, a 11egion1 dat:amnmmd. tm h> <ml.y: sl~tly: sensitive to the route's im
pact. The fac:i.lit:y wo:uJ:d 'Ile· cfeD11waedl tlil:o:ugttGut Jfawthorne, except for ~ portion 
on embankment along Himfflroim:e:1·s; lioumti,Jry w:ti1tlt l!ng-lewocm. Additional street clo
sures will not pose· s±gn:M:timmlt: ~- to, pedest:rians,, a;s major- north-south 
street.a will be left open amt, aar«> GD'.t.y fa,ur- b'l'odts ap1tTt at most. For this rea
son, Hawthorn.e wiII b:e onl~ s.Ijjglttttlly;, Effeeted· by tfte:· pro·.jec1t► It shou:Ld be 
added,, however-,. ttmm. t:fte· pmD'(Jilm11 wdil:li re-qµ±ire, tha removllll of the 92-bed Imperial 
Ifospita:l, employ±ng: abe.ut t!ro:· pesona_ ll'tt:s cfts:appe!Bance· w1.11 eliminate or dis
place their jaba;,, as; well..t. aB ~ E. redw:1riom :iin, tfu!' immedi&te- area.' s avatl
able social smrVJicas;~ 'Ilbdis; ii& nmtt crmmdemmi a. cr'iittClcll ~iciency however· as 
there is current.ly am o~y d lmapt..tat. beds; :tn• th& gen·erau.. are£.. 

Inglewood •. D.1'.rectly· ruurtl:h: o.,t· luw-thlllme·' 9, eas-tern: portion:, much of Inglewood will 
not be: clirec1t.l.y· a.fi'u:ttedl b~ t,tia, IJJ'O),tect... 'Uh:e:> sourhernmos:t port ion of Inglewood 
ext.ends: i:ntm: ffiLw,thomie., ~ ·,. auxf ts: cotl'Sitdlnre<f ~iry sen&.iitive- tcr, the proj
ect's i:mpa1Ct;. 'mi1J, pimtt.,em:: w,ii,li he: ®mrtrun1t.ed' otr emb'a.nimlen:t aJ.ong: the southern 
hounrlarF ~1l: ~ th Hiuv,.'thorna: Mund.pal: A:trport and this, portion of Ingle
wood. willl l:i4' anJ;~ 1118.deJtaittel~ fmpaC'tedl by- the, ta.clI.ity.~ 

Westmont:~ <Dirlcs ~ sen:d:t±ve: tn pro,jecu-r.lJatad :wnpa,ct9,,, tld;.s; unincorpor
ated portien: ~ L0a; Anp,J;a.& Coun.-t¥- w±ll rro,t- ba, s±.gn:±.t:tcantly; a.f.fect.ed. by street 
closures. The: pJ?crjec:tt wotllL.<f be: depiressed' fuH!e> e~ept: for· a . small pom1!,mn. between 
Western. and Nomnanddia, ~anuea.... Llnp•ct o.f the· project will be slight .► 

Los. Angeles C:tt;t· (Portion))~ Th• wea:tei:mmost trbree' cenau& tra;cts, of. the City's 
sowthemr· exten&Lon (~!e:~T~ ¥•·,-; ™:r to, :t5} a,re onl.y moderately sensitive to poten
tta.L imp&et:s ;. the Iast. ts. ~ • s.emnt.ive,.. TM, Pl'Q'ject would· b.e a,J.:eva-ted on. em,
bankmen.tt,, eru::ept for ai small prurt:iiQ.n: afiaut I/cf! Cl!ff the- dtata.nc11> be:t:weeru Vermont 
~en ue aru:t. Figueroa,, ShreBt~ 

Cio&i:ng- ad!: s;tmeats, w:lrtrhliim t:he ~ sen•.ftiive, portioro o!l the> corridmr ( C. T. #2.416) 
would· reqwire, pedestrilan& to:, ~Jt mo.rec than: 4' extr~ b]aeks irr some cases. to 
cross the facility·. Because of' t-he· Bl!ns±tiv±ty ra.,ilig, amt th-e presence of an 
embankment- together with the street c.losure•,. the impact to this easternmost por
t ion of the city's southerly e'lltens±on is rated severe. The remaining census 
tracts to the west would be onl :-r moderately impacted. 
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Willowbrook. That portion of Willowbrook along which the project's alignment 
will pass is very sensitive to potential impacts; moreover, it would lie above 
grade on an embankment and would require the closure of numerous streets through
out, necessitating additional on-foot travel of 5 blocks or more in many cases. 
Although north-south accessibility would be maintained on five major streets, 
Willowbrook is rated severe for this reason. 

munity (C.T, - #243f)~-w hfch is in itself very sensitive to potential impact. As 
above, the facility here would be on embankment, and would impose similar 
street-closure obstacles. The impact in Watts is also rated severe. 

Lynwood. Throughout Lynwood, the project would follow a railroad right-of-way 
passing through very moderately and slightly sensitive areas of the city. The 
project would be elevated throughout, featuring numerous street closures. Be
cause of the fairly even distribution of closures and its elevation, the project 
would incur a pattern of relative severity through Lynwood similar to that of 
the area's impact sensitivity. That is, very sensitive portions of Lynwood 
would be rated severe, and so on. 

Paramount. While the westernmost two-thirds of that portion of Paramount along 
the corridor (CT's #5536-5537) is only slightly sensitive to potential impacts, 
the easternmost portion (C.T. #5535) is moderately so, Fortunately, for most 
of this area, the project would lie below grade (depressed). Street closures 
would not severely hamper pedestrian movements. For this reason, Paramount 
would not be any more than slightly affected by the project. 

For this respect, a reorientation of neighborhoods would likely occur through 
placement of two elementary schools with a new site and school south of the 
I-105 project and the expansion of the Hollydale Elementary School. 

South Gate Holl dale area. Although rated very sensitive to potential impacts 
on ya corner o s ur sdiction (C.T. #5362) will be crossed by the project's 
right-of-way. The project would be elevated and street closures would require 
pedestrians to walk a minimum of five blocks out of their way (approximately 1/4 
mile). However, because -0f the geographically limited area affected, Hollydale 
as such will only be moderately affected. 

Downe1. The project would cross the southern portion of Downey (C.T.'s #5534, 
5517- 8) which is divided into slightly and moderately sensitive areas. No more 
than four blocks would be added to distances traversed on foot, and the project 
would be depressed. Therefore, sensitivity and actual impacts would be similar
ly slight and moderate. 

Norwalk. The westernmost portion of this city (C.T. 5519) would be crossed by 
the project, and is very sensitive to potential impacts. Moreover, the project 
would be above grade throughout most of its Norwalk segment, necessitating as 
well up to four blocks of added on-foot travel. The project's impact on Norwalk 
would be relatively severe. 

Ef f ects on Minorities. See Chapter 2, page 2-9 for a detailed discussion of the socioeco
nomic characteristics of the affected conmunities. 

Basically, poorer and less mobile blacks tend to remain in central and south Los Angeles 
County, while more mobile and affluent whites move away. Unfortunately, it is not possible 
to state how much this movement is directly attributable to the project or bow many would 
have moved from the project area in any case; however, the project bas caused many people 
to move sooner than they otherwise would have. · 

Tabular data indicates that greatest percentages of blacks reside in affected county and 
city areas, which constitute much of the inmediate corridor's central portion. 

The south-central portion of Los Angeles City, Watts, Willowbrook, and Westmont haye resi
dential populations that are 70% black or more, Moreover, they are grouped in a contiguous 
fashion, forming the central portion of the corridor. All share, at least partially, 
markedly depressed economic conditions, as evidenced by pedestrian activities. Watts, in 
particular (CT #2431) shows a very high degree of pedestrian dependence. All of the sur
veyed portions of Willowbrook (CT #5406, 5407 and 5415) reveal high pedestrian dependence. 
South central and Westmont comprise census tracts rated either minimum or high on this 
measure. 
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Several of these jurisdictions, or parts thereof, would be severely affected by the proj
ect. These jurisdictions will be severely affected (by census tract): South Central (CT 
#2416), Watts (CT #2431) and Willowbrook (CT's 5406 and 5407). South Central (CT's 2413-
15) will be moderately affected. In addition, the project would exist on continually ele
vated embankment through South Central, Watts and Willowbrook. 

Jurisdictions with predominately white populations would not on the whole be as severely 
affected as those listed above. These particular areas are comprised of white residents 
by a factor of 70% or more: Downey, El Segundo, Hawthorne, Inglewood, Norwalk, Paramount, 
Westchester, Lennox and Los Angeles County. Of these, only Norwalk (CT 5519) will be 
severely affected. These moderately affected are as follows: Downey (CT #5518), Inglewood 
(CT #6005-02) and Lennox (CT's #6016 and 6017). 

These findings suggest that the central area identified with high percentages of black 
residents will be more severely affected generally than the fringe areas. However, it 
should also be borne in mind that in this area, up to 90% of the right-of-way has already 
been acquired for the project. 

Hawthorne Location Alternatives: 

Bell Alil{Ilment 

This alignment differs from the proposed project primarily at the western end near the San 
Diego Freeway and would remain south of Imperial Highway for a longer distance than would 
the proposed project. The Bell Shaped Alignment would pass through Census Tract 6022 in 
the City of Los Angeles rather than Census Tract 6016 in Los Angeles County affected by 
the proposed project. Pedestrian dependence and sensitivity to impact have been determined 
to be essentially the same for both Census Tracts. However, Census Tract 6022 exhibits a 
higher mobility index score · indicating somewhat less stability than Census Tract 2744. 
Therefore, the severity of the impact from the Bell Shaped Alignment would be slightly 
less than for the proposed project. 

Originally Adopted 

This alignment directly affects portions of Los Angeles City, Hawthorne (through which it 
passes), and Inglewood. ~he bulk of its impact would affect Hawthorne directly. It should 
be stressed too that the Proposed Project and this alignment rejoin in Los Angeles City 
(CT #2774) and Inglewood (CT #6005.02) and were discussed earlier in the context of the 
Proposed Project. That portion of Hawthorne affected comprises CT's #6021.01 and #6020.02. 

Both of these tracts reveal a higher degree of residential turnover than do those portions 
of Lennox affected by the Proposed Project (mobility index scores for Hawthorne census 
tracts #6021.01 and #6020.02 are 142.7 and 136.6, respectively. Lennox census tracts 
#6016 and #6017 are 119.8 and 117.5, respectively). The originally adopted alignment would 
therefore pass through less stable areas than the Proposed Project to the north. 

It would pass through (but not displace) a cluster of medical facilities, co11111ercial es
tablishments and churches within CT #6021.02 before merging to the east with the co!llllon 
right-of-way corridor~ Pedestrians would be required to walk no more than 4 extra blocks 
to reach destinations on opposite sides within Hawthorne. Residential use throughout 
Hawthorne's affected census tract is characterized by single and multiple family dwelling 
units. The degrees of pedestrian dependence throughout Hawthorne's affected census tracts 
are low within CT #6021.01 and medium within CT #6020.03. 

These contrast with medium dependence ratings for the correspondingly affected portion of 
Lennox to the north. 

Slight sensitivity to potential impacts characterizes both of the affected census tracts, 
and their counterparts in Lennox. These conclusions were reached primarily on the basis 
of residential mobility data. Pedestrian dependence, however, is higher throughout the 
affected portion of Lennox than throughout the part of Hawthorne directly affected by the 
southerly alignment. Thus, CT's #6021.01 and #6020.02 in Hawthorne are less sensitive to 
potential impacts than their counterparts in neighborhing Lennox. 

This relationship persists when the proposed, the originally adopted and the bell shaped 
alignments are considered. Again pedestrian dependence is the deciding factor. Removal 
of the 92-bed hospital by the Proposed Project is a factor in favor of the originally 
adopted alignment, when severity of impact is considered. 
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The displacement of minority-group residents and the impacts felt by those who remain 
behind in Hawthorne would be a rela·tlvely less severe problem here than in more central 
portions of the corridor. 

The No Project Alternative: 

The No Project Alternative is essentially equi~alent to the status quo, but for the mas
sive disposal of acquired right-of-way. 

Selection of the "No-Build" Alternative would require disposal of the acquired right-of
way. Social problems may arise if adjacent post-revision land-uses are grossly incompati
ble (e.g., residential and industrial), and if lower-class residential areas (public hous
ing projects, for example) are isolated :tram transportation, commercial and other public 
facilities and services like police and fire protection. Such problems may take the forms 
of increased residential and instability and crime levels. 

The Exclusive Busway Alternative: 

In assessing impact severity, similarities between the Exclusive 13usway Alternative and 
the freeway-transitway should he specified. The project and Exclusive Busway alternative 
share these similarities: 

Corridor placement, as tb-e smmewbat narrower Exclusive Bu-sway right-of-way re
mains within the freeway rigbt-of-wa<y-; 

Vertical configuration except a't t:lle ea11t -and west termini; 

Street closures, overcrossings, underc:roasings~ bridges, and pedestrian crossing 
locations; 

Plans for six bus s-tation.s with parking lots at junctions near the Long Beach 
Freeway, Harbor Freeway, i.n the lfilllnlbrook area., near Los Angeles International 
Airport, near Normandie Avenue. .a.nd bl Norwal.k. 

Vertical configuration &djnstml!mts 1D Joa -existing streets at the east and west 
termini. 

Feeder service to prov:i:de access to tile stat.ions won.ld be implemented. 

The foregoing suggests t.hll this a.11:al"lra:tl-.e•s .irapa:d::s on e0111Dunity cohesion would be sim
ilar to those of the corr-espond:htc h ea a, tr&-ns:inray e:z.oeJ)t perba.ps in magnitude. If 
anything the severity of these irllpac:ts wmald be SOJ!leWha.t attenuated because of the smaller 
number of residents displaced.. Spec.i.~ica.11?. 90llll!l1lhat 'IIIOre than half .of those required to 
roove by the freeway-tra:ns.1--t,way 'wma1.ii! 11,e c.tt.-.placed by tbe correapondinp; Exclusive Busway 
alternative. However, the distri.l>atti.on of rela:tive severity should be similar on a juris
dictional basis. 

The construction of an Excbaive ~Y lfac~1~ty wi11 create tbe h>llowlng impacts: 

LOCATI-alil 

1. Between ll~th Street a:nd Bu-sway~ 
West of Sn Diego Freeway 

2. Between Felton and Priiri-e Avenues 

3. Eucalyptus Elementary School 

4. Near Hawthorne Community Hosp.ii:al 

5. St. Joseph Church and Parish School 

6. York Elementarv School 

DIP ACT ( S) AND REMARKS 

Isolation of single-family resinence 

Acceleration of trend from single to 
multiple-family housing 

Re,strict-ed pedestrian aocess 

l:DC:r911.9.e ot congestion by traffic-pattern 
cl:ralllges 

R.estrict.ed pedestrian access as result of 
buslra~ b-a.rrier 

'!!est;ricted pedes:trian access ll.F rPsult. nf 
busway barrier. 
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LOCATION 

7. South of Alignment between 119th 
Street and 120th Street 

B. Area bounded by St. Andrews Place, 
117th Street and Manhattan Place 

9 . Willowbrook 

Fl. \lartin Luther King, Jr. '.!emorial 
Hospital anrt the King Triangle 
Redevelopment Project 

11. Lynwood 

12 . Paramount 

13. Roosevelt Elementary School 

14. Downey 

Street Improvement Alternative: 

I ~.!PACT ( S ) A.ND RE HARKS 

Isolation of residences 

Isolation of ten lots, noise. 

63% of property has been acquired, 39% 
of which has been cleared. If the busway 
is co~structed, much of this property 
will be offered for private ownership. 

Improved transit access 

Nearly 75% of this property has been cleared. 
If the busway is constructed, much of this 
will have to be returned to private ownership 

Approximately 62% of this property has been 
acquired and 43% has been cleared. Much of 
this will no longer be needed. Islands of 
residences will also be created north of the 
bus~ay between Garfield Avenue and Century 
Doulevard, and between Paramount Boulevard 
and Gardendale Street 

Restricted pedestrian access 

Over 75% of its property has been acquired, 
but only 10% has been cleared. Much of this 
area will not be required by the busway. 

Arterial Widening--This alternative would require the displacement of far greater number 
of residents than separations at grade, almost equalling the number of those that would 
eventually leave were a freeway-transitway constructed. However, community cohesion would 
not be so severely disrupted as by the freeway-transitway option because direct accessi
bility across widened streets would still he possible. Although congestion and rates of 
traffic flow will increase, the psychological barrier-effect produced by elevated embank
ments would be lessened. 

This alternative would require the arterial widening of approximately 60 miles of city and 
county streets, ranging over a rectangular area with dimensions of about 18 miles east to 
west and 5 miles north to south. The Arterial Widening alternative , therefore, would in
c lude areas either unaffected or only remotely affected by the project. 

Arterial widening would partially or fully displace 66 community facilities, including 39 
churches, 6 schools and 21 other facilities. However, only about 1.1 facilities would be 
r equired for each mile of the 60-mile network. In the case of a freeway-transitway, ap
p r oximately 2 such facilities would be required per mile of the rights-of-way, which is 
approximately 17 miles in length. However, total impacts of a freeway-transitway or Exclu
sive Dusway would be more extensive than those of the Arterial Widening alternative. 

Grade Separation--This alternative would not require the actual taking of property for 
ri ght-of-way purposes except where reconstruction is required at existing interchanges 
with cross-freeways. However, it presents unique problems that could be disruptive. Re
strictions on crossing grade-separated streets will alter established circulation patterns 
for both people and vehicles, requiring pedestrians to walk two extra blocks in many cases 
to reach overcrossings. For example, children may have to walk further to school, and 
emer gency vehicles may experience delays because of peak-hour secondary street closures. 
Street-parking prohibitions would inconvenience the uses of some community and commercial 
facilities and services. The elimination of curbside parking would reduce available areas 
for loading anrt unloading of goods alon~ affected streets, Since commercial and other 
"'.r ms 1w11l d he unab l e to load or unload goods, they may be f orce r! t o uU 1 tzc ,..Ps i dent i al 
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side streets creating cong~stion, noise, and other problems for local residents. Most 
significantly, limitations on available parking could impose economic hardships on small 
operators of businesses and - community facilities situated alon g a rterial streets. More
over, these businesses would be unahle to provide off-street park ing f or patrons in many 
cases. It should be added that many of these businesses are of the store front variet y 
wit h only one or two employees, and on this account are far more s ensitive to these im
pac ts than larger concerns would be. 

The ~eo graphical area that would be affeeted. by Grade Separations is similar in extent to 
tha t o f the Arterial Widening alternative. Approximately 55 miles of city and count y 
s treets wo uld be a f .fected, as before , Effects on community cohesion would be limited for 
the ~ost part to restrictions on local circulation patterns, noted above . Local i ntensity 
of its impacts will be much less severe than that of the alternatives discussed above, 
when the total number of residential and business displacements are contrasted with the 
various sizes of the project-users concerned. 

Combined Busway and Street Improvement Alternatives-: 

Combining the Exclusive Busway alternative with either the Arterial Widening alternative 
or the Grade Separation alternative will compound these adverse impacts to community cohe
sion previously identified under each alternative separately. In an effort to evaluate 
these combined alternatives, they have been ranked in order of severity in Table 6-13. 

Summary 

The I-105 Project and alternatives h&ve . been: ranked on the basis of both statistical in
formation and subjective evaluations-. Examples-: of statistical information include data... on 
residential mobility, social facility patronage. areas and relative strength of pedestrian 
activity. Subjective evaluations concern the eff·ects of the project and alternatives.; on 
ethnic groups. Impacts experienced. only· by th.eae groups were also determined and discus·sed. 
A final subjective -evaluation concerns is.. the,- ability of formerly cohesive but now seg
mented communities to function as integrated social units within the most severely impact
ed corridor areas. 

Bo th the t ype of project-related impaers and their severity would directly influence the 
continued viability of affected communities al!t-cohesive units. In tbi& regard, attention 
s hould be focused on the s .ev-ere-ly_ impao.t:ed:. portion of the freeway-transi tway corridor, 
particularly its central portion. . I ir. So.utb:--Cent-r.al. : Los Angeles City (Census Tract's #2416 
and '2431) and Willowbrook (Cenaus, Thtcts- #54-08 and ·. 5407), relative residential stability, 
a predominance of pedestrian·. activt:ty·, . a , c.luatering of · social facilities ·, particularly 
churches and high perc.entages; ot . ethni.o:t minori.ttes.; combined'. with conmmnity segmentation to 
create generally the most s-evere.: ove!!al.L. impact· anywhere within·: the project area. It can 
be safely reasoned that these directly- af·fectlNl· portions· of th·e · south-central city and 
Willowbrook would have the leaa-:t ability· of. !dl. project-area connunities · to remain cohe
s i vely viable. The four,. r:ema.iJ:l,in:g-i trt4ta that: would be severely impacted (Census Tracts 
5,101.02, 5417 and 5418 in LymNJD.Ct:... and: Cem1ua-, 'n'&ct 5519- i.n Norwalk) generally characterize 
a markedly high degree of reei.deat'i.a.1. st.ahilliy_, to,;ether · witb the clustering of social 
f acilities. Low area:, however.1 . wonLd:::afford; them;. a . somewhat· greater ability to retain at 
least some identity as cohe.si:ve-: co11D111r:Lt'ie11-. It · should. beo added in this0 connection that 
the freeway-transitway· col'!I±dolr would: foll.Ow, · a. railroad right-of-way throughout most of 
Lynwood. Impact here-w:i.11 not; bea aa e:ictan:aiYe were no . railway in existence-. Norwalk (C.T. 
#5519) , however, mu-at· bear: ta bumea.: of an. interchange with the existing San Gabriel 
Il. iver Freeway. 

"'uture effects of the -Arter:iltL Wi.den~ 0 a1.terna.tive 011 cohesion may well be greater than 
those of any other alternarive beeausJJ>- its particular -project area· is almost entirely 
unaffected by freeway related · property acquist :tion in contrast with that of the I-105 
Project and Exclusive Busway. 

i Combining · the Exclusive- Busway al tel!Dat.iYe-, with: either· of the two 8treet Improvement Al
ternatives would result· in·· a_ combination-, of_ the-c adverse social impacts-, previously identi
fi ed for the a lternatives s:ep&ratel .. y, 

Table 6-10 ranks the I-1.05 Projee.t and. 1±:s=• alternatives in descending orde-r of impact
severity according to · these· crtteriar. 

Residential stability ; 

Effects on oublic services and convnunity facilities; 
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Pedestrian activity; 

Effects on minority population; 

Displacement effects on co1T1J11unity cohesion; and 

Total impact on community cohesion. 

This rankinr: of the project and its alternatives is shown for a basis of comparison only 
~nd in no way indicates the magnitude of impacts; i.e., a rank of 1 (most severe) does not 
indicate a impact nine times greater than a rank of g (least severe). Furthermore, the 
rankinr, compares impacts on factors relating to community cohesion which is only one of 
the many factors weighed by decision-makers in final alternative selection. 

Beneficial Impacts: 

1 number of beneficial impacts on community cohesion would occur as a result of the proj
ect alternatives previously discussed. These beneficial impacts include the potential for 
increasing the safety and liveability of surrounding neighborhoods by removing much o.f the 
east-west traffic particularly truck traffic from local streets. Although north-south 
access may be diminished in some areas due to street closure, east-west access will be im
proved throughout the corridor. The Compton-Watts-Willowbrook area would benefit from the 
abandonment of approximately nine miles of existing railroad lines. This action would 
eliminate an existing obstacle to community cohesion in these areas. Increased access to 
the ~artin Luther King Jr. !{emorial Hospital complex and the King Triangle Redevelopment 
Project would benefit these same areas. The construction of a Freeway-Transitway or an 
Exclusive Busway would benefit particularly those nedestrian dependent areas in the cen
tral portion of the corridor by increasing access to health, educational and recreational 
facilities thus expanding their perceived community. 

'fitigation: 

'-.litigation of adverse impacts on community cohesion lie in mitiRation of housing t>.nd com
munity facility dis~lacement impacts (see Section R-1 and 6-2) and the mitigation of re
duced north-south pedestrian access. The previous discussions of impacts severity relating 
to nedestrian north-south access were presented for comparison of alternatives only and do 
not measure quantitative future pedestrian traffic desires. If the affected communities 
are sufficiently adversely affected by reduced pedestrian access, construction of pedes
trian overcrossings will be considered at any such location. The benefits of a pedestrian 
crossing at a particular location must be carefully weighed. In some areas construction 
of a pedestrian crossing would require either an underpass (considered unsafe) or woul~ 
require a structure SO feet above ground (questionable pedestrian usage and exorbitant 
cost). 

G.5 LOCAL FISCAL ntPACTS 

This section presents the fiscal irJpacts of the 1-105 Project and the alternatives. Where 
1pplicable, estimates of impacts which have already occurred are presented. Also, where 
aJpropriate, available mitigation measures are discussed. 

In ~n1ly~in i local fiscal impact, it is imnortant to consider that local practice is to 
provide public ~ervices throu~~ a ~ultitude of separate special tax districts. These dis
tricts frequently do not coincide with municipal boundaries. As a result, fiscal impact 
on a particular tax district may he more or less severe than the total effect of all tax 
districts within a community. For this reason, fiscal impacts are reported two ways. 
7irst, there is the total effect on each separate tax district. The second way is through 
the combined effects of that assemhla~e of each special tax districts contained within 
each community. This latter 1vay is an attempt to provide a clearer picture of fiscal im
nacts as they relate to the total services provided locally. 

fiscal impacts are reported in terms of reductions in property tax revenues for schools; 
and fro~ pronerty and sales tax revenues for communities. Property tax rates are those 
in effect in 1075-76 although this is somewhat misleadin~ in terms of actual impact. The 
reason is that most of the acquired properties were purchased several years a f,o when 
assessments and tax rates were substantially less. In the interim, affected local agencies 
have adjusted tax rates to compensate not only for inflationary ~rends, ~uc a lso for •he 
lost assessments, and reductions in services. 



TABLE 6-10 
IMPACT ON COMMUNITY COHESION RAIIKED IN DECLINING ORDER OF SEVERITY 

HAWTHORNE VARIATION!.§..1. STREET IMPROVEME~S COMBINED ALTERNATIVES 

BELL ORIGIIIALLY NO EXCLUSIVE GRADE BUSWAY BUSWAY AND I 
SOCIAL IMPACT CRITERIA PROPOSED SftAPID ADOPTID PROJECT BUSWAY _ WIDENI!iQ SEPARATE AND WIDEN GRADE SEPARATE 

Effects oh Residential 
4 Stability 1 2 3 9 5 8 6 7 

Effects oh Public Services 
and Community Facilities ~ 4 6 9 7 2 8• l 5 

Effects on Pedestrian * I Activity . 1 2 3 9 6 7 8 4 5 

Effects on kinotity 
9 Populations - 1 2 3 9 6 7 4 5 

Displacement Effect• on 
Community Cohesion 
• Total 2 i! i 9 6 7 8 1 4 . Future 3 9 7 2 8 1 5 

Total Impact on Co11111unity 
4 8 6 Cohesion l 2 9 7 5 3 

*Although grade-separated intersections will not displace faci}ities, certain_ indirect impacts 
are anticipated; therefore, it cannot be con~idered equal to no project" which will not have 
any significant effect upon public services and community facilities. 



Sales tax losses have been determined on the basis of normal rate of return for the esti
mated gross sales associated with the commercial and industrial establishments affected 
( a cquired) by each alternative; i.e., 1% for cities and 0.25% for County. 

I-105 Project 

Approximately $24 million in assessed valuation has been removed from the corridor commu
nities tax rolls as a result of I-105 right-of-way acquisition. This represents an approx
~ate total annual local revenue loss of ~1.7 million to cities and $1.4 million to school 
d istricts at current average tax rates • . Sales tax revenue losses are estimated to be 
$6 8, 800 annually. 

Of all the cities traversed by the Project, Lynwood has sustained the largest percentage 
and a ctual dollar loss to its tax base and revenues, about 8-1/2%. The City tax rate from 
1968 through 1975 increased from $.77 to $1,61 per $100 of assessed valuation. Lynwood 
reports that this increase (about 109~ ) was attributed to inflation and the loss of tax 
income as a result of Project property acquisition. While inflation has been responsible 
for the major portion of the increase, an 8-1/2% reduction in tax base is a significant 
factor. 

This is an example of the fiscal i~pacts local agencies are experiencing. A city has ba
sically four alternative courses of action when revenue sources are diminished: s eek 
added revenue from State and Federal sources, increase local taxes such as propert y tax, 
reduce the quantity or quality of local public services or attract new tax-producible 
development. 

When the I-105 Project is completed, an additional $11 million in assessed valuation would 
he removed. This results in annual revenue reductions of about $800,000 to local cities 
and $600,000 to school districts. Also, as a result of the remaining business displace
ment, annual sales tax reduclio~s of $315,000 are anticipated if none of the businesses 
relocate within the corridor. · 

The approximate equivalent total fiscal impact of the Project (in terms of assessed valu
a tion) for each separate community is shown in Table 6-11. The table distinguishes between 
impacts which have already occurred and those remaining as they relate to total assessed 
valuation within the co11111unity. It also assumes that the excess property acquired for the . 
original project has been returned to the tax rolls. 

TABLE 6-11 
APPROXIMATE NET ASSESSED VALUATION IMPACTED BY COMMUNITY - PROPOSED PROJECT 

Reduction in Assessed Valuation 
Communiti In Millions 

Incurred Remainini Excess• Total ~Net2 

El Segundo $ $ 0.125 $ ---- $ 0.120 
Westchester (City of LA) 0.119 1. 818 1.937 
Del Aire (County) 2,380 0,005 1.277 1.108 
Lennox (County) 0.170 2.100 2,270 
Hawthorne 1.485 2,926 0.664 3,750 
Inglewood 1.143 0,149 0.094 1.198 
Athens (County) 1.153 0.111 1.260 
Watts (City of LA) 2.780 0.280 0.226 2.835 
Willowbrook (County) 1.145 0.746 0,003 1.820 
Compton (). 004 0 , 027 0.074 0,031 
Lynwood 5.290 0,657 0.084 5.865 
So uth Gate 0,252 0.094 0.350 
Paramount 1,277 o. 719 2.000 
Downey 3,296 0,885 4.181 
Norwalk 3,360 0,187 1.118 2.430 

PROJECT TOTALS $23. 854 $10,829 $3. 540 $31.155 

*Represents present work (A.V.) of properties to be returned to tax rolls. 
Much of this property has been cleared of improvements. With reconstruc
tion, these figures will increase substantially. 

1As previously noted, approximately 50 percent of businesses previously 
displaced by I-105 have relocated within the same jurisdiction. 
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0.027 
.005 
.010 

2.075 
.709 

0,006 
0.039 
0.008 
0.019 
8.530 
0.307 
0.449 
1.584 
1.947 

------



A tabulation of fiscal imoact on each separate tax agency affected by the Project is shown 
in Table 6-12. Once removed from the tax rolls, it is no longer possible to accurately 
detail the fiscal impact of the acquired properties. Table 6-12 also includes the approx
imation of the total effect of the removal of all of the assessed valuation associated 
with the Project, in comparison to a recent annual budget of each separate tax district. 
Since acquisition is spread over several years, the effect in any one year would be about 
one-fifth or less. 

In the short term, mitigation to a small de~ree is accomplishect when properties are 
cleared and the associated services are eliminated. Those properties bought for the Proj
ect, and re-rented return 24 % of the rental fees to the local taxing districts. This 
c losel y approx imates revenues originally derived from the property tax. For school dis
tricts there is also a degree of mitigation for reduced revenues to the extent enrollment 
de clines. Further, the Lanterman Act provides for reimbursement of school district tax 
losses when a highway project reduces tax revenues over 0.5 percent in a year. These pay
ments would occur over a three to five year period. Also, it is estimated the Project will 
generate about 45,000 manyears of additional employment. Since some of this represents 
the local labor force, it would have a stimulating effect on local economies, producing 
increased retail sales, home buying, etc. 

From a long-term perspective, the Project would create a significant improvement in re
ff ional accessibility. This should result in a somewhat greater demand for corridor hous
ing; the stimulation of industrial development in the Cities of El Segundo, Lynwood, Para
mount and South Gate; and the development of several commercial properties. Some examples 
of new development already under way are: Continental Park and International Center in El 
Se~undo, a major regional shopping center in Hawthorne, Watts Industrial Park, Montgomery 
Ward in Lynwood, Lynwood's redevelopment project for a major regional shopping center, a 
major industrial joint-use opportunity in Lynwood, and two community red1velopment proj
ects related to railroad abandonments to be accomplished with the Project. These expected 
by-products of the Project would tend to increase _the value of corridor property and re
establish much if not all or more of the tax base loss. 

Hawthorne Location Alternatives 

Bell Alignment: 

The total fiscal impact of this alternative would be approximately $34 million 
in assessed valuation. This represents an approximate annual revenue loss of 
$2,5 million. 

Partially off-setting these impacts is the $2 million in assessed valuation 
associated with acquired property which would be excess on this alignment. Much 
of this excess has been cleared of improvements and it is assumed that with re
development, its valuation will be substantially higher. This effect will be 
felt principally in Del Aire (County) and Norwalk where the bulk of the excess 
property is located. 

Sales tax losses and school tax losses are estimated at $325,000 and $2 million, 
respectively. Aga :1-n, putting the excess property back on the tax rolls will re
duce both figures. 

Orig inal Adopted Alignment: 

Total fiscal impact is $33 million in assessed valuation. This represents an 
annual local revenue loss of $2.4 million. School tax losses are estimated at 
$2 million, and sales tax revenue loss at $250,000. 

With this alternative, ~1.7 million in assessed valuation associated with excess 
property will be returned to the tax rolls. Redeveloped, this assessed valuation 
will tend to reduce fiscal impacts along this route. However, the maj or impact 
will be in Norwalk where the majority of the excess property exists. 
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TABLE 6-12 l 
SUMMARY OF APPROX IMATE FISCAL IMPACT BY TAX DISTRICT - PROPOSED PROJ ECT 

Asse ssed Valuati on 
In 1000 1 s To ta l A.V. 

In Di s trict 
Percent A.v .2 1975- 1976 Property Tax 

Sales Tax Loss3 
1975-1976 Percent 

Total ( 1975-1976 } Prope rty Tax Revenue Losa To tal Budget Budget 
Tax Di s tric t Unacg,uired Ac quired ~ In 1000' s ImE:acted Rate In Dollars In Dollars Revenue Losa In 1000 1 8 Impac t 

Ci ty of . Los Ange l e s $ 2,098 $ 2,961 $ 5, 059 $ 7 , 263 ,469 0. 0696 3.o813 155 ,882 38 ,040 193 ,922 904, 056 0.021 

County General 10 ,830 23, 854 34, 684 22 , 095 ,068 0. 1554 4. 5185 1, 567,196 182, 056 1,749 ,252 2 ,823, 776 0.062 

County School Se r vices 10 ,830 23,854 34,684 22 , 095,068 0. 1554 0 . 0580 20 ,116 20 ,116 13,670 0.147 

Handicapped Education 9,717 18,794 28,511 11,100 , 000 o. 26oo 0 .2071 59,046 59 ,046 23 ,000 0 .256 

W1seburn School District 1,839 2,748 4,587 190 ,908 2. 3686 2 .1941 100,643 100,643 3,131 3.214 

Cent1nela valley union High 
School District 6,317 3,567 9,884 417 , 374 2.3481 2. 3894 236,168 236,168 14,770 l. 599 

El Caaino C._un1 ty College 
6,466 D1atrict 4,471 10,937 1,818,978 0.5998 0 . 6882 75,268 75,268 24,511 0.307 

Loa Ange lea County Flood 
10,652 

"' 
Cont.rol District 20,597 31,249 21,284,885 0 . 1467 o. 3830 119,684 119,684 124,563 0 .096 

I 
C011nty S&n1tat1on D1atr1ct #5 7,221 6,076 13,297 1,888,585 o. 70l.8 0.2373 31,554 31,554 0.344 :., 9, 157 ..., 
Central Vut Baa1n Water 

D1 ■ tr1ct 10,830 23,854 34,684 8,020,894 o.4262 0 .0030 1,040 1,040 250 o.416 

Metropolitan Water D1atr1ct 10,830 23,854 34,684 21,113,366 0.1622 0.1300 44,o89 45,o89 199,780 0.022 

Loa Angeles County Vest Mosquito 
AbateMnt District 1,818 114 1, 932 4,727,872 0 .0409 0 .0041 79 79 194,000 Negligible 

Athena Lighting District 159 2,190 2,349 38,726 5 .74 o.4969 11,672 11,672 340 3.433 

Hawthorne School D1atr1ct 1,054 678 1,732 133,268 1.2930 2 .6414 45,749 45,749 6,646 o .688 

Lennox School District 3,424 531 3, 955 31,878 12 .2034 2.6186 103 , 565 103,565 7 , 077 l.463 

Spec 1al Road Dia tr1c t #2 2, 957 5,o61 8,018 377,536 2 ,0957 0.0689 5,524 5,524 317 l.743 

1Approx111&te only. Both tax rates and budgets are adjusted annually to re f lect reductions to assessed valuation 
and aervicea provided . The assessed valuations given tor acquired and unaciuired property ret'lect changes which 
have or will have occurred over several years. Total A. V. in D11trict ( 197 ) doe a not include a cquired proper-
ties since they had previously been rellOved troa tax rolls . Table does not consider the effect ot returning 
exce11 property to tax rolla. 

2 (Total A.V. Re110ved) t (Total A.v . in d1atr1ct plus A.V. acquired) 

3aaaed upon a return or l" of gross sales to c1 ties and O .2~ to the county or Loa Angele a . 



TABLE 6- 12 (Cont i nued) 
Page 2 

A■ ■ e ■ aed valuation 
In 1000' a Total A .V. 

In D1 ■ tr1ct 
Percent A. V. 2 1975- 1976 Property Tax 

Sale e Tax Loaa3 
1975- 1976 Pe r ct!n t 

Total ( 1975-1976) Prope rty Tax Revenue Lo■1 Total Bud1et Budget 
Tu Diatrict Unf:cgylred Acgu1red B!!2lli. In 1000'1 I!lp&Cted Rat e In Dollara I n Dollar• Revenue Lo■■ In 1000 11 !!e!£L 

Loa AngelH County Coneolidahd • t 5 , o61 t 8,018 t 4 , 699,039 J'lre ProtocHon D i ■trlct 2,957 0. 1704 0. 7838 62, 845 62,845 57,517 0.109 

Lo~1!~~!:• County L1brar1 6 , 662 ll, 791 18,1143 6 , 0ll , 050 0. 3062 0 .2792 51 , 493 51, 493 23,669 0 .218 

Con10Udatod Sowe r llalntenanco 
Dil\rlet 3,11,1 5,21!3 8,68c 3, 8o5 , 890 0.2277 0.0663 5 ,755 5 ,755 4 , 769 0. 121 

Lo&t!~m•~rnty llater llorM■ 
0 1 , 6110 2 , 6110 Rl,110 12 .11705 0 . 3501 9,242 9 , 242 622 l.486 

llawthol'na Cit; Tu Di ■trlct #1 2, 926 1,101 4,133 18o,662 2. 27115 0.9300 38,437 35, 000 73,437 11 , 198 0.655 

Inalnood Cl\y Tu Di■irlet #l 1ll9 IIOll l,053 168, 870 0.6202 l.8200 19,165 1,200 20 , 365 38,426 0.053 

Inilnood Ullltled Schoel Dlatrict 1119 9011 1,053 218,157 o.11807 5 , 38)5 56 , 688 56,688 28 , 008 0 . 202 

'f' 
LI>! A~f1H llnlt\&4 llhool 

l , 176 4, 7311 10,440,632 0 . 0566 5 . 4010 10 lei\ 5,910 319, 199 319, 199 1, 113,434 0 .029 
"' .. 

Loi Aflitlea 01,1 C-unl\y 
00~1•1• Di■trle\ 1, 176 II, 134 5 ,910 ia,689,887 o,04655 o . n31 42,156 42,156 164,850 0.026 

Loa A111h .. County li.nhation 
9,2)6 10,9116 6j6,543 1.6950 . Dlatt i ot .#1 1,710 O,ll37 23 , 392 23 , 392 4,018 0 . 582 

111ll owbrook Li &htln& 293 1145 738 5,011] 13 . 111175 1.1896 e ,n9 8,779 97 9.051 

P'irHt!llle aai'ba1• b11tr1ot 7116 1,128 l , 874 73,528 2.5102 0 ,9788 18 , 343 18,343 1,171 1.566 

C011ptan Un1t1N School Dlatriot 6110 9)4 l , 574 250,152 o .62S3 5,9000 92 , 866 92,866 56,705 0.164 

c°£t!~t~~n1t y Ooll•1• 2,lll 7 , 720 9 , 8)1 1152 ;1132 2.1)711 o.111132 4] ,571 43, 571 7,891 0 . 552 

St;r~::~~ Laguna Lighting 453 690 1, 143 66 , 211 l, 7085 0.8270 9 , 453 9,453 931 l. 015 

Lynwood Olly Ta x Di ■ trlct #l 643 5,257 5,900 68,757 8.5300 l.6100 94 , 990 85,64c lBo, 630 6 , 248 2. 890 

Lynwood Un l t1a4 School Dlat rlct 657 5, ~7 5,914 71 , 963 7 . 6586 4 , 3858 259 , 376 259,376 13,267 l.955 

llouthaaat Noaqulto Abat•ant 
Oi ■ trtc t · 2, 38c 10 , 086 12 , 466 7,737,335 o.16o9 0.0053 661 661 532 0 . 124 

;.., nwood RedeYelopment "A" 4 )0 34 1,611 2,0719 1 . 6100 547 5117 703 0. 078 



TABLE 6-12 (Cont i nued) 
Page 3 

Aaseased Val uation 
In 1000 ' s Total A. V. 

In Di s trict 
Pe rcent A. V. 2 1975- 1976 Prope rt y Tax 1975-1976 Pe rcent 

Total (1975-1976 ) Property Tax Revenue Lo sa Sales Tax Loas3 To tal Budget Budge t 
Tax Distric t Unacgu i red Acquired Removed In l OOO 'a lm.Eacted Rate In Dollars I n Do llars Reven ue Loss In 1000 1 a I mpact 

Compton City Tax Di st r ic t #1 $ 27 $ 4 $ ·Jl $ 163 , 177 0 .0189 1.7500 542 542 30,000 0.002 

Compton Cre ek Mos quit o Ab&teaent 
4 726 Diatric t 722 152 ,900 0 . 4748 0 .0137 99 99 46 0.215 

Paramount City Tax Diltric t #1 719 1,277 1 , 996 44 , 512 4 . 3582 1. o630 21,217 19, 000 40,217 3,226 1.247 
Paraaount Unified School District 814 1,529 2,343 127, 917 1.8100 4 .5565 106 , 759 106, 759 14 ,882 0.717 
County Lighting Main District 

1,277 1, 996 77,598 #loo66 719 2 . 53o6 o.4987 9,954 9, 954 527 1.889 
County Sanitation District #2 1,741 5,965 7,7o6 1, 353,790 0 . 5667 0 . 2085 16, o67 16,o67 6 ,391 0 . 251 
Downey Ceaetery District 1,352 4,171 5,523 233,728 2.3216 0 .0142 784 784 30 2.613 
South Gate Cit y Tax District #1 95 252 347 113,194 0 . 3059 0.9900 3,435 3,435 9 ,143 0 .038 
Downey City Tax District #1 885 3,296 4 ,181 264,399 1.5619 0.6600 27,595 21,348 48,943 10,978 o . 446 O> 

I 
Downey Unified School District 885 3,296 4,181 283,955 l.4555 4. 7593 198 , 986 22 ,875 0 .870 <J 

198,996 .. 
Cerrito• C«-unity College 

6 ,6o3 7,610 896,953 Diltrict 1 , 007 o.8422 0 . 6929 52,730 52,730 20,o85 0.26 3 
Downey City Light ing Dtatrict 746 2 ,900 3,646 265 , 428 1.3588 0.1800 6, 563 6 , 563 192 3 . 418 

Norwalk City Tax District #1 122 3,307 3,429 124,841 2, 7470 1.o630 36,450 36,450 6,278 0 . 580 

Norwalk-La Mirada Unified School 
District 122 3,307 3,429 240 ,960 1 . 4038 5 . 1602 176 , 943 176,943 38,885 0 .455 

County Sanitation District #18 81 2,18o 2 , 261 773 , 799 0.2914 0.2355 5 , 325 5 , 325 3,629 0 .147 
Southeast Recr eation and Park 

District 122 3,307 3,429 248 , 015 l.3644 o.6294 21 , 582 21 , 582 2,340 0.922 

Little Lake c-etery District 122 3,307 3,429 335 ,366 l.0125 0 . 0134 459 459 116 0 . 396 

El Segundo, City ot 125 0 125 269, 729 o.0463 o . 4400 
559 550 12,887 o . oo4 ---

TOTALS 4,421,723 382 , 284 4 , 803,557 6,o65,no 0 .079 



No Project Alternative 

The fiscal impact of the No Project alternative would be related to the present effect of 
the Project. The effect on a given cofflllunity's tax base (see Table 6-11, Incurred column) 
would depend on the extent to which the relevant portion of the right-of-way had been 
cleared, and upon how quickly the right-of-way could be' restored to productive use. Since 
it appears that a lengthy period may be required for redevelopment, in certain areas, a 
blighting effect on surrounding property may still result. After redevelopment, the value 
of the same property may he substantially higher than before it was removed from the tax 
rolls. The present assessed valuation of these properties is estimated at $15,852,000. 

Exclusive Busway Alternative 

In addition to those fiscal impacts already sustained by the community, this alternative 
would result in additional assessment losses of $5 million, and annual local revenue loss
es of more than ~350,000 at current tax rates. In addition, there woulrt be annual sales 
tax losses of approximately $90,000. However, these short-term fiscal impacts could be 
partially off-set in the long-term as a result of somewhat more intensive development 
which could be expected along the right-of-way and near the proposed transit stations. Al
so, annual school tax losses are estimated at $275,000. These impacts would be parti
ally off-set since about one-half the acquired properties would eventually be returned to 
the tax rolls. The present estimated assessed valuation of these excess properties--as 
is--is $11 million. Redeveloped, they would be assessed substantially higher. 

Local Improvements Alternatives 

The direct fiscal impacts of these two ltlternatives are in addition to those associated 
with the No Project alternative. In each of these cases, the impacts would be reduced, at 
least, by the present assessed value of the property already acquired for the Project; 
i.e., $15.8 million. 

Arterial Widening: 

The fiscal impact of this alternative includes an estimated $23 million loss in 
assessed valuation resulting in annual local revenue losses of $1.6 million. Ad
ditionally, annual sales tax losses of ,2: million, and annual school revenue 
losses of $1.3 million are aatieipated. 

Grade Separation: 

The total fiscal impact of this alternativ~. including both direct displacement 
and "proximity impacts," \IIOUld be an estimated $18 mill ion loss in assessed val
uation which represents an. annual local reven.ue loss of $800,000. Most of this 
results from the "proximity e:ffect's"' uaique on this alternative. 

"Proximity effects" resu1t f:raa.: loss &t· C1U'b 

median strip to patronize baainess. loas of 
shoppers, etc. The "pro:ximi ty effectsw would 
estimated at $160,000 annually. School revenue 
annually. 

parking, inability to cross over 
advertisement, inconvenience to 
also result in sales tax losses 
losses would be about $1 million 

Combined Exclusive Busway and Local Improvements Alternatives 

In these two alternatives also, the effects are in addition to those already sustained as 
a result of the Project. Disposal of excess property not needed for the Exclusive Busway 
itself would reduce the total illlpa.ets by · an estimated $11 million in assessed valuation. 

Busway and Arterial Widening: 

This alternative would result i~ additional valuation losses of $27 million 
which produce annual local revenue of~ million.. Local sales tax losses of $2.1 
million annually are also estimated. School re..-e,nue losses are estimated at $2.1 
million annually. 
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Busway and Grade Separ~tion: 

Assessed valuation losses of 023 million are anticipated, inclucting the "proxim
ity effects" associated with the grade-separated intersections. Annual local 
revenue losses of approximately Sl.2 million would occur. Sales tax losses of 
$250,000 are anticipated as a result of business displacement. School revenue 
are estimated at $1.3 million annually. 

Summary: Local Fiscal Impact 

Table G-13 presents a comparison of remaining property tax and sales tax losses for the 
I-105 alternatives. The combined Busway and Arterial Widening and Arterial Widenin~ alter
natives have by far, the greatest remaining tax impact, while the Exclusive Ilusway alter
native has the least. The "fo Project alternative, which is not shown on the table, would 
have tax loss impacts related to the disposition of the acq11ired I-10~ right-of-way, that 
i s , :innual losses o f S1.l million which woulrt decrease a::; the right-of-way is returned to 
the private sector and rehabilitated or redeveloped. The Grade Separation alternative, 
which directly affects only 200 housinrr units and ~1 husiness establishments, has a rela
tive ly larr,e tax loss i!:lpact due to "pro::--:imity effects" on husinesses along improved ar
terials, particnlarly near the grade-separated intersections. 

All of the tax losses presented for the I-105 alternatives would be relatively short-term 
impacts since the proposed transportation improvements would likely stimulate development 
in o ther portions of the corridor--thus tenrling to restore the tax base losses. While the 
:fo Project alternative would not tend to stimulafe development in the corridor, the I-105 
right-of-way could generally be returned to productive use over a four-to-ten year period. 

Each of the alternatives would generate some local employment in proportion to their cost 
related to the Project construction. This would tend to offset local fiscal losses due to 
displacement of homes and businesses. 

In this regard, the Project has the greatest potential to stimulate lagging local ecnomies. 
~1oreover, since it can be implemented quicker, its effect will be more immediate. 

6 .6 PROXHfITY EFFECTS AND PROPERTY VALUES 

Proximity effects of transportation facilities vary widely, depending upon such factors as 
the type of land being affected and the characteristics of traffic on the facility. For 
example, being next to (abutting) a major highway may be a disacivantage for residences but 
a benefit for business. 

While proximity effects of transportation facilities actually goes 1:>eyond abutting proper
ty, this remains the area of principal impact. The primary problem, in this regard, is 
that some properties, particularly single-family residences, immediately abutting a high
way, freeway, or transit line may be adversely affecteci. 

California studied these effects intensively during the l950's and 1960's, as many free
ways were being constructed in the urban developed areas, as well as the developing areas. 
While it is difficult to directly relate property values only to freeway proximity, it was 
generally concluded at that time that values of properties abutting freeways were insigni
ficantly affected (maximum of 3%). 

A number of more recent studies have been conducted to
1 

identify attitudes and facts on 
this subject. A study by Pennsylvania State University related attitudes of residents 
adjacent to a freeway to noise, air quality and property values. Results indicated that 
even though some forty percent of the abutters in the study area were annoyed by traffic 
noise while inside their houses and 60 percent noticed dust on windowsills, which they at
tributed to freeway traffic, only 22 percent thought the freeway had reduced the value of 
their property. Almost as many, 19 percent, thought the freeway had increased the value 
of their property. 

1community Effects of Highways Reflected Pro ert Values, Volume III: "Perceptions 
..c..,,....,..-."-.;..,-,;..,...-...-,,..,,..e-c,..t,...s--..--y-,,._..,...,..e:..n-t,--s--.--n---."'o,..u"""r,,....~=--,,c~~"'o~mm="""u"""n,1-::t:Tes , " by Penn St ate Uni ve rs it v 

1071. 

6-41 

.I 



TABLF 6-13 
LOCAL FISCAL IMPACT COMPARISONS OF I-105 PROJECT AND ALTERNATIVES 

Property Tax1 Local Salee School District Total (Net) 
Revenue Loss Tax Loss Revenue Loss Revenue Loss 

(Annual Dollars} (Annual Dollars) (Annual Dollars) (Annual Dollars} 

Remaining To Already2 Remaining To Already3 Remaining To Already 2 Remaining To Already2 
Be Ac9,uired Ac9,uired Be Ac9,uired Ac9.uired Be Ac9.uired Ac9.uired Be Ac9.uired Ac9.uired 

I-105 (Proposed Alignment) $ 760,000 $1,420,000 $ 313,600 $ 68,800 $ 628,000 $1,160,000 $1,701,600 $2,648,800 

Hawthorne Location Alternative• 
Originally Adopted Ali&llllent 660,000 1,580,000 251,000 68,800 536,000 1,280,000 1,447,000 2,860,000 
Bell Shaped Alignment 740,000 1,540,000 326,000 68,800 610,000 1,250,000 1,676,000 2,790,000 

Exclusive Busway 355,000 930,000 92,000 68,800 290,000 760,000 737,000 1,690,000 

Local Improvement• 
1,628,000 450,000 1,853,000 5,481,000 820 ,000 Arterial Widenin§ 2,000,000 Negligible 370,000 

Grade Separation 811,000 450,000 160,000 Negligible 1,015,000 370,000 1,986,000 820, 000 

Combined 
Bu1way and Wideninc 1,nl,000 1,380,000 2,092,000 68,800 2,143,000 1,130,000 6,218,000 2 ,578,800 
Bu11way and Grade 8eparation3 l, ,000 1,380,000 252,000 68,800 1,305,000 1,130,000 2,723 , 000 2,578,800 

r' 1xxcept School Dil trio t,, 

~ 2Ftgure1 reflect the dl1po1al ot aoquired pr~p1rt1 and their return to the tax rolls . 

31ncl,udu Htim&ted "proxiaUf ert,at•" on bu11n1H act1vitf near 1rade-11p..-ated inter■ ect1on1. 



A property value analysis by the same research team indicated that neither abutting or 
nearby properties experienced any net loss in value as a res_ul t of the freeway. However, 
the net increase in benefit was related to distance from the freeway. This study concluded 
that the improved accessibilit y a f forded by the freeway resulted in a 1 0 percent increase 
in value for non-abutting property. In this study, the proximity effect s of the freeway 
apparently represented the difference in ~ain. 

In a similar study by the University of Toledo (Ohio) 1 , it was concluded that only resi
dential properties which actually abut a freeway were found to be affected in an y signifi
cant amount . Nor did all properties seem to be affected. It was noted that apartments and 
other residential developments continue to spring up alon~ freeways even while statements 
and opinions abound which deplore the environmental effects of freeways. Professional 
realtors in the Toleclo area were asked their opinion of the comparative value of identical 
single-fa mil y properties, one abutting a freeway and the other much farther away. Although 
their responses indicated a difference of 30 to 10 percent, actual experience does not 
see~ t o support this view. A study of a lar~e subdivision in the Toldeo area showed that 
l o t s ad j o inin ~ a freeway sold at comparable prices , althour,h more slowly than those in the 
interior of the tract. 

Case studies show that individual businesses may be harmed by highways in close proximity 
-- f or example, when a freeway cuts off access or removes customers on which the business 
depen ds. However these are usually exceptional cases. Businessmen often seek to locate 
near hi ghways and freeways. Indeed, studies show that freeway proximity can be more 
important than other desirable site characteristics. One such study found the primary 
reason s g iven for site selection as ''first, proximity to hirrhways; second, access to local 
markets; third, price of land; fourth, availability of land, and fifth, site amenities." 

Nonetheless, nearly all recent studies2 suggest that residential property which abuts a 
freeway may experience a reduction in market value, by from Oto 10 percent. However,- all 
of these studies have dealt with an after-the-fact situation; i.e., the highway or freeway 
has already been built. Immediately, this leads to practical problems of addressing prox
imity effects for it is extremely difficult to predict, in advance, exactly which proper
ties will be affected and by how much. Largely because of these practical problems, there 
generally has been no legislative or administrative approach to compensating abutting 
property owners for any adverse effects. In the typical case, a property owner had only 
one recourse, to sue the State through "inverse condemnation". However, under these cir
cumstances, the property owner must bear the expenses as well as the burden of proof. And 
compensation, if awarded at all, was untimely, sometimes years after the damages occurred. 

In recent years and particularly since enactment of environmental legislation, Courts have 
begun to recognize that an adverse proximity impact is reason for a valid claim against 
the State. At the same time, it is well recognized that "inverse condemnation" is not the 
MOst satisfactory method to handle the matter, particularly since while damages may he 
paid, it does not usually remove the adverse impact. Recognizing this, legislators have 
a ddre s sed the problem more directly. For example, laws have been enacted in recent years 
which seek to eliminate or at least reduce the tolerage levels two of the most cited ad
verse impact s ; i . e., noise and air emissions (see Chapter 5). 

In closing , it should be emphasized that these comments on proximity effects as they ef
fect property values are, in general, valid and applicable to any of the principle alter
natives considered in this Environmental Impact Statement, be that the Project, the Exclu
s ive nusway or Local Street Improvements. Ironically, they may have some relevance to the 
No Project alternative. For example, it may be extremely difficult, if not impossible, to 
sell an existing thirty year old house when an equivalent, but new, publicly subsidized, 
house has been reconstructed on the cleared lot next door, and is offered at comparable 
prices. 

111 Some Proximity Effects of Hi ghways," prepared by D. C. Colony for a 3-day pilot 
cours e s ponsored by the :'ederal Highway Administration, Decem!Jer 19 73. 

3 "Soc ial and Economic Effect~ of Highways," U.S. ne partrnt?nt of Transportation, 
FTIWA, Washin gt o n, D. r . 1974. 
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G. 7 Sl l'l 'IARY SOCI <\L AND Ec o •m m c EVALUATION 

Thi s section of the c ha pter presents a ranking of the Project ~nd its alternative s as me 1 -
s ured b y remaining direct, o r quantifiahl e , soc ial and economic i mpact c rit e ri a . Indi r e c t 
imp1cts which canno t be quanti f ied are summari?.ed. And, finall y , mitiga tion measur e s a r ~ 
di s cus s e d. 

Table 6-14 summari z e s a nd compare s the data used in ranking the Project 
hy the quantitative soc ial a nd e conomic categories. The Project a nd 
h ee n ranked in Ta bl e 6-1 5 b y impact categories, with the least impact 
h i ghes t impac t r a nked seve nth . 

and alternatives 
alternatives have 
ranked first a nd 

Ind irect e f f e c t s a r e gen e r ally eithe r indi scernible or non-quantifiable; and were d is
c ussed i n t erms of the onl y t wo a s pects which appea r relevant; namely, communit y cohesion 
a nd pr ox i mit y i mpact. In gene ral, the Project will produce chan ges in local accessibility, 
whi ch will ef fec t c ha n~e s in l o cal s ervices or facilities and ma y alter neighborhood rela
t i o ns hips. Due t o pas t Pro ject activity , man y of these effects have already occurred. 

If, a s has been a ssumed , the acquired ri ght-of-way is returned to its prior use (the No 
Pr o j e ct alternative), th e n accessibility would not be affected since existing streets 
would not have been disturbed. Tiowever, it is reasonable to conclude that Project activi
t y ha s a lrea dy had a di s ruptive effect on neighborhoods. To the extent this has happened 
a ll a lternatives under consideration would clearly involve these as a minimum . Ultimately, 
these disruptions will be healed by area redevelopment. In the case of local street al
ternatives indirect ef f ects would be similar but much more pervasive throughout the corri
dor. 

Social and economic impacts are mitigated to various degrees by a number of measures. The 
d isplacement of people either as homeowners or tenants, is one of the larger direct im
pacts of the Project. Housing availability stud~es were conducted to determine people's 
needs and the availability of decent, safe an·d sanitary housing. Essentially, there are 
a dequate replacement opportunities for the people who are to be, displaced. In any situ
tion where housing is not available, it can be developed or built. Relocation assistance 
and payments are two programs which assist people in their moves to find housing, and to 
cover moving expenses, provide supplemental payments to assure equivalent adequate or bet
ter housing, interest rate di f ferential and incidental costs. 

Displacement of businesses is covered by the- s.ame type of relocation assistance and pay
ment programs as are residential moves. From the communities' viewpoint, experience thus 
far indicates that one-third to one-half relocate within the same jurisdiction. 

Community facilities such as parks and schooJ:s are· for the 
through cooperative efforts with the affected juri.sdictions. 
tance through the relocation programs. 

most part replaced in kind 
Churches are provided assis-

Efforts are made to locate the Project along political, natural, man-made, irrcompat ible 
land-use or other boundaries to minimize effects on community cohesion as much as possible. 

The psycholog ical impact frequently associated with projects of this magnitude is mini
miz ed by depressing them below the surrounding area wherever feasible. 

Local circulation is retained through street modifications and crossings, or pedestrian 
crossings. Accessibility to and from commun·ity facilities, as well as community services 
a re thereby continued. In some areas local accessibility is enhanced b y additional streets 
c reated with the Project. 

8ome miti gation for loss in tax revenues occurs when people move and local and school ser
vices a re correspondingly reduced. Any re-rental of properties returns money to local 
taxing a gencies commensurate with tax losses. School districts may be reimbursed for re
ductions in tax revenues. 

tlan y of these same mitigation measures apply to other alternatives as well . 

Studies indicate that s ome abuttin~ properties, particularly sin~le-family residences, may 
b e adversely affected7jy"°their proximity to transportation facilities. Factors most gen
erally cited are noise and air emissions. The result may be a reduction in property value. 
Be c ause improved accessibility tends to improve all nearby prooerty value in general, t l1e 
reduction experienced b y an abutting property owner may he relative rather· than absolute. 
In other words, an abutting property may gain in value, but not as much as a similar but 
non-abutting propert y . 
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TABLE 6-14 
StaaARY or IIDIAIIIIIIO SOCliL Allll BCOIOl(lC DIPACTS or I-105 ALTERIIATIVES 

ll!l!l!Dlilla~ 1;!i1&1rl2!111D~ · 1y!!ber o{ goaaun1tl l"aciUtl!I A!fect1d• 

IUllber or Nuaber ot 
Persona Uni ta Par\<1 and Living Student 

Altemativea 1211gles:1!1 111111!.1£1!1 ~ Bl~tl!1ilon Cllurclle■ ...filJ1!.L ..!fil!.L D1BJ2l&cem:ntb 

I-105 ProJect (Propooed) 8,13oe 4,550! 9 (2) l (l) 9 4 23 ( 3) 

-llom■ Variationad 
6,6ooe 4,360~ Aa Original~ Adopted im t H! 9 ~ 20 H? Bell Shaped Location 8,25oe 4,700 9 23 

llw:l111iv■ Buawa,y 4,770e 1,980.r 3 (2) l (l) 4 ( 3) 4 12 ( 6) 

Arterial W1clan1ng 9,470 3,110 6 l 39 ( l) 20 66 ( l) 

Grade-Be para tion 1,37oh 250· 0 0 0 0 0 

C011b1ned Altematlve1 
13,47oe 5,03or 9 (2) 24 ( 6) Buaway &114 Widening 2 (l) 42 ( 3) 77 

B-y &114 Grade 
5,37oe 2,17of 3 (2) 1 (1) 4 ( 3) 4 ( 6) Saparat1on1 12 

a•Aftected" ._,. partial or c011plete acquisition ot land and 1aprovemente thereon. ( ) indicates number or 
acquired fac1l1t1e• whtcll have not yet relocated . 

bstudent d11plac-nt 1• a !unction of residential diaplace•nt 

cRetera to u1e■aed valuation reaoved rroa tax rolls. Aaawaea sales of acquired I-105 property and their 
re tum to the tax roll• . 

~th vartat1ona ut111u adopted location out11de of Hawthorne. 

•E•tt•t•d ..-1n1nc diiplaceaent--doea not include diaplaceaent which nae already occurred or d11plac-ent 
ot teap<>r&l'J' re-rent■n. Doe• include 770 p■raone living in acquired properties who have not yet relocated. 

t!atiMted re•inlnc di■place-nt--doe■ not include I-105 related clearance ot re■ident1.&l unit■ llll.ich has 
Ur■a4¥ occurred . 

••ot nailabla. 

.,.,timted axiawa dilplaceaent. 

2,410 

2,220 
2,640 

1,180 

I/Al 

110 

1,180 

l,290 

Buaine■a Dlapl&ce■ent Local Tu LoHH 

llet Assessed Local Salee 
Valuation Loo■c Tax Loaa Proparty Tax 

luaber or llwaber ot (Tllouaande or (Tllouaando Revenue 
Bu11nea1e1 !!!i!lDllH Dollara) or Dollara) (Dollar■) 

24o l,l4o 7,290 314 1,388,000 

2o8 840 i,640 251 1,196,000 
259 l,170 ,490 326 1,350,000 

75 440 6,330 credit 92 645,000 

l ,440 6,530 ~.600 2,000 3,481,000 

21 95 1,800 credit 160 1,826,000 

1, 515 6,960 15 ,070 2 ,092 4,126, 000 

96 535 11,670 252 2,471,000 



~ 
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TABLE 6 -15 
SIIOIARY MATRIX OF ALTERNATIVES BY REN.AllfINO SOCIAL Arm ECOlfONIC IMPACT CRITERIA 

Hawthorne Variation(s} 

Remaining Originally No 
Social & Econoaic !!!l!act Criteria I-105 Ado2ted Bell-Sha2ed ProJect 

Residential Displaceaent• 
Sixth Fifth Seventh First People 

Housing Sixth Seventh Eighth First 

Buaineaa and Eaploy-nt DispleceMnt Sixth Fifth Seventh First 

Etfecta on Public Services and 
Fifth Seventh First co-unity Pacilitiea Sixth 

Effects on Taxes (Short-Term) 
Fifth Third Fourth First Property 

Bet&1l Bales Sixth Feurth Seventh First 

Coaaunity Cohesion Ninth Sixth Eighth First 

ALTERNATIVES 

Local !!l!rovements 

Exclusive 
Buawa~ Widenine, Orade-Sel!!ra te 

Third Eighth Second 
Third Fifth Second 

Third Eighth Second 

Fourth Eighth Second 

Second Eighth Sixth 
Second Eighth Third 

Third P1fth Second 

~ *Under thia criterion, only original right-of-way residents and others eligible for Relocation Aaaiatance Payments 
are counted, ao that double-counting errors are ainimized. Approximately 2,400 temponry •rerentera• now in the 
right-of-way are not eligible for auch assistance. 

**Although grade-separated intersections will not displace facilities, certain indirect impacts are anticipated; 
therefore, it cannot be considered equal to "no project,• which 11111 not have any significant •rrect1 upon 
public services and co-unity facilities. 

Combined Alternatives 

Buaway and Busway and 
Widen Orade-se2ara te 

Ninth Fourth 
Ninth Fourth 

Ninth Fourth 

Ninth Third 

Ninth Seventh 
Ninth Fifth 

Seventh Fourth 



Th e principle difficulty in regarrls to proximity impacts as they affect property values, 
is that it is extremely difficult to predict; first, exactly where adverse effects will 
occur; and second, by how much. Decause of this, and rather than attempt to handle them 
as damages to the property which does not remove the impact, laws have been enacted to 
deal with them directly. For example, noise and air standards have been established to 
insure reasonable use and enjoyment of one's property without significant adverse impact. 
In all but a few extreme cases, application of these standards eliminates or largely miti
gates potential adverse proximity effects which may seriously effect the value of adjacent 
property. 
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CHAPTER 7 - LAND USE AND DEVELOPMENT EVALUATION 

This chapter presents the results of the land use and development studies performed for 
the I-105 Project and alternatives considered. The following criteria were considered and 
form the basis of the major sections of the chapter. 

Growth Inducement 

Effect on Public and Private Sector Development Activity 

Future Use of Project Right-of-Way (for non-freeway alternatives only) 

The primary purpose of this chapter is to: (1) define the future regional and corridor 
land use and development implications of each alternative1 (2) point out specific examples 
of public and private sector plans and development activities which have occurred within 
the corridor in response to the I-105 Project--and evaluate the implications of the non
freeway alternatives upon these activities, and (3) evaluate the nature and implications, 
both on a corridor and community-by-community basis, of the non-freeway alternatives with 
respect to the future use and/or redevelopment of the acquired right-of-way. At the con
clusion of each discussion (e.g., Growth Inducement), an evaluative summary is presented. 

7.1 GROWTH INDUCEMENT 

The purpose of this section is to describe the extent to which the proposed I-105 Project 
and its alternatives could •foster economic or population growth, either directly or in
directly, in the surrounding environment.•1 This growth-inducing potential, when related 
to major transportation improvement projects, can, if realized, take the form of •urban 
sprawl• (development beyond the fringes of urbanized area) at the regional scale and •de
velopment intensification• at the corridor scale. •Development intensification• can be 
development on vacant land within the region's urbanized area or redevelopment of current
ly-developed land. 

It should be recognized that transportation facilities constitute only one of many factors 
affecting the distribution of growth potential within a region. Other key factors involve 
relationships between market conditions and developmental costs. Included in the first 
are such factors as population trends, housing demand, community •image,• employment op
portunities, public services, tax rates and economic means. Developmental costs include 
such items as physical constraints inherent in the land (level, rugged, etc.), and avail
ability of essential or basic services such as power, water, and waste disposal systems. 
Expansion of these services are usually not as obvious as transportation systems which are 
quite visible, but are also essential to growth. 

Two recent examples of transportation facilities demonstrate that these other factors and 
transportation are only part of urban growth. The Santa Ana Freeway (Route 5) was ini
tially developed to service increasing traffic flow between Los Angeles and San Diego. 
Once completed, it became instrumental in facilitating the rapid growth in southeastern 
Los Angeles and Orange Counties, i.e., growth followed accessibility. In contrast, Simi 
Valley experienced considerable growth before having adequate accessibility. The result 
has been vociferous public demand for completion of the Simi Valley-San Fernando Valley 
Freeway (Route 118). Here, ttansportation is following growth. An expanding population 
must be acc011U11odated somewhere which means growth and transportation. It is becoming 
widely recognized that there is a strong interrelationship between all services (not just 
transportation) and land use. 

Within the context established by these factors, introduction of new transportation faci
lities may alter the distribution of growth potential within a region. However, the ex
tent to which new transportation facilities can influence this potential depends upon the 
status of the pre-existing regional transportation system. An application of the economic 
•marginal utility• theory to transportation in the Design Team Concept studies suggested 
that, if a new transportation facility is an early, •first generation,• link in a regional 
system, it will create extraordinary economic values and benefits, both within its corri
dor and in other parts of the region which gain accessibility. Later, •second generation,• 
facilities in the same area will reinforce these new values but will have, overall, less 
dramatic economic effects. Finally, •third generation• facilities will fill in the inter-

1•Guidelines for Implementation of the California Environmental Quality of 1970.• 
The Resources Agency of California, February 5, 1973. 
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stices of the system. The impact of these facilities is likely to be minor with respect 
to the redistribution of growth potentials. Third generat~on facilities will, however, 
assist affected communities in sustaining their economic bases through improved accessibi
lity. 

Because of the diversity of the colll!lunities traversed by the I-105 alignment, the Project 
has attributes of all three generation categories. Consequently, the Project can have 
different growth inducing effects in different parts of its corridor and the southern 
California region. 

Based on the preceding general remarks, the remainder of this section will be devoted to 
three topics: (1) the historical effects of major transportation improvements on develop
ment in the Southern California Region, (2) the anticipated •urban sprawl• impact of the 
Project and its alternatives, and (3) the anticipated •development intensification• impact 
of the Project and its alternatives. 

Development of the Los Angeles Region 

The basic form and extent of the region through 1950 was essentially shaped by the Pacific 
Electric •Red Car• interurban Railway System which achieved its maximum ridership in 1924. 
Freeway development in the 1950s and 1960s contributed significantly to the further expan
sion and suburbanization of the region. This latter urbanization occurred primarily in 
the outer areas of Los Angeles County and the adjacent Counties of Orange, San Bernardino, 
Riverside and Ventura. The growth of the region's urbanized area between 1906 and 1970 is 
shown in the following figures: 

Figure 7-1 Urban Development and Major Transportation Networks: 1906-1940 

Figure 7-2 Urban Development and Major Transportation Networks: 1950-1970 

Figure 7-1a shows the extent of urban development in 1906, along with the major regional 
transportation network of that era--the Pacific Electric Interurban Railway System, or the 
•Red Cars.• Since the real beginning of the •Red Cars• occurred in 1902, the urban devel
opment in 1906 could not have been significantly influenced by the •Red Cars.• This early 
development pattern was primarily attributable to the first five railroads that connected 
Los Angeles with the rest of the region. These initial railroads were: 1 

1. Line completed to Wilmington (near Los Angeles Harbor) in 1868. 

2. Line completed to San Fernando in 1874. 

3. Lines· completed to Santa Monica, Anaheim (adjacent to Santa Ana) and Pomona in 
1875. 

Thus, as a result of the 
Electric tracks in 1906, 
as well as serving areas 
percent of the land area 

distribution of urbanized area and 
the •Red.Cars• were serving many of 

which were not yet urbanized. At 
of the I-105 corridor was urbanized. 

the distribution of Pacific 
the existing urbanized areas 
this point in time, only two 

In the period from 1906 to 1924, as shown on Figure 7-1b, the region experienced rapid 
growth, primarily along or adjacent to the •Red car• lines. This rapid growth and expan
sion, with the regional population reaching approximately 1.5 million in 1924, included 
development of low-density residential area, . strip commercial and areas of •1eap-frog• 
development.2 In addition, due to the fine grid of the •Red Car• plus the Los Angeles 
Railway lines in the central and western portions of the basin, significant infilling de
velopment was facilitated during this period. 

Although 1924 was the •high water mark• of the Pacific Electric System, carrying 100 mil
lion rail passengers that year, it can be observed by comparing Figure 7-1b to Figure 7-2 
that the basic form of the entire region for the years to come was significantly influ
enced by the •Red Car• network. At this particular time, approximately 30 percent of the 
I-105 corridor was developed. 

1Reyner Banham, Los Angeles: 
2New development which leaves 
existing urbanized area. 

The Architecture of Four Ecologies, pp. 31 to 33. 
a gap of undeveloped land between itself and the 
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During the period from 1924 to 1940, the regional highway network was greatly expanded 
(see Figure 7-1c), including the development of initial segments of the first freeways in 
the region--the Pasadena and the Hollywood Freeways. By 1940, the •Red cars• were rapid
ly declining, having reduced total miles of track and carrying only 48 million rail pas
sengers for the year. The I-105 corridor was approximately 45 percent developed by 1940. 

By 1950, as shown on Figure 7-2a, segments of two additional freeways had been completed 
(the Santa Ana and San Bernardino)r however, the extent of the freeway system was too 
limited at this point in time to make a significant contribution to the growth and form of 
the region. An exception may be the Hollywood Freeway, which could have facilitated the 
rapid growth of the San Fernando Valley (note the additional •1eap-frog• developments 
along the highway). 

Also by 1950, the Pacific Electric had been reduced to a skeleton system. However, by 
comparing Figures 7-lb and 7-2a, it can be observed that the basic expanse of the entire 
region in 1950 was generally defined by the extent of the •Red Car• system in 1924, with 
the exception of southern orange County. 

Thus, as late as 1950, the regional form was generally a derivative of the •Red car• net
work, while growth can be characterized as a combination of multi-centered expansion (pri
marily of a low-density residential nature) and infilling. The I-105 corridor was approx
imately 75 percent developed in 1950, 

The period from 1950 to 1960, as displayed on Figure 7-2b, can be characterized as the 
•first generation• freeway era, in which significant miles of new freeways were completed 
and connected to form a •backbone system:• and as was the case with the Pacific Electric 
•Red Car• system, these freeways provided added potential for the region to experience 
substantial new outward expansion and further infilling. By 1960, the I-105 corridor was 
approximately 95 percent developed. 

While the decade from 1960 to 1970 saw significant additions to the •backbone• freeway 
system (•second generation• freeways), their main influence with respect to regional 
growth and expansion was to facilitate the completion of the infilling processi i.e., the 
development of those areas which were initially by-passed by the rapid expansion between 
1950 and 1960 (see Figure 7-2c). The I-105 corridor experienced less rapid growth during 
this decade than the region as a whole, with urbanization reaching approximately 99 per
cent of the available land area. 

Thus, from a historical perspective, it is concluded that the Pacific Electric Interurban 
Railway System significantly influenced the basic form and expanse of the LOs Angeles re
gion until the early 1950s, while the •first generation• freeway system developed in the 
1950s and 1960s continued and facilitated further expansion of this earlier condition. 
Since the I-105 corridor was 75 percent urbanized by 1950, the advent of the •first gene
ration• freeway system had a minor role in its further development, although it must be 
assumed that the infilling process was somewhat promoted by the north-south freeways serv
ing the corridor, 

Potential Contribution of I-105 and its Alternatives to Orban Sprawl 

Based on the historical discussion previously presented, a limited effect on regional ex
pansion could be anticipated as a result of transportation improvements in the corridor. 
With respect to the urban sprawl implications of the I-105 Freeway at the regional scale, 
the commute range of the home-to-work trip is an important transportation-related factor. 
The ensuing analysis will focus on this singie factor, although it would be well to remem
ber this is only one aspect of transportation and, as discussed in the opening remarks of 
this chapter, transportation is only one factor that influences the distribution of growth 
potential. 

Assuming a work place located near the centroid of the I-105 corridor and a peak hour work 
trip of 45 minutes in length71 isochrones (equal travel-time contours) were developed, 
both with and without the I-105 Freeway. These isochrones were then compared to the 1970 
urban development distribution to identify undeveloped areas which might experience added 
pressure for residential developnent. 

The results of this analysis are presented on Figure 7-3 and represent the post-1980 po
tential contribution to urban sprawl by the Project, 

1Less than 14 percent of the region's commuters will travel more than 45 minutes to 
work, according to the LARTS 1967 Origin-Destination Survey. 
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It i• concluded from this analysis that the I-105 related potential for new development 
would exist in the following areasi 

1 • The eastern partion of the Santa Monica Mountains. 

2. The Verdugo Mountains northwest of Pasadena. 

3-. - -ffia-mu...tfiw 

4. The Puente Hills west of Pomona. 

s. Small portions at the edge of development in orange county. 

With respect to the Santa Monica foothills, two factors may effectively limit extensive 
urban develo?11ent. First, actions of the Coastal Zone Commission regulating development 
within the •permit area• (1,000 yards inland from mean high tide) plus a reluctance to 
provide capacity improvements on State Route 1, may limit accessibility from the ocean 
side. Second, interest persists in creation here of a National Urban Park (Toyon), which 
would have a decisive influence on minimizing urban growth of these mountains. 

Similarly, it is possible that urban development restrictions will be imposed for the Ver
dugo Mountains near Glendale. The City of Glendale, which currently owns 55 percent of 
the land in the portion of the Verdugo Mountains within its borders, is attempting to pro
hibit further development at elevations of 1,200 feet or greater. If this effort is suc
cessful, the City may have to acquire all private property affected by the prohibition. 
With respect to the Angeles National Forest, it can be asswned that these Federal lands 
will not be developed. 

Thus, the most likely areas which could experience added pressure due to the I-105 Freeway 
would be the Puente Bills near Pomona and at the edge of existing development in orange 
County. Since these areas, notably the master planned communities of Diamond Bar, Irvine 
and Mission Viejo, are currently experiencing rapid growth and development based largely 
upon other factors, the potential effect of I-105 upon them may be minimal, in particular, 
since the earliest date at which the freeway could become fully operational would be about 
1983. 

The I-105 Project or either of the Hawthorne location alternatives would have essentially 
the same home to work commute range as the Project and would therefore provide the same 
potential for new development as would the Project. 

With respect to the urban sprawl implications of transportation alternatives other than 
the .proposed Project, the following conclusions have been reached assuming a 45-minute 
travel time to work: 

1. The •no project• alternative will discourage urban sprawl. This conclusion is 
based on the projections presented in Chapter 4, that surface street congestion 
within the corridor will increase significantly as a result of this alternative. 
An increase in congestion will prevent both the Puente Hills area near Pomona 
and the edge of exiating development in Orange County from being reached within 
a 45-minute drive from a hypothetical work place at the midpoint of the corridor. 

2. Based on the findings pr .. ented in Chapter 4, the •surface street improvement• 
alternative will, at beat, result in a maintenance of current travel speeds 
within and through the corridor1 therefore, no contribution to urban sprawl is 
anticipated. · 

3. Although scne planners fear the propased regional transit system may further 
contribute to urban sprawl, the •exclusive busway• element proposed for the 
I-105 corridor would, based on thE 45-minute work trip to the centroid of the 
I-105 corridor discussed in Chapter 4, make neither the Puente Hills nor the de
velopment fringe of Orange CoW1ty accessible. Consequently, this alternative by 
itself would create no added urban sprawl potential. 

4. The combination alternatives, composed of surface street improvements and public 
mass transit, would create no added potential for further expansion of the re
gion. This conclusion follows directly from conclusions 2 and 3 above. 
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Development Intensification 

With respect to the I-105-generated pr essure f or pr omoting r esidenti al development inte n
sification, the followi ng general conclusions were reached: 

1. I-105 will likely have a more pronounced e f fect on the spatial distribut i on, 
rather than the magnitude, of future residential development within the corridor. 

2. This future residential developnent will be predominantly in multiple-family 
units, thus continuing the trend toward conversion of the corridor housing stoc k 
from single-family to multiple-family units . 

3. This future residential developnent will likely occur at locations which are 
proximate to the I-105 Project, since regional accessibility is relatively more 
pronounced near freeways. 

These general conclusions are based upon the following data and analysis. 

While the population o f the corridor increased by 10 percent from 1960 to 1970 , recent es
timates by the Los Angeles County Regional Planning Commission (RPC) show that the corri
dor has experienced a loss of approximately one percent since the 1970 u. s. Census, whi ch 
primarily reflects the d isplace.~ent of families due to the I-105 acquisition and reloca
tion program. Thus, it can be concluded that the corridor population is rather static at 
the present time. Furthermore, the latest projections by RPC, which presume the comple
tion of the project, indicates that the corridor will experience very little growth in 
population by 1990 (approximately three percent compared to 1970).1 The 1990 projection 
also implies a correspondingly modest increase in the total housing units within the cor
ridor. Since most cities desire an increase in commercial/industrial base, have neglible 
vacant land available, and intend also to accommodate an increased population, it follows 
that the result will be a continued conversion from single to multiple dwelling units. 

Against this background of current trends and future projections of modest growth for the 
I-105 corridor, it is concluded that the I-105 can do no more than affect the distribu
tional pattern of such growth within the corridor. Support for this conclusion is based 
upon an analysis of the actual effects of the Santa Monica Freeway2 (I-10) upon the dis
tribution of population growth within a four-mile wide corridor. The results of this ana
lysis, which are based upon comparable 1960 and 1970 U. s. Census data, are presented in 
Table 7-1. 

TABLE 7-1 
CHANGES IN RESIDENTIAL POPULATION WITHIN THE SANTA MONICA FREEWAY (I-10) CORRIDOR: 
19 60-19'70 

1960 1970 Percent 
Po;eulation Po;eulation Chan9:e 

1 • Within census tracts bisected by freeway 73,749 70,458 - 5* 

2. Within census tracts contiguous to those 
tracts bisected by freeway 86,769 101,280 +17 

3. Within remaining census tracts within 
a four-mile corridor 258,672 268,768 + 4 

4. overall corridor 419 , 190 440,506 + 5 

Source: u. s. Census Data 

*Actual change. Since figures do not reflect people displaced by this project, the 
effective change is unknown. Presumably it would be comparable to line 2, that 
is +17%. 

1These Los Angeles projections asslDl\e a •replacement birth rate• (2.1 children per 
family) and significant outmigration until the late 1970s, followed by modest 
inmigration through 1990 . 

2The east-west freeway is approximately eight miles north of the proposed I-105, 
was constructed through a mature urban area, and was f ully opened for traffic 
in 1965. 
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The population data in the table show that, while the overall corridor experienced a mod
est increase of five percent during the decade, 1 the area adjacent to the census tracts 
which were actually bisected by the I-10 Freeway experienced ' significantly greater rela
tive growth (17 percent). In fact, this area within approximately one-half to one mile on 
either side of the freeway accounted for 68 percent of the overall corridor growth during 
the decade, starting from a base of only 21 percent of the corridor's 1960 population. 

nceehe--Sal'ft-a-~a=Pree,,,-ay trave-i-!ted=a 
increase was accommodated through a change 
within the I-10 corridor. 

use 
cie-~ e~ti-ei 
to multiple-housing units 

While the I-105 Project situation is not directly comparable to that of the Santa Monica 
Freeway, it is sufficiently similar to draw the general conclusions reached. That is, to 
the extent that residential development intensification occurs, it will represent a signi
ficant redistribution (adjacent to the freeway) rather than a marked change in overall 
magnitude. 

Since the specific locations at which future (post-1980) residential intensification would 
occur when I-105 is constructed are dependent upon the prevailing zoning, land costs, 
taxes, public services, community development objectives, attractiveness to investors, and 
community image, their dtermination is very difficult to ascertain at this time. However, 
based on current conditions, it is likely that residential intensification would be rela
tively more pronounced in the Cities of Inglewood, Hawthorne, Lynwood, South Gate, and 
Paramount. 

With respect to the I-105 Project-generated pressure for promoting commercial and indus
trial developnent intensification, the following general conclusions have been reached: 

1. The Project will likely to have an effect on both the spatial distribution and 
the magnitude of future conunercial/industrial development within the corridor. 

2. This future development will occur at locations which are proximate to the Pro
ject, so that regional accessibility and exposure benefits associated with the 
Project will be realized. 

3. The majority of this future potential develoi;ment will probably be industrial in 
nature and will primarily occur within the eastern and western ends of the cor
ridor. 

4. While commercial intensification is generally expected to occur at various loca
tions throughout the corridor, it is anticipated that a significant amount will 
occur within the western portion of the corridor (El Segundo) as a result of the 
influence of Los Angeles International Airport (LAX) and the availability of 
large tracts of appropriately zoned land. 

These conclusions are based upon the following data and analysis. The Los Angeles County 
RPC 1990 projections indicate that the corridor will experience a growth in total employ
ment of five percent compared to 1970. While these projections do not break down employ
ment by type, the RPC staff anticipates that the majority of this increase will be indus
trial employment for the I-105 corridor. Since the comparable population projections in
dicate a three percent increase for the same 20-year period, the corridor will undergo a 
slight shift towards an employment as opposed to a residential area. However, the 1990 
projections indicate that the residential population will still outnumber the total em
ployment within the corridor by a factor of slightly more than two to one in 1990, 

Based on these projections, and the fact that the corridor is essentially fully developed, 
some commercial and industrial develo?11ent intensification will occur in the corridor as
sociated with the projected employment increases. Since the RPC projections assumed the 
I-105 Project would constitute a segment of the 1990 transportation network, it is diffi
cult to assess the precise extent to which I-105 contributes to the projected intensifica
tion of employment within the corridor. 

However, based on actual and proposed commercial and industrial activity which has occur
red in anticipation of the I-105 Project, a general picture of future develoi;ment activity 
can be developed. 

lThe Los Angeles region experienced a population growth of 25 percent during the 
decade from 1960 to 1970. 
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The following major commercial and industrial projects (by city) which are either in t he 
planning or initial development stage, anticipated completion of the I-105 Project and are 
considered dependent upon it to a significant degree for either their initial economic vi
ability and/or their potential for future expansi on . 1 

El Seaundo 

Continental Park (commercial development in initial stages) 

International Center (commercial development - proposed) 

Hawthorne 

Hawthorne Plaza (planned regional all-purpose shopping center) 

Lynwood 

Interchange Industrial Park (proposed joint-use industrial park which partially 
utilizes I-105 air space) 

Watts Industrial Park (industrial park in initial development phase) 

Montgomery Ward's department store (freestanding development which may be the 
nucleus for a regional shopping center) 

Regional Shopping Center (with Montgomery Ward above) under planning by City 
Redevelopment Agency. 

South Gate 

Proposed industrial park (Project would redevelop existing deteriorated single
family area) 

Paramount 

Industrial Park (City's Redevelopment Agency in the initial stages of developing 
the area immediately south of I-105, and adjacent to the Los Angeles River) 

In addition, there are areas adjacent the proposed Project which, for reasons discussed in 
Chapter 6 (Community Accessibility), may not be amenable to continued long-term single
family residential use. These areas may experience pressure for redevelopment to cominer
ciaL or industrial use. Examples are: 

1. The small pocket that would remain between the Project and Imperial Highway in 
Lennox (see Appendix - Exhibit 6a); 

2. The Holly Park section of Hawthorne adjacent 120th Street between Van Ness and 
Wilton (Appendix - Exhibit 6a); and 

3. Possibly the residential area in Downey east of 
the Project and the industrial property along 
Exhibit 6e) • 

Rockwell International between 
Imperial Highway (Appendix -

While the preceding do not represent an exhaustive survey of I-10 5-related commercial/ in
d ust rial and higher density residential development projects, they do represent a s ample 
o f significant number and magnitude to indicate that I-105 has already exerted some devel
opment intensification pressure upon the corridor. When these known projects are combined 
with the future commercial and industrial development potential which would be likely re
alized i f I-105 is constructed, the overall intensificati on effect appears signi f icant. 

1More extensive descriptions of these projects are presented in Section 7. 2 . 
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With respect to the overall development intensification 
industrial) implications of transportation alternatives 
lowing relative conclusions have been reached: 

(residential plus commercial and 
other than the Project, the fol-

, . Since, according to the Los Angeles County Regional Planning Commission (RPC), 
the corridor is expected to experience some increased population during the pe
riod from the present through 1990, the desire for new residential development 
will not diminish if the •no ~ • al.,t.erJia,s._i ,¥-e..,i.,u 
16ci.tf6iWif- 11iii::.,i:iiiiiiiiiiili:i=<!Yenti-!s- U-&Iy--to--be-mofe-unfformly"'"<lbperse-d 
throughout the corridor than in the case of the alternatives involving major li
near transportation facilities (freeway or exclusive busway). In terms of fu
ture commercial u nd industrial development intensifications, both the magnitude 
and distribution will be altere d with a "no project" condition. Major regional 
shopping centers will probably not be constructed, while industrial park devel
opment will be of a smaller scale and will generally be spread throughout the 
corridor--with some concentrations near the existing north-south freeways. 

In view of the constraint on mobility that this decision implies, serious con
sideration would likely be given to the early establishment of controls to ar
rest growth. Control might be aimed at stablizing the residential and employ
ment population at a fixed level at or slightly below today's total. All new 
development would then be essentially a replacement in kind. Perhaps only in 
this way could residents retain the amenities of living this corridor. What is 
not known however, is whether such controls, particularly if they applied only 
to the corridor, could produce the desired result or lead to eventual and com
plete community deterioration • 

2. The "local street improvement• alternatives will generally have the same impact 
as the •no project• alternative. These alternatives may result in new or re
C:(cled commercial uses along major corridor arterials. This is particularly 
true of the •widening" alternative. Since widening is proposed only on one side 
of the street (to minimize impact) acquisitions would usually involve taking 
all, not part, of the property. Considerable excess land would remain after 
street improvements were completed, ranging in width from SO' to 75' for typical 
residential and small commercial property to considerably more for the large 
commercial and industrial property. 

Near grade-separated intersections there may be some impetus for commercial in
terests to relocate due to "proximity impacts•. 

Properly planned, re-develoi:rnent of the excess appears to be good. Appropri
ately assembled it could serve any purpose, including perhaps needed neighbor
hood ·parks, off-street parking and other public services. 

However, if the redeveloi:rnent of this excess were to occur at the same time as 
Project right-of-way were under redevelopment, the market might be too saturated. 
This would delay development of both this excess land and Project lands, al-

. though this would give many people displaced along arterials an opportunity to 
retain community ties by relocating in the I-105 right of way. 

3. It is anticipated that the •exclusive busway• alternative would have a somewhat 
lower potential than the I-105 Project for intensifying residential and commer
cial uses within the corridor, except near transit stations. While this alter
native would also provide increased access to industrial jobs within the corri
dor, the potential for industrial intensification would be somewhat diminished 
since under current regulations, public transit may not be used for movement of 
needed raw materials and products. 

4, The combined •exclusive busway and local improvement• alternatives would have 
overall intensification effects most similar to the I-105 Project, with the fol-
lowing exceptions: · 

Under these alternatives, future residential and commercial uses would be 
more uniformly spread throughout the corridor, except possibly near pro
posed transit stations. 

Future industrial developments would likely be stimulated as a result of 
major arterial improvements7 however, their location and magnitude would 
likely differ from the •with 1-105• condition. 
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Growth Inducement Summary 

Growth inducement studies focused upon potential •urban sprawl• and •development intensi
fication• related to the Project and its alternatives. A strong consideration is that the 
corridor is almost totally developed, and much of the region is similarly urbanized. Also 
transportation facilities are but one of many factors influencing growth. 

Urban Sprawl: 

When the I-105 Project is constructed, the most likely undeveloped areas which would ex
perience added pressure for development to urban uses with transportation as the sole cri
terion would be the Puente Hills near Pomona and at the edge of existing develoi;nent in 
Orange County. Since these areas are currently experiencing rapid growth and development, 
the potential effect of I-105 upon them may be negligible, particularly since the earliest 
date when the Project could become operational would be about 1983. Thus, unless future 
commuters opt for home-workplace travel times greater than those experienced in the past, 
the urban sprawl potential of I-105 would be relatively insignificant. 

Further, since planning 
trend to a decrease in 
sprawl in the region. 

efforts at the regional level (SCAG) have identified an apparent 
travel times, I-105 may have no actual effect on future urban 

The alternatives to the Project would have even less potential for promoting future urban 
sprawl. In terms of relative potential, the •no project• alternative would have the 
least, followed by the •1ocal improvements,• the •exclusive busway,• and the "combined• 
alternatives, respectively. 

Development Intensification: 

While the I-105 Project and alternatives would likely have little or no effect upon future 
•urban sprawl• in the region, they could have impact upon future development and redelop
ment patterns within the corridor. Specifically, I-105 would tend to alter the spatial 
distribution--although probably not the magnitude--of future residential redevelopments 
within the corridor. In terms of colll1\ercial and industrial development, the area near the 
western terminus of I-105 (particularly in the City of El Segundo and LAX) would probably 
experience accelerated commercial and industrial development. This conclusion is based on 
the following: (1) this area has a high development potential, (2) the City of El Segundo 
actively supports commercial and industrial development through its zoning and planning 
policies and (3) the completion of I-105 would provide significant local street congestion 
relief and improved regional accessibility. Other areas likely to experience some in
crease in industrial develofffient are the Cities of Paramount, Lynwood, and South Gate, 
which also are supportive of industrial development through their zoning and planning po
licies.• 

In terms of I-105 alternatives, the •exclusive busway• would probably have similar, al
though smaller, effects upon residential and commercial develofffient within the corridor. 
However, this alternative would have little effect upon industrial development since the 
movement of goods is not currently permitted on transit facilities. 

The "local improvement• alternatives would tend to redistribute coll'lllercial activity within 
the corridor through: (1) actual physical displacement of businesses (arterial widening), 
or (2) •proximity impacts• (grade separations) which would tend to diminish the viability 
of businesses along affected arterials, thus making other locations within, or without, 
the corridor more attractive. 

The "combined• alternatives, compared to other alternatives, would probably have an effect 
upon future corridor develoi:ment most like the I-105 Project, since they would most nearly 
provide the same transportation benefits. 

7.2 PUBLIC AND PRIVATE SECTOR RESPONSE TO THE PROJECT 

During the years since the I-105 Project became a funded component of the State freeway 
system, a number of actions have been taken by the public and private sectors in response 
to or predicted, on the Project. These actions include General Plan modifications by af
fected communities, actual or planned improvements to surface streets undertaken in re
sponse to both ongoing traffic increases and the additional traffic anticipated in the vi
cinity of freeway access points, extensive exploration of neighborhood improvement oppor
tunities and economic development opportunities by local government agencies, and the ac
tual construction of private develofffient projects. 
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The intent of this section is to describe the extent to which actions by both the public 
and private sectors have taken place in response to the Project and to discuss the conse
quences of each alternative with respect to these responses. 

Public Sector 

Project. 

General Plan Modifications: 

State law requires that local agencies have comprehensive, long-range, General Plans which 
include a number of elements, among them one for circulation. Upon freeway route adoption 
by the California Highway Commission, the statutes require that local agencies include the 
adopted location in the Circulation Element. OVer the years, then, the local agencies 
traversed by the Project have revised and adopted General Plans incorporating I-105. These 
plans have, in various degrees, been predicated on the accessibility provided by the Pro
ject, perhaps influencing many other Elements such as Land Use, Open-space and Recreation, 
Redevelopment, etc. 

As previously noted (Chatper 2), many other agencies had similarly developed Master or 
General Plans incorporating the Project and to some degree were dependent upon the Pro
ject. These were SCAG, LOs Angeles City, LOs Angeles County, Department of Airports 
(LAX), and SCRTD. 

When the Project is completed, little, if any, additional work will be required on aspects 
of the Central Plan Elements related to the I-105 Project. It is possible that, as post
construction traffic patterns become established, some redesignation and improvement of 
surface streets might be necessary. These would perhaps require further modifications to 
community General Plans. 

Were the Project not completed, all relevant General Plans would have to be revised to 
eliminate the I-105 Project and to incorporate such changes that are necessary to handle 
present and future traffic congestion problems. Recent examples are Lynwood and Para
mount, where General Plan revisions were in progress when the Project was enjoined in July 
1972. In these communities, because of the uncertainty of the Project, two alternative 
plans were considered, one with the I-105 Project and one without. 

An additional consequence of the •no project• alternative would be the uncertainty of mass 
rapid transit in the corridor. This uncertainty would arise from the need to reassess re
gional transit priorities in the light of prevailing federal funding support and potential 
transfer of highway trust monies from deleted interstate routes. 

If an •exclusive busway• were constructed, all affected general plans will have to be re
vised and, as in the •no project• case previously discussed, solutions will have to be 
found to existing and future local street traffic congestion problems. 

In the case of the •1ocal street improvement• alternatives, the anticipated effects on 
community General Plans are generally the same as the •no project• alternative. 

In the case of a combination of an •exclusive busway,• and a •1ocal street improvement al
ternative, the effects on community General Plans are essentially the same as in the case 
of the •exclusive busway.• 

Surface Street Improvements: 

The City of Lynwood has undertaken the widening of LOng Beach Boulevard along the three
mile section between Tweedy Boulevard and Orchard Avenue. These improvements will cost 
approximately $2.5 million, shared with the County of LOs Angeles, and are partially moti
vated by anticipated traffic increases in the vicinity of the on/off ramp system at the 
I-105 Freeway as well as a regional shopping center whose development is in part predica
ted on the Project. Regardless of whether the Project were built or not, this widening 
project would be carried out. Thus, the consequences of each alternative with respect to 
the widening project is the same--no effect. 

Improvements to existing streets or development of new streets, were planned by local 
agencies and were to be coordinated with the Project. Examples of these are: 
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Century Boulevard - This major arterial highway is discontinuous at the Long 
Beach Freeway-Los Angeles River, and is substandard easterly of that location. 
The County of Los Angeles and Cities of South Gate and Paramount intended to co
ordinate Century Boulevard's development with the Project modifications to the 
Long Beach Freeway. 

Santa Fe Avenue - The City of Lynwood, City of South Gate, and County of Los An
geles were improving this major highway in the north-south corridor east of Ala
meda Street. Again, its improvement was to be developed concurrently with the 
Project. 

Orange Avenue - This arterial street was planned by the City of Paramount in the 
in the north-south corridor east of the Los Angeles River. Its development is 
likewise to be coordinated with the Project. 

Clark Avenue - This street in Downey was to be widened to its master-planned 
section with the Project. 

In each of these cases, portions of the streets were to be accomplished by the State with 
Project funds. While the ultimate completion of the streets may proceed in the •no pro
ject• alternative, their funding and development may be delayed. 

Railroad Relocation: 

As noted in previous chapters, it has been planned, as part of the I-105 Project, to re
locate (or abandon) three Southern Pacific rail lines. These are: (1) the north-south 
Wilmington Branch through the communities of Watts and Willowbrook and the City of Compton; 
(2) the West Santa Ana Branch south from Watts through the City of Lynwood, and (3) the El 
Segundo Branch in the Watts areas. 

The community benefits that \1/0uld result from the proposed abandonment and relocation of 
rail lines include the reduction of corranunity fragmentation in the Watts-Willowbrook area, 
reduction of periodic traffic congestion resulting from rail lines crossing arterial 
streets at grade, and the elimination of a major noise source and hazard to public safety 
in the Watts-Willowbrook and Compton residential communities. These considerations were 
discussed in Chapter 6 in relation to coI!lllunity cohesion and accessibility. 

The anticipated relocation of these railroad lines had been incorporated into the long
range planning c~rried on in the Watts (Los Angeles City), Willowbrook (Los Angeles 
County), and Compton co111UUnities. This concept was not only included in plans developed 
by these agencies' planning departments, but also in the planning developed by community 
r~development agencies and the Model Cities (or Neighborhood) Programs. 

Two redevelopment projects well along in design or construction, which began during the 
years while the I-105 Project was in the design phase, are heavily dependent upon the 
eventual abandonment and relocation of the railroad lines. 

In Watts, the community Redeveloprnent Agency (CRA) is currently in the implementation 
phase of its 103rd Street redevelopment project. Land has been cleared, and housing con
struction is underway. If the railroad remains, the CRA will have to construct sound bar
riers, reconstruct and lower the tracks, and provide new crossing protection at a cost of 
about $200,000. Further, the railroad will remain in the residential area and prevent 
park and open space develo~ent in the railroad corridor. 

Compton's downtown redeveloprnent project also depends heavily on eventual relocation of 
the railroad. It too has been planned for a number of years, and will require reconsider
ation of many project features if the tracks are not removed. 

Were the I-105 Project to be abandoned, the funds necessary to facilitate the relocation 
and abandonment of rail lines would not be available and the accompanying neighborhood im
provements, would not occur. 

If any of the other alternatives are developed, except possibly the alternatives with an 
exclusive busway within the I-105 right-of-way, adequate funds to accomplish the desired 
relocations and abandonments would probably not be available and, consequently, neither of 
these activities nor their attendant neighborhood improvements would occur. 
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Joint uae Development: 

The Design Team Concept Studies in 1969 and 1970, identified a nUI!lber of opportunities for 
the joint use of project air rights, One of these, the development of a 30-acre industrial 
park within the interchange between I-105 and the Long Beach Freeway, had been actively 
pursued by the City of Lynwood to the e xtent that preliminary development plans were pre-
1ared. 

When the I-105 Project is approved, the City of Lynwood will likely resume efforts to de
velop industrial uses within the interchange, However, the amount of the acreage would be 
revised, as a lesser amount of viaduct and bridge structure is proposed. 

In addition, alternatives other than the proposed Project, or alternatives with an •exclu
sive busway• in the I-105 right-of-way, would not permit the development of the other 
joint use opportunities identified in the Design Team Concept Studies. 

Other joint use opportunities were: a hotel complex known as World Crossroads west of the 
Route 405 Freeway which would have utilized air space under, over and around the 105 Pro
ject. A highway maintenance yard and California Highway Patrol Station in the 105/405 in
terchange area; additional parking under a viaduct to replace some taken for the Project 
in the industrial area east of Alameda Street; and municipal yards under other viaduct 
sections. 

Public Redevelopments: 

A number of projects have been undertaken, or were in some stage of planning, which were 
of a redevelopment nature. These have generally been conceived in relation to the Project 
and were intended to renew blighted or deteriorating areas. An area near the Martin 
Luther King, Jr. Hospital in Willowbrook is being planned for redevelopment by the Los An
geles County Model Neighborhood Organization. Known as the King Triangle Redevelopment, 
it and the hospital are intended to form a focal point for the community. In Hawthorne, 
the City has formed a Redeveloi:nent Agency and is developing a regional shopping center in 
the downtown business district. The City of Lynwood, likewise, is in the process of crea
ting a regional shopping center, which would use the recently completed Montgomery Ward 
store as a cornerstone. Along with the joint use industrial center contemplated in the 
105/7 Interchange there is a possibility of continuing such a development beyond the in
terchange. · Watts Industrial Park is located immediately adjacent to the project and is 
somewhat dependent on the accessibility to be provided for full realization of its poten
tial. The City of South Gate has started a Redevelopment Agency and had indicated some 
interest in continuing expansion of its industrial base related to the project. The City 
of Paramount has also formed a redevelopment agency, which has included an area immediate
ly south of the Project within its program. Two redevelopments related to the railroad 
abandonments were already noted in Los Angeles and Compton. 

If the Project were not completed, many of these would still proceed; however, would have 
to be replanned and perhaps reduced in scope. 

Private Sector 

Actions by the private sector in response to I-105 have taken the form of commercial and 
industrial projects. Four major projects and the implications of alternatives to I-105 
regarding their viability are discussed in the following paragraphs: 

Continental Park and International Center: 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
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This project is a major conmercial and industrial project undertaken by the Continental I 
Development Corporation within the Los Angeles International Airport (LAX) influence 
area,1 Total projected leasable space is 2.5 million square feet. 

International Center is a cormnercial office and industrial development by Sepulveda Pro- I 
perties, Inc. The project is currently in its initial development phase; however, the ul-
timate total leasable space is estimated to be approximately six million square feet. 
Like Continental Park, International Center is located within the LAX influence area. 

1•Influence area• in this context refers to general coill\\ercial activity in a zone 
roughly extending from Manchester Boulevard on the north to Rosecrans Avenue on the 
south, Lincoln Boulevard on the west to the San Diego Freeway on the east. 
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The feasibility of these projects was originally predicated upon the assumption that I-105 
would be constructed, thus providing the necessary relief of traffic congestion in the vi
cinity of LAX and providing a measure of improved regional accessibility sufficient to 
complement the existing development potential of the El Segundo/LAX area. 

If the I-105 Project were to be abandoned, the burden of providing relief from traffic 
congestion would fall on the City of El Segundo and surrounding communities. Perhaps more 
significantly, however, regional ·accessibility would not be improved. Without the im
provement of these two conditions, the projected ultimate development of Continental Park 
and International Center either may never occur of may be require a substantially longer 
period of time to accomplish. 

Opinions of El Segundo officials as well as those of affected commercial interests regard
ing abandonment of the I-105 Project are presented in the following series of excerpts: 

•In order to alleviate the confusion generated by such things as the Los Angeles 
International Airport and the existing industrial complex; not only in El Segun
do but in the adjoining connunities, we feel it is necessary that such a freeway 
be constructed. Develoflllents such as the International Center Complex, the Con
tinental Develoi:nent, and other multi-million dollar developments would undoubt
edly be affected financially if the 105 Freeway were to be rtP-1et~~ , It~~ ~~r 
feeling that construction of the 105 Freeway will offer the City of El Segundo a 
greater selectivity in the type of development which will take place. 

•rn the event that the 105 Freeway is deleted, it will certainly be necessary 
for some sort of ameliorative action to take place to resolve the existing tra
fic conditions. The complexity of these alternatives would be too costly to be 
undertaken at the lower level, and therefore necessitates some sort of State ac
tion anyway.•1 · 

•we feel that the construction of the freeway is essential for the continued ra
tional development of the City of El Segundo, and certainly imperative from the 
standpoint of the implementation of Sepulveda's project plan. 

1. El Segundo future development will be geared to the continued growth in its 
commercial community now evidenced by the nucleus along Imperial Boulevard 
and in International Centers. 

2. Successful growth of the commercial community is dependent on solution of 
surface transportation problems, the major element of which the 105 Freeway 
complex will solve. 

3., International Center's •Master Plan• concept derived its ultimate expres
sion from traffic studies in which the 105 Freeway comples played a key 
role. 

•we fear that, without the. 105 Freeway, present surface transportation facili
ties will very soon reach their practical capacities; and that, having done so, 
the result will be to stymie further development in the area pending the crea
tion of alternate solutions--a process which promises to require many years.2• 

We at Continental Development Corporation have a master-planned $75-million de
velopment in the City of El Segundo. This development was undertaken to supply 
a need for companies that primarily use the airport. Our master plan is one 
that requires the use of the El Segundo-Norwalk Freeway to effectively move the 

1Excerpt f;-o; ~ letter to Mr. C. J. O'Connell, Chief of Project Development Branch 
•A•, District 7, California Department of Transportation, from Mr. Edward R. 
Laverde, Director of Planning, City of El Segando, dated February 16, 1973. 

2Excerpt from a letter to Mr. Edward Laverde, Planning Director, City of El Segundo, 
from Mr. Jack D. Froggatt, President, Sepulveda Properties, Inc., dated December 7, 
1973. 
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generated traffic. Our master plan was ad o pted by ourselves and the City of El 
Segundo subsequent to. the adoption of the freeway route and was a dominating 
factor in determining traffic circulation. Without the freeway , we would be 
limited as to the development of our master p lan and therefore, wou l d lose a 
substantial amount of the investment that has already been made." 

If an "exclusive busway• were to have been constructed, the reduction 
c~~i64.t~oul.d.....,nQJJ)e_s~ilcan.t+J)aae, ~~~~!!!!!==; on➔ervfee-EVB':hirilen#See-~-M'i""' •J:.e.sen.tecL.i~~er-4 - :rrans.por

;0n-ai-c~e -A--=Av~-1"'"!f'f~,,"'_ 
way" alternative would be some expansion 
and International Center. However, this 

of the regional accessibility of 
expansion, would not be as great as 

by the Project. 

In the case of the local improvement alternatives, potentially significant reductions in 
traffic congestion could result similar to the project. However, regional accessibility 
would be reduced and would somewhat reduce the developments' potentials. 

If combinations of transit and local improvements were implemented, traffic congestion re
lief would be equivalent to that offered by the local improvement package, while modifica
tions to regional accessibility would be equivalent to the transit element of the combina
tion. 

Montgomery Ward's Department Store: 

The Montgomery Ward's department store is a general merchandise outlet which opened April 
4, 1973. The prime factor in the selection of the project site was the prospective devel
opment of I-105. 

When the I-105 Project is constructed, the projected income for the Montgomery ward's de
partment store in Lynwood, would probably be realized. This situation would occur because 
the Project would enlarge the population served by the store by expanding the area that 
can be reached within a driving time of approximately 25 minutes. According to John H. 
Burgess, Montgomery Ward's Western Regional Real Estate Manager, " •••• downtown Lynwood is 
geographically a good location of Ward's relative to our heretofore established strategy 
for basic coverage of the Los Angeles Metropolitan Market. However, Ward's would not have 
committed to the investment in Lynwood based upon the geographical attribute alone. The 
ultimate Corporate decision was based primarily upon the assumption and assurance that the 
proposed Century Freeway would be operational by the mid-1970s ••• • 

If the I-105 Project were not completed, the projected trade area would not materialize, 
and Ward's estimates an average annual decline in projected sales of approximately $3 mil
lion. This decline would result in a reduction of some $30,000 in projected annual sales 
tax revenues to the City of Lynwood. 

All other alternatives to 
manner similar to the "no 
other alternatives would 
busway" alternative would 

Surranary 

the Project would be likely to affect the proposed Project in a 
project" case. This situation would exist because none of the 
significantly increase Ward's trade area. Even the "exclusive 
not have an appreciable effect on trade area. 

As a result of the I - 105 Project, many public and private sector planning and development 
activities have occurred within the corridor. Public sector activities include: ( 1) Gen
eral Plan revisions for the affected communities; (2) planning or development of local 
streets in conjunction with the Project; (3) planning for joint use of air-space projects; 
(4) plans for commercial and industrial redevelopment projects (Hawthorne, Willowbrook, 
Lynwood, South Gate, Paramount); (5) expansion of existing projects (Watts Industrial 
Park, Lynwood), and (6) plans to abandon and relocate the Southern Pacific rail lines in 
the communities of Watts, Willowbrook, Compton, and Lynwood with conc omitant redevelopment 
of two areas in these communities. 

Within the private sector, several ongoing and proposed comme rcial and industrial projects 
were, or are, predicated upon the existence of I-105 for their economic viability. 

1Excerpt from a ~ letter to Mr. c. J. O'Connell, Chief of Proj ect Development Branch 
"A", District 7, California Department of Transportation, from Mr. c. H. Lundquist, 
Continental development Corporation, dated March 19, 1973. 
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If I-105 were not completed, much of the foregoing e -~ivity {particular ly the project 
planning effortR) would be adversely affected in the sa nse that many projects, if t hey 
proceed at all, could be reduced in scope and potential. However, it is possible that the 
railroad relocation project could become a reality if the •exclusive busway• or combined 
•busway and local improvements• alternatives are constructed. Also, the •1ocal improve
ments• and •combined• alternatives would, through providing surface street congestion re
lief, tend to make ongoing projects more economically viable than the •no project• alter
native. 

7.3 FUTURE USE OF PROJECT RIGHT-OF-WAY 

In most communities traversed by the I-105 Project, substantial numbers of right-of-way 
parcels have been acquired and many cleared. Thus, if an alternative that involves aban
dorunent or partial abandonment of the right-of-way is adopted, there is a need to sell 
these parcels and return the unneeded right-of-way area to some urban use. 

Several factors will affect the character and rate of right-of-way disposal and redevelop
ment. These include the number, size and pattern of cleared parcels; the number, size and 
pattern of remaining buildings; the character of surrounding development; the development 
goals of affected communities; the image of the area, its accessibility, and the presence 
of competition for the same prospective markets. 

Most communities have indicated a preference to ·retain their single-family character. Be
cause of conditions in the housing market, and since so many houses have already been re
moved, it soon became evident that reconstruction of single-family residences in the cor
ridor would involve a number of implementation and financial questions, some of which are: 

Would the State market the properties •as is", accepting whatever price the mar
ketplace would bring - even though this price could be substantially less than 
the original purchase price? 

At what rate could the marketplace absorb the properties without an adverse im
pact on private sales? 

What are the prospects for a developer to finance and market new or refurbished 
buildings? 

What are the borrowing abilities of prospective purchasers and the availability 
of funds from lending institutions? 

Would the local agencies agree with the sale of buildings •as is•, or would they 
require rehabilitation to meet current building codes? 

Would it be desirable to sell individual properties or "package• them in blocks? 

Would the local agencies consider zoning revisions? 

What should be done with existing isolated buildings in an otherwise cleared ex
panse? Should these be bought to assemble block "packages•? And, if so, by 
whom?--the private sector, State, Redevelopment Agencies, etc. 

If some properties (or areas) are not marketable, what is to be done with them? 
Do they lie fallow and nonproductive? Who would maintain them? 

Since the present condition resulted from a State and Federal program, what ob
ligations do the State and Federal governments incur? What can be accomplished 
within the present legal framework? 

With so many questions, a wide range of possible solutions, and the many fluctuations in 
the housing market it is extremely diffic ult to predict all the implications of redevelop
ment of unneeded right of way. For the purpose of the analysis in this EIS, it was deter
mined that a reasonable approach was to be consistent with local agency desires. This ap
proach is directed at restoring the pre-existing land use, predominated by single-family 
properties . 

Redevelopment 

Redevelopment would require a lengthy period after a decision is made to abandon the 
Project. 
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TABLE 7-2 
REDEVELOPMENT TIME PERIOD 

TOTAL 4-10 years 

Disposal of right-of-way would require close cooperation between State and local agency 
officials to carefully package cleared parcels, probably on a block by block basis to at
tract developers. 

Redevelopment itself would occur at a rate that could be absorbed by the market, with par
ticular attention to similar, competing activities in adjoining communities. It would 
also relate to the total number of parcels requiring redevelopment within a given communi
ty. 

In addition to properties where houses have already been cleared, there are others on 
which houses still stand. Some are rented while others are vacant. Some vacant houses 
have been vandalized or damaged to such an extent that it is not economically feasible to 
repair them. Such houses would be demolished and new houses constructed on the lots. The 
balance of vacant houses can be made habitable with repairs. 

Table 7-3 shows, by community, the nuraber of cleared parcels which would ultimately be re
developed. Included in the figures are parcels upon which there are buildings which can
not be rehabilitated and must be demolished .• 

TABLE 7-3 
PARCELS REQUIRING REDEVELOPMENT 

Community 

El Segundo 

city of Los Angeles 
West of Felton 

Los Angeles County 
West of Felton 

Hawthorne 

Inglewood 

Los Angeles County 
Wilton to Vermont 

City of Los Angeles 
Vermont to Central 

Los Angeles CollJlty 
Central to Mona 

Lynwood 

Paramount 

South Gate 

Downey 

Norwalk 

TOTALS 

Single 
Family 

0 

10 

475 

70 

2 

80 

614 

100 

319 

193 

32 

91 

371 

2357 

Multi 
Family 

0 

7 

0 

24 

95 

54 

99 

21 

3 

2 

3 

309 

PARCEL TYPE 

COll'lllercial 

0 

0 

0 

0 

7 

16 

7 

20 

0 

2 

1 

55 

Industrial 

0 

0 

0 

0 

0 

0 

3 

3 

8 

0 

0 

0 

15 

Miscellaneous 

0 

0 

0 

0 

11 

4 

4 

0 

0 

23 

Total 

0 

11 

483 

71 

2 

112 

739 

168 

450 

225 

38 

95 

375 

2759 

Note: Above figures include 53 parcels upon which there are buildings that cannot 
be rehabilitated, and must be demolished. 

7-16 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

For the most part, redevelopment of these properties could probably occur within the 4-10 
year time period shown above. However, in the central portion of the corridor, it is 
likely that considerably longer than a 10-year redevelopment period would be required. 

Rehabilitation 

There are over 970 residential parcels which contain some 1460 living units that are 
boarded and require some rehabilitation. For this EIS it was assumed that these parcels 
would be sold as-is, so that sales prices would reflect the condition of the properties 
and rehabilitation necessary. 

Table 7-4 summarizes, by community, the number of residential parcels and dwelling units 
in need of rehabilitation. 

TABLE 7-4 
PARCELS AND DWELLING UNITS REQUIRING REHABILITATION 

Community 

El Segundo 

City of Los Angeles 
West of Felton 

Los Angeles County 
West of Felton 

Hawthorne 

Inglewood 

Los Angeles County 
Wilton to Vermont 

City of Los Angeles 
Vermont to Central 

Los Angeles County 
Central to Mona 

Lynwood 

Paramount 

South Gate 

Downey 

Norwalk 

TOTALS 

summary 

Single Family 
Dwelling 

Parcels Units 

0 

10 

17 

2 

0 

1 3 

75 

9 

83 

34 

12 

463 

123 

841 

0 

10 

17 

2 

0 

13 

75 

9 

83 

34 

12 

463 

123 

841 

Multi Family 
Dwelling 

Parcels Units 

0 

0 

0 

25 

0 

0 

15 

7 

76 

4 

130 

0 

0 

0 

52 

0 

0 

76 

27 

406 

34 

16 

4 

4 

619 

Totals 
Dwelling 

Parcels Units 

0 

10 

17 

27 

0 

13 

90 

16 

159 

38 

13 

464 

124 

971 

0 

10 

17 

54 

0 

13 

151 

36 

489 

68 

28 

467 

127 

1460 

At the present time, almost 4,800 parcels for the I-105 Project right-of-way (including 
Route 1 and associated north-south freeway-widening projects have been acquired, and al
most 2,800 are clear of improvements. Of the remaining parcels acquired, over 970 hav~ 
buildings which have been vandalized or are in need of some repair before they could be 
habitable. Under No Project conditions, these excess acquired parcels would be trans
ferred from State ownerhsip to either (1) local government ownership to be utilized for 
public purposes, or (2) private ownership for ultimate rehabilitation or redevelopment, as 
required. Since most local governments either do not have funds available to purchase 
these acquired properties for public use or prefer that they be returned to productive 
uses so that short-term tax losses would be partially recouped, transfer of ownership to 
the private sector would probably occur. 
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The majority of the affected communities would have pref -- red that the land be restored to 
the preacquiJition condition, wh ich was predominantly si,1~1e-family residential . 

Total estimated time to dispose of and redevelop the right-of-way would have been in t ne 
fJur- to ten-year range, assuming investor interest in the properties given current zoni ng 

reaevelopmen 

An alternative redevelopment would have been multi-family residential, where it would be 
consistent with surrounding land uses, The implementation of such a program would have t o 
consider possible rezoning, upgrading of public and utility services, need for additiona l 
transportation facilities, possible overcrowding of schools, and expansion of poli ce and 
fire protection services. 

If either the Exclusive Busway or Combined Busway and Local Improvements projects had been 
developed, roughly one-half of the acquired I-105 right-of-way would be utilized; ther e
fore, redevelopment activities would have been similar to the No ProJect c onditions, but 
the magnitude in terms of number of affected parcels would be significantly less. Both of 
the Local Improvements alternatives would require full disposal and redevelopment of all 
acquired I-105 parcels as well as rehabilitation of deteriorated structures, because nei
ther alternative would utilize any of the acquired I-105 right-of-way. 

Even implementing the proposed Project itself will involve redevelopment of some proper
ties. This sterns from two circumstances. First, the Project has been scaled down from 10 
to 8 lanes. This resulted in a general reduction in right of way, some of which haJ ~1-
ready been acquired. Second, the proposed project follows a new alignment near Hawthorne, 
and results in considerable excess property in Hawthorne, and particularly in the adjacent 
unincorporated community of Del Aire. 

I , 
I 
l 1 
I 
I 
I 
I 
I 

The monetary implications of restoring these properties to their original use is analyzed I 
in the following chapter. 
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CHAPTER 8 - COST AND IMPLEMENTATION EVALUATION 

The purpose of this chapter is to compare the proposed Project with other alternative s 
considered in terms of the following criteria: 

Cost (direct, indirect, and total) 

Funding (source and availability) 

I mplementation (responsible agencies, required actions, and phasing) 

8.1 COST COMPARISON 

This section presents the estimated direct, indirect (non-recoverable) and total costs for 
the proposed Project and each alternative. The direct costs are right-of-way acquisition 
costs (including relocation payments and clearance) and construction costs. The indirect 
costs are the I-105 expenditures which have already been incurred and which would be con
sidered as non-recoverable if the Project were not completed, Finally, total cost compa
risons are made considering both direct and non-recoverable costs. 

Direct Costs 

I-105 Project: 

Table B-1 s ummarizes the estimated costs for the Project. As shown on the table, direct 
Project costs are estimated to be $611 million. Since approximately $154 million has al
ready been spent for right-of-way and relocation assistance payments, remaining direct 
costs of $457 million are estimated, consisting of $85 million in additional remaining 
right-of-way and relocation expenditures and $372 million for construction. Remaining 
right of way costs reflect the recovery of $19 million from the sale of excess property 
acquired for the original ten-lane project, or along the original adopted line in Haw
thorne, and no longer needed for the proposed Project. 

TABLE 8-1 

PROPOSED I-1 05 PROJECT - COST SUMMARY1 

Right-of-Way 

Freeway 

Medi an-Busway3 

Sub-Total 

Constr uction 

Freeway4 

Medi an-Buswa:,3 

Sub-Total 

TOTAL 

Expenditures 
to Date 

cs~1l11ions) 

$147 

7 

$154 

$1 54 

Remaining 
Cost 

($Millions) 

$782 

7 

$852 

336 

36 

$372 

$4572 

Direct Project 
Cost 

($Millions) 

$2252 

14 

$2392 

336 

36 

$372 

$611 2 

1. Includes relocation assistance payments and property cle arance cost s. Does n~t 
i ncl ude Project planning and overhead costs related to design, construc t i on and 
right of way. 

2. Reflects recovery of $19 million for excess property. 
3. Includes costs for 6 stations and park/ride facilities. 
4. Includes costs for Route 1 Freeway segment and related irnproveMents t o Route 

40 5 , 7, 11, and 605 (San Diego, Long Beach, Harbor, San Gabriel River F'reewa.ys) 
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Ha wthorne Locati:in Alternatives: 

Table 8-2 indicates the direct costs of constructing a freeway-transitway along the "ori
ginal adopted" and "Bell-shaped" alternative alignMents near the City of Hawthorne. In 
each case the facility that would have been built would have had essentially the same fea
tures as the proposed Project, including the median busway. Also, the indicated right-of
way costs reflect recovery of funds through sale of excess property. In the case of the 
"original adopted• alignment the excess is that property which had already been acquired 

I 
I 
I 

the case of the "Bell-shaped" alignment, sane of the excess stems from a reduction in I 
lanes and the balance is due to the shift of alignment near Hawthorne. 

~J-~_2 --
FREEWAY/TRA..'ISITNAY-HAWTIIORNE ALTERNATIVE ALIQIMENTS-DIRECT COST SU'1.'1ARY1 

Cost Item 

Right of Way 

Construction2 

TOTAL 

Direct Costs , ($~illions) 
Original Adopted Alignment Bell-shape<l Alignment 

$24 33 

357 

$61)03 

$2474 

3G3 

$6104 

1. Relocation assistance payments and clearance costs are included. Project 
Planning and overhead costs related to design, construction and right of 
way are, not included. 

2. Includes related improvements on cross freeways as well as busway, stations 
and park/ride facilities . 

3. Reflects recovery of $8 million in excesa property. 
4. Reflects recovery of $14 nillion in excess property. 

I 
I 
I 
I 
I 

Exclusive Busway Alternative:_ I 
, If an Exclusive Busway were constructed within the I-105 right-of-way (except in the Haw
:thorne area, where it would be on new alignment), a direct cost of approximately $235 mil-

1 \lion is estimated for right-of-way construction as shown on Table 8 - 3 . 
I 

, TABLE 8-3 

· EXCLUSIVE RUSWAY ALTERNATIVE-DIRr:CT COS'!' SUM.'IARY1 

Cost Item 

Right-of-way 

s asic Busway ~ 
Stations and Park/Ride Facilities (6) 
Busway-to-Freeway Connections 

SUBTOTAL 

Co nstruction 

Basic Busway 
Stations and Park/Ride Facilities (6) 
Bu sway-to-Freeway Connection32 

SUBTOTAL 

TOTAL (NET) COST 

Direct Costs 
($ Millions) 

$10 2 
'] 

Norn, 

$ 109 

~ 90 
11 
2 5 

$1? 6 

~2J S 

,. Includes relocation ass istance paymt,!nts and property clearance costs. Does not 
inc lude planning · and overhead costs r elated to d t=s ign , construction and right 
of way. 

2 . Direct connections to Routes 4() ":, -: , 11 a n-l 60 5 . 

I 
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1 ;c al Improvemen t Alternatives: 

'i':1~1le 8-4 shows estimated • right-of-way and construction costs for the arterial wideniE , 
a , d grade-separation alternatives, which would have had direct costs of approximately $17 7 
mi llion and $284 million, respectively. 

TABLE 8-4 

LOCAL IMPROVEMENT ALTERNATIVES-DIRECT COST SUMMARY 

Cost Item 

Right-of-Way 

Cons t ruction 

TOTAL COST 

Arterial Widening 

$107 

70 

$177 

Direct Cost ($ Millions) 

Grade-Separated* 
Intersections 

(Elevated Configuration) 

$ 58 

226 

$284 

*Includes an estimated $33 million for utilities relocation. Does not include 
e stimated $82 million "proximity impact• associated with grade-separation 
alternative. 

Combined Exclusive Busway and Local Improvements Alternatives: 

Table 8-5 shows the estimated direct costs for both a combined exclusive busway plus arte
rial widening alternative, and a combined exclusive busway plus grade-separation alterna
tive. Direct costs would be $412 million and $519 million, respectively. As previously 
discussed under the Exclusive Busway alternative, acquired I-105 right-of-way valued at· 
$62 million could be utilized for the combined alternatives. 

TABLE 8-5 
COMBINED BUSWAY AND LOCAL ALTERNATIVES-DIRECT COST SUMMARY 

Cost Item 

Right-of-Way 

Construction 

TOTAL COST 

Busway and Widening 

$216 

196 

$412 

Direct Cost ($ Millions) 

Busway and Grade 
Se,E_aration* 

$167 

352 

$519 

*Does not include estimated $82 million •proximity impact• associated with grade
separation alternative. 

Non-Recoverable Costs 

I f a decision to 
made , the State 
Th e l osses would 
ni a within their 

abandon the I-105 Project (and all or part of the r ight o f way ) were 
and Federal governments would experience certain nonrecoverable costs. 
most likely be shared by the Federal Government and the State of Califor
respective highway funds. 

The a s sumptions related to the estimation of non-recoverable costs are as follows: 

All expenditures related to right-of-way support (overhead costs), relocation 
assistance , and Project design and planning -would be nonrecoverable. 

Expenditures for right-of-way disposal would be approximately $1000 per 
acquired parcel. 
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Recoverable funds are the estimated present worth of the acquired properties, 
based upon •fair market value•. 1 

No Project and Local Improvements Alternatives: 

TABLE 8-6 
ESTIMATED NONRECOVERABLE COST SUMMARY-NO PROJECT AND LOCAL IMPROVEMENTS ALTERNATIVES 

Right-of-Way Acquisition (Incl. Demolition and Utility Relocation) 
Relocation Assistance Program (RAP) 
Right-of-Way and RAP Support (Overhead) 
Project Development (Design and Planning) 

Sub-total - Costs to Date 

Estimated Present Worth of Acquired Right of Way 
Less Disposal Admin. (4800 Parcels@ $1000 ea.) 

Net Recoverable 

TOTAL NONRECOVERABLE COST 

$86,477,000 
- 4,800,000 

$135,413,000 
19,000,000 
18,449,000 
13,355,000 

$186,217,000 

$ 81,677,000 

$104,540,000 

of 

Figure 8-1 graphically summarizes the nonrecoverable costs aspects of the No Project and 
Local Improvements alternatives by comparing I-105 Project expenditures against anticipa
ted nonrecoverable and recoverable costs. 

Exclusive Busway and Combined Alternatives1 

The Exclusive Busway could utilize approximately 401 of the right of way acquired for the 
I-105 Project. The unused right of way would be disposed of in much the same manner as 
previously discussed. The estimated nonrecoverable costs resulting from the disposal pro
gram, as well as nonrecoverable project development costs, are summarized in Table 8-7. 
The $84 million nonrecoverable cost total represents 45 percent of total accumulated pro
ject expenditures to date. 

TABLE 8-7 
ESTIMATED NONRECOVERABLE COST SUMMARY-EXCLUSIVE BUSWAY AND COMBINED ALTERNATIVES 

Right-of-Way Acquisition (Incl. Demolition and Utility Relocation) 
Relocation Assistance Program (RAP) 
Right-of-Way and RAP Support (Overhead) 
Project Development (Design and Planning) 

Costs to Date 

Estimated Present Worth of Acquired 
Unusable Right of Way 

Less Disposal Admin. 
(Approx. 3020 Parcels@ $1000 ea.) 

Net Recoverable 

TOTAL NONRECOVERABLE 

CALL 

$51,886,000 

- 3,020,000 

$ 82,755,000 
19,000,000 
18,449,000 
13,355,000 

$132,559,000 

$ 48,866,000 

$ 83,693,000 

$ 84 Million 

1The legal definition of fair market value is: •The highest price estimated in 
terms of money which the land (property) will bring if exposed for sale in the 
open market, with a reasonable time allowed to find a purchaser, buying with 
full knowledge of all the uses and purposes to which it is adapted and for 
which it is capable of being used.• 
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Figure 8-2 graphically summarizes 
the Exclusive Busway or Combined 
$52 million of acquired right of 
able cost of $49 million , 

the I-105 related nonrecoverable coats aa•ociated with 
alternatives , The figure also shows the approximately 
way which could be utilized as well as the net recover-

Total Cost Comparisons 

Total costs for the proposed Project and each of 
plicable direct (right-of-way and construction) 
shown graphically in Figure 8-3, A comparison in 
lowing (from highest to lowest cost): 

- -- I-105 Project 

Hawthor:.e Location Alternatives 
Original Adopted Line 

- Exclusive Busway and Grade Separation** 

Exclusive Busway and Arterial Widening 

Grade Separation** 

_ Exclusive Busway -

Arterial Widening 

No Project 

the alternatives, which include the ap
and nonrecoverable cost components, are 
terms of total coats, indicates the fol-

$611 million* 

$61 O million* 
$600 million* 

$603 million 

$496 million 

$389 million 

$319 million 

$282 million 

$1 O 5 million 

*Includes $50 million to fully implement median busway, 
**Does not include $82 million •proximity impacts• associated with the Grade 

Separation Alternative. 

Since approximately $154 million has already been expended for the I-105 Project and $19 
million can be expected from the sale of excess property remaining net costs are $457 mi l
lion. Thus, in terms of future investment, the proposed Project is the second most costly 
alternative after the combined •exclusive busway and grade separation• alternative. 

8.2 FUNDING COMPARISONS 

While total cost is an objective basis for comparison, it ignores the source of, and limi
tation upon, the funds required for implementation. This section discusses funding 
sources, including possible Federal, State, and Local cost-sharing formulas. 

The I-105 Project 

The Project would be funded under Federal-Aid Interstate (FAI) provisions of Federal High
way Statutes, Title 23 of the United States Code . 

For Interstate routes, the Federal contribution is normally about 91.51 from the Federal 
Highway Trust Fund, with the State Highway Fund providing the matching 8.51. The Project 
expenditures thus far have been shared on this basis. 

The extent of the future, total, federal expenditures for I-105 are subject to Section 103 
(el (2) of Title 23. This section, included by the 1968 Federal-Aid Highway Act, and com
monly known as the Howard-Cramer Amendment, enables routes to be added to the Interstate 
system as substitutes for other routes which are withdrawn from the system. In this in
stance, I-105 was substituted for a segment of Interstate Freeway in San Francisco. 

When originally enacted, the amendment limited the Federal share of the substituted route 
to the cost of the withdrawn route--as determined by a 1965 cost estimate. The 1973 
Federal-Aid Highway Act increased participation based on the cost estimated as of 1972. 
It appeared that adjustments to the cost limits would be allowed to reflect inflation, and 
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for added features such as the busway and environmental mitigation measures. However, in 
March 1975, the Federal Highway Administrator advised the State that further adjustments 
could only be accomplished by Congressional action. 

Congress recognized that this created a serious funding problem on substituted Interstate 
E ·fi:~tea.,_and_incr.eas_ed._theJ.µn~n..9.,.._.l.evel in the 1976 Federal Aid Highway Act to $760 mil-

:an • 

The Federal Highway Trust Fund would participate in all right-of-way and practically all 
of the Freeway-Transitway construction cost, including the basic busway and park/ride 
lots. Buses, passenger stations and maintenance facilities associated with the busway 
would probably be funded, locally from SB 3251 or Proposition 52 monies, and Federally 
from Urban Mass Transit Administration (General) funds on a 201-801 basis. Table 8-8 sum
marizes the most probable Federal, State and local cost sharing percentages and costs.3 

TABLE 8-8 
I-105 PROJECT FUNDING SUMMARY ($ MILLIONS) 

FEDErAL STATE LOCAL 
FHWA 

(Interstate) 
91.5% 

(SB 325 or Proposition 5) 

Item 

I-105 Project 

- Freeway 

Total 
Cost 

Element 561 

- Busway element 
a. Basic 

facility 40 

b. Balance of Busway 
(essentially 
stations)_!£ 

TOTALS 611 

No Project Alternative 

513 

37 

558 

UMTA 
80% 

8 

8.51 

48 

48 

a.51 201 

3 

2 

5 

under current proposed regulations, there is a possibility that the anticipated nonrecov
erable costs of $105 million would be shared at the prevailing Federal/California Inter
state cost-sharing basis; i.e., 91.51 Federal and 8.51 California, or $96 million and $9 
million, respectively. However, the final cost-sharing basis could only be determined 
following a decision not to proceed with the I-105 Project. 

If a pro j ect is not constructed, 
fornia's Highway Program, at any 
projected revenue, current work 
me nts relating to expenditure of 

there would be a State-wide impact. The status of Cali
point in time, is dependent on several factors including 
load and project development to meet statutory require
funds, both State and Federal. 

Since the lead time on major highway projects is often eight years or more, it is neces
sary to make decisions based on the best information available plus rational projections 
of expected condition■ in the future. 

1c a lifornia Transportation Development Act of 1971 (SB 325), which extended the sales 
tax to gasoline purchases and established a transportation fund which can be used 
f or public transit or highway improvements. 

2This potential diversion of highway funds for transit development is a result of the 
passage of Pr oposition 5 in the June 1974 election, which revised Article 26 of the 
California Cons titution. 

3Funding would be essentially the same for the Hawthorne Location Alternatives, but 
proporti onate to total costs. · 
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1-105 NONRECOVERABLE COSTS 
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-$84 Million 

- $ 64 Mi Ilion 
- $51 Million 

- $32 Million 

- $ 13 Million 

$ 84 Million 
TOTAL NONRECOVER-
ABLE COSTS 
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The proposed Route 105 Freeway project is, and has had, a major influence on the State 
Highway Program, and in particular, on t~e Los Angeles area (CALTRANS' District 07) for 
the past 10+ years. Because of the project's dollar value of work remaining, its value 
impact continues into the next six years, which is the current limit of program planning. 

From now to the end of the 1982-83 fiscal year, planned capital expenditures for District 
07 on Route 105 are about $300 million, over 90 percent of these funds are Federal Inter
state. 

District 07 loss of approximately $300 million in Interstate funds over the next six years 
would have a major impact on other areas of the State. This is because the expenditure of 
highway funds, statewide, is guided by statutes regarding geographic expenditures (North/ 
South split) and a four-year accounting to assure each of the 11 Districts receive a mini
mum calculated share of total available funds. To maintain statutory compliance, if In
terstate funds are reduced, non-Interstate money would have to be transferred into Dis
trict 07 with the result of virtually shutting down all statewide rehabilitation, opera
ting and safety improvement projects, except in District 07. Additionally, eliminating 
Route 105 from the Interstate system would reduce California's remaining cost to complete 
the Interstate System by approximately 20-25 percent. This, in turn, would reduce the an
nual Interstate apportionments to California by $40-$50 million per year for the next sev
eral years. California is now getting back from the Federal Government less than 60 per
cent of the 4-cent Federal Gas Tax and other revenue sent to Washington by its motorists 
and the loss of Route 105 would aggravate this situation. Such a loss in Interstate funds 
would have a significant economic impact on California's construction industry, 

In summary, the loss of Route 105 Interstate funds in District 07 would affect the state
wide Highway Program and require legislation to suspend or repeal District and County Mi
nimums plus the total restructuring of the proposed Highway Program. There would also be 
a significant economic impact. 

Exclusive Busway Alternative 

The Exclusive Busway might be funded one of two ways, at either 83% or 91.5% Federal par
ticipation, utilizing Urban System or Interstate provisions of Federal-Aid highway stat
utes. Thus, the direct busway cost of $235 million could be funded at $194 million (83%) 
to $213 (91,5%) million Federal, and $41 million (17%) in local transit funds (SB 325); or 
$18 million (8.5%) in State Highway funds and $4 million in local matching. In either 
case, it is assumed bus stations would be funded at 80% UMTA and 20% local matching, 

Nonrecoverable costs of $84 million were anticipated under this alternative. As under 
"no project" conditions, these "losses• would likely be shared 91.5% Federal and 8,5% Ca
lifornia, i.e. $77 million Federal and $7 million State. 

Local Improvement Alternatives 

It is possible that the Arterial Widening and Grade Separation alternatives could qualify 
for up to 83 percent Federal funding for direct project costs under the Federal-Aid Urban 
(FAU) System provisions. Thus, the Arterial Widening alternative could qualify for up to 
$147 million in Federal highway funds, while the Grade Separation alternative could quali
fy for up to $236 million. The amount of FAU Funds normally available to the agencies in
volved falls far short of funding a comprehensive program of improvements like these. 
Additional FAU Funds could be made available to these agencies under the "substitute" pro
visions of Federal law. 

Assuming 83% Federal participation, the State and local 17% share would be $30 million for 
the Arterial Widening alternative and $48 million for the Grade Separation alternative, 
These local funds would be jointly shared by the affected cities, Los Angeles County, and 
Caltrans, according to their pro rata share of improvements, An estimated cost breakdown 
(by jurisdiction) for each alternative is presented in Table 8-9. 
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TABLE 8-9 
JURISDICTIONAL COST OF LOCAL IMPROVEMENTS ALTERNATIVES 

State of California 
City of LOS Angeles 
c ounty of Los Ang el_es 
Inglewood 
El Segundo 
Downey 
Paramount 
Hawthorne 
Gardena 
Torrance 
Lynwood 
Compton 
Bellflower 
South Gate 
Norwalk 
Manhattan Beach 
Lawndale 

TOTALS 

$ 51.4 
16.0 
17. 6 

3. 1 
1.0 
9. , 

13.7 
14. 7 
7.0 
0.7 
8.2 

14. 8 
9.2 
2.9 
8.0 

$177.4 

.Grade 

$ 48 .4 
55. 0 
29.6 
10. 6 

3.8 
14.0 
24.4 
14.8 
8.4 
0.9 

1 8. 5 
29.3 
17. 2 

3.9 
0.6 
0.9 
2.9 

$283.2 

In addition, the nonrecoverable costs of $105 million are anticipated under these alterna
tives. As under No Project conditions, these "losses• would likely be shared 91,5% Feder
al and 8.5% California. These alternatives would also have an impact on the Statewide 
highway program, as explained under the No Project alternative. 

Combined Busway and Local Improvement Alternatives 

Either of the combined alternatives might qualify for 83 or 91.5% direct-cost Federal 
funding for the busway component, and 83% for the highway component. Thus, the combined 
Busway and Widening alternative could qualify for up to $360 million, while the Busway and 
Grade Separation alternative could qualify f or up to $449 million in Federal funds. Total 
State and local share for the Busway and Widening would range from $59-71 million, and 
$77-96 million for the Busway and Grade Separation. The local matching funds would con
sist of local transit funds (SB 325 and Proposition 5 funds), or State, Los Angeles Coun
ty, and affected city highway funds, 

Funding Summary 

Table 8-10 presents a funding summary comparison of the I-105 alternatives showing Feder
al, State, and local funding splits. In terms of funds required, I-105 requires the least 
Local funds (except for the No Project alternative) and requires the most State and Feder
al funds. The I-105 Project has the most certain State and Federal funding , whereas the 
Local Improvement or Combined Alternatives have the least certain funding--from both a 
Federal and Local perspective. 
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TABLE 8-10 
FUNDING COMPARISON OF I-105 PROJECT AND ALTERNATIVE 

Funding Source and Amount (in$ Millions) 

I-105 Project1 

Hawthorne Location Alternatives 

- Be112 

- Original Adopted3 

No Project 

- Nonrecoverable . 

...--- Exclusive Busway 

Local Improvements4 

- Arterial Widening 

- Grade Separations 

--combined Alternatives 

- Busway and Widening 

- Busway and Grade Separation 

Federal 

558 

557 

548 

96 

271 
(or) 290 

243 

332 

418 
(or) 437 

507 
(or) 526 

1Reflects recovery of $19 million in excess property. 
2Reflects revovery of $14 million. in exce•• property. 
3Reflects recovery of $8 million in excess property. 
4Nonrecoverable costs of $105 million are included. 
5ooes not include $82 million in •proximity impacts•. 

State 

48 

48 

47 

9 

7 
25 

18 

17 

16 
34 

15 
33 

Local 

5 

5 

5 

0 

41 
4 

21 

40 

62 
25 

81 
44 

Total 

611 

610 

600 

105 

319 
319 

282 

389 

496 
496 

603 
603 

As previously indicated, an 831 P'ederal share for the Local Improvements is unlikely based 
on current availability of Federal matching funds. 

Under the No Project or Local Improvements alternatives, nonrecoverable costs of $105 mil
lion were anticipated:. These •1oases• would likely be shared 91.51 Federal and 8.51 Cali
fornia. 

The Statewide highwa~ program would be adversely affected under any non-pro j ect alterna
tive. 

8.3 IMPLEMENTATION dOMPARISONS 

This section is a dislcussion of the implementation 
each alternative, in ! terms of responsible agencies, 
uling. J 

8-9 

aspects of the proposed Project and 
actions required, phasing and ached-



\ The I-105 Project 

':caltrans would have primary responsibility for the remaining final design effort, comple
t ion of right-of-way acquisition and relocation, demolition and utility relocation, and 
actual construction of the Project. It is anticipated that SCRTD would be a major parti
cipant in the combined Freeway-Transitway project. Overall, it is estimated that I-105 
Project could become operational about 1983. 

There may be social or environmental reasons which would suggest an initial staging of t he 
Project. Staging could be implemented in several ways. The Project could be constructed 
as a full 8-lane facility for a portion of the total length as one approach, A second 
approach would be to construct fewer lanes for the entire- length. This latter approach 
involves many options: 

Construct symmetrically about the center 

Construct on either side of the center 

On either of the above schemes, it may be desirable to partial interchanges, or 
defer some interchanges altogether. 

Under any staging 
ultimate project. 
owners to resolve 
problems involved 

approach, it is intended to purchase and clear the right of way for the 
The complete purchase and clearance would allow all affected property 

their relocations more quickly, and alleviate all communities of the 
with a deferred process. · 

The acutal staging, if necessary, would be developed in cooperation with all affected 
agencies, and in accordance with the then current Regional Transportation Plan (RTP). 

The No Project Alternative 

The major actions required would relate ta the disposal of the acqJired right-of-way. The 
following steps would be required: 

Step 1 - Inventory Right-of-way 

This procedure would involve m.appµig and assembling detailed descriptive material 
on each State-owned parcel. ·•· · · · · · · 

Step 2 - Identify and Propose Means of . ReeQ..lviJlg Legal - Obligations 

A review of all contractual arrangements: wo~1.d be mad~, particularly in those 
areas where only parts of property were acquired. 

Step 3 - Develop Sal.es Plan 

In order to develop a set of sales p·lans which respond to conditions in the many, 
diverse areas of the rigat-o_f-ay, it might be necessary for the State to perform 
environmental impact. and ll,ousinq stud:1.eis and ta participate in a series of public 
hearings. This procedure,' if necessary, wio.uld ·require a:11 additional period of 
one-hall to one y,ear beyomi the time required ta deve-lop the • sales plan." 

Step 4 - Dispose of Legal Obligations 

The State would come to agreement, either privately or through litigation, with 
all parties to which it had contractually obligated itself, It is conceivable 
that substantial cases would develop aro·und the issues of relocation assistance, 
violation of performanc~ agreements, and local planning efforts related to right-
of-way redevelopment. · · -~ · · · ' 

Step 5 - Dispose of Right-of-Way Property 

Disposal of right-of-way property would be handled through procedures established 
by the State to dispose of excess lands, These procedures would involve defining 
minimum bid auction sales and either acceptinq the best bi.J or recycling the 
parcel f or another round o f bidding. 
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Many of the activities discussed could ta1t1e pace siaulta'fflK>usly and in a 'Nriabla time 
fr..e. rhus, it is AOt possible to pinpoint: 't:tlle .aact a-.n.t of tiae required to d.ispoae 
~ the right-of-way. Bciwever, it is e-srtinlated t!a't a parJ.od of 2 to 4 year,s would be re
quired to dispose of all r.igbt-of-wa.y parr,el.a Jli0't coq;,licated by litigation.. If litiqa
tion, new housing studies and additional aurl.rosmantal impact studies war.e required, the 
disposal period could exteJld to eight yars Qr l~. 

Exclusive Busway Alternative 

The implementation of the Exclusive BWaway al.t.e:rnatift would require act.i011S silllilar to 
taoae required for the I-105 Project (ct.i'!J!l, riqht-of-ay acquisition and rel.oc&tion, 
construction) and the No Project alterna.tiff (disposal o'f exceH rigitt-o:f-way) .. While the 
magnitude of these actions would be reduced tmder t>Iis alternative., time required to i.111-
p.l.aaent the busway and dispose of excess rig.ht~ may be aa.what longer than the Pro
j-ect and No Project alternatives, respectivel.]'. 

Iaplementation of the Excluive Busway would oertainl.:, llI-.iQlve SCRTD, and probably include 
Caltrans, depending upon the meth'Od under wtdcb the ~ay Wl:Xll.d be funded. As a transit 
facility funded under IJMTA, SCRT.D would proball~ ass,aa the n1la -of lead agency. If tAe 
BQaway were to be defined a-a an I:nter11tate fllc.i.lley, caitraaa would likely have the major 
involvement. 

Loc'al Improvement Alternatives 

Ia order to i.Jllplement ei.thc" of the two looal at:Daet 
carr..ldor-wide basis, it 'IGU:llt be 
%.-da agreement upon 

Loa .bqela County would .,a-..bly t:69 ta J..- .h -.i,taK or a.a. ~1 pcogu I •• ...--
bap11 utilizing the Higtsw:•1• n..:u JI -cit.:iiae-P.s µwww, wldle C.l:t.r:&u -id illpl u t nq 
-.reed upon improvwuta tD • ct, w;n.surs IIDal z!lia, 1119 aal¥ Stan iwJbw&Y' ia the 
ea.t1'99t. direction vithh tbe =rriiilm'. 

1lllder eitber of tbe.-e al.~ tlllw ....,._. rtWS ~-war a:>u.h1 ... ,,. t:o ba diw
~ of in the SW fUhian .. fl• a ... _._, - a. P.wjeet &ttarlati»a. 

COlllbined BuMY and Local 7 g ow it lltarad I-

'!'be implementation o.f tbe COIIIJJ.aal •al.tar.a'tt:lNS 9Dldd 15ii.d.rw -.:-UoBw •iailar to tboae r
qw.red for each of the aJ.t,c: ••• ♦,,.. c::cwhA I J n•twll' ~ ~ ~ 

a., 

Par:foal dedgn. rj.glac ~ ,.. I >i•itha .... ~ti~ 11 : li.t:i.GII. 1111111 utility 
ralocation, an4 e =••• 1 a I be:, 

Oia,poee of t:t. ~ aa .ef tt. a,p;t._ :i-ies ~'"'WIIY wld.dl -id DOt 
ba alled fa' tile Bacl...._ D E AllJ', 

StTNl&RY COST A1ID DP a I IUUM PHO~ 

I-105 Project 

9Ua 01190Ul9 PEOject baa. A-,4&'Wll tlD tM _._,. a'llW •t 1...,..• a. ~ total cost 
(.$611 aillion) -4 the p•••t -.1 ■n.l. _.._I ISilll partic:tpet:tat. 11o ~ iocil 
~ an reqv.u,e.l ior ta. tz. RJ c -• !- u s af. t::Jcll a.J,wn.. .r- .., O:Wt.f of Las __,._. 
ac aar of the &ttactell ~ .•t1ee, r ., ff -0!:I• ta 1-:&l ..._t0bi119 ta.ls 
IIOUl4 N required to fu.1y lfllA t t:ba 116 If• • SQ , I• U.0... 
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While the total EJoth.t· co•t• are the greatut for the propoMd 1 .. 105 Project, 1u fl1D4ing 
is l'llOSt certain o iifu~tiv ... , considered, and ialpl...-ntat.ian reeponatbiU.U.• are I 
clearly defined. Aasuming a decision ·ta caaplete the. Project is reac~ 1a 1977, •• l•st 
an initial stage of the Project could bee~ tu.lly operational about 1983. 

Hawthorne Location Alternatives I 
•e 

respectively, for the •a.ii-shaped• alignment and the •0r191Dal Adopted• 

No Project Alternative 

Under No Project conditions, nonrecoverable costs of $105 million (out oft.be total I-105 
expenditures of $186 million) would be realized as a result of the right-of-way di•po-1 
progr&111 and other Project-development expenses. It is anticipated that all •1osaes• would 
be shared 91.S percent Federal and 8.5 percent State, per the noraal int:.er■tate oo■t
sharing basis. Approximately two to four years would be required for C&ltrana to dispose 
of the acquired I-105 right-of-way, followed by a two-to-six-year rehabilitation and re
development period for the 111Ajority of the right-of-way, or a total redevelopaant period 
of four to ten years. 

The Statewide Highway Program would be adversely affected, as major program reductions 
would be made in each Transportation District in the State. 

Exclusive Busway Alternative 

This alternative, which would probably utilize the acquired I-105 right-of-way to-the 
greatest extent possible, at remaining costs of ·s101 million, would be l••• than one-half 
of the cost to complete the I-105 Pr~j,ct. However, local matching fund requir•enta 
could be as high as $41 million ·or many mor~ times that required for the median-bullVAy 
component of the I-105 Project. If the Busway were defined as an Interstate facility 
State tunding participation of about $25 ~illion could be involved. 

Since additional design stage environmental atacHes (beyond the conceptual stage studies 
performed for this EIS) may be required for the Exclusive Buaway, it i• anticipated that 
operational status would not be reach.ad until aometime after the 1983 period. Thi• would 
be a joint Federal, State and Lo~al pr_ojec~. SCR'l'D would presumably have primary imple
mentation responsibility, although the State would probably provide technical assistance. 
Total redevelopment time for the excess I-105 right-of-way would be similar to that under 
No Project conditions, that is, a minimum of four to ten years for the majority of the 
right-of-way. 

Local Improvements Alternatives 

I 
I 
I 
I 
I 
I 
I 
I 
I 

These alternatives would require local matching funds ranging froa at least $21 to $40 I 
million (not including some State participation for improvements to Manchester Avenue/ 
Firestone Boulevard}. Given the uncertainty surrounding both Federal and local funding 
the necessity to reach a consensus amDng tlie· many affected local governments, and the need 
for further design and environmental . studies, an · estimate of when the alternative• could I 
become operational is imposaible to make. 

As under No Project conditions, ·rour to tan years would be required to sell and redevelop 
the acquired I-105 right-of-way property. Also, as under No Project conditions, there 

1 would be an adverse impact on the Statewide Highway Program. 

Combined Alternatives 

The combined Busway and Local Improv.ements _alternatives would approach the proposed I-105 I 
Project ·in terms of, total ·remaining cq•~.t . but would. have combined local fund requir-.nts 
of $25 to $'81 million, far axcaeding ·any of the other a:lternativea. Since the funding and 
jurisdictional agreement uncertainiieir • 'associated wfth'' t:he Caabined alternative• exceed I 
those of the other alternatives, the ·tilQ · to reach operational status i• unknown. A• un-
der No Project conditions, these Ccmt;ined alternative• would also require that the axe••• 
I-105 right-of-way be sold and redeveloped. 
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CHAPTER 9 - RELATIONSHIP BETWEEN LOCAL SHORT-TERM ENVIRONMENTAL USES AND 
MAINTENANCE AND ENHANCEMENT OF LONG-TERM PRODUCTIVITY 

Construction of the I-105 Freeway-Transitway Project is a commitment of existing urbanized 
land to a singular long-term purpose-transportation. As such it will result in the fol
lowing remaining short-term impacts. 

Displacement of 4350 living units housing 7300 persons; 240 conunercial and industrial and 
industrial establishments employing 1140 persons; and 23 community facilities, including 
9 schools, one park, 9 churches, one 92-bed hospital and 3 other facilities. As a result 
of these displacements, local communities will sustain annual property and sales tax 
losses of $800,000 and $315,000 respectively, exclusive of school impacts. Depending upon 
the s pecific community this means an annual percentage revenue reduction ranging up to 1 
percent. 

School District will experience revenue reductions of $600,000, ranging up to 1 percent 
percent depending upon the specific district affected. 

Some changes in local accessibility will effect changes in 
altering neighborhood relationships - or community cohesion. 
many of these effects have already occurred. 

local services or facilities, 
Due to the Project's status, 

Construction activities will take from 2 to 4 years (depending upon location). During 
this period, an adjacent property owner may be intermittently inconvenienced by equipment 
noise, dust and the disruption of normal traffic patterns. However, specifications have 
been prepared for the control of construction operations which seek to minimize these in
conveniences whenever possible. During and immediately following completion of construc
tion, portions of the Project may appear unsightly. This condition will persist until 
landscaping and erosion control measures have become firmly established and mature - a 
period of up to several years. 

In both short and long-term, the Project will result in a new noise source, subjecting ad
jacent neighborhoods to some noise increase. With a few exceptions these higher levels 
will not exceed accepted standards for the enjoyment of normal activities. The Project 
will also result in a higher level of carbon monoxide at the nearest adjacent properties 
than the corridor ambient level, but again, within established standards. At the regional 
level, the Project will result in virtually no change in the primary air pollutant HC and 
only an insignificant increase in oxides of nitrogen (1-2%). 

Based upon current motor vehicle fuel consumption rates, the Project will also result in a 
very slight increase in regional daily fuel consumption as compared to the alternatives, 
about 0,2%; and a slight increase in total energy consumption of 0.9%. 

Lastly, the Project may be a contributing factor in the urbanization of the foothills near 
Pomona and eastern Orange County. 

In judging the advisability of implementing the Project, consideration must also be given 
to the associated long-term productivity which is anticipated. The Project has been de
signed to service the needs of a f ully urbanized corridor which is expected to sustain a 
slight (1%) increase in population by the year 1990. This is as predicted by local and 
regional planners . After considering this predicted increase, the Project will contribute 
to the following long-term improvements. 

Diversion of traffic from local streets· to the new facility will result in an average re
duction in traffic on corridor arterial streets of about 23 percent. Traffic on arterials 
in t he immediate vicinity of the Project may be reduced fifty percent . This will contri
bute to a significant reduction in arterial traffic congestion and noise, and a marked im
provement in air quality (15 to 25% reduc tion in carbon monoxide is anticipated in the 
corridor with the project). 

Th e Project will provide improved accessibility to regional opportunities (employment, 
shopping , recreation, etc.) for both auto and transit user. Reduction in corridor conges
tion and improved regional access will also tend to reduce the local cost of goods and 
services. The improved level of service provided by the Project, along with reductions in 
traffic congestion are estimated to result in some 560 fewer traffic accidents annually 
than the No Project Alternative. 
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Improved regional accessibility is expected to accelerate new col'l'l1\ercial and industrial 
growth within the corridor. This will eventually result in a new and higher level of as
sessed valuation to recoup short-term losses and provide a tax base adequate to future 
needs. In order to accommodate the expected increase in population, it is anticipated 
that more intensive residential development would occur near the Project. Properties cur
rently single-family residential may eventually become multi-family apartments. This too 
would result in higher assessed valuations, and also provide an opportunity for construe-

the Project. 

The Project incorporates a relocation of the Southern Pacific Railroad within Watts, 
Willowbrook, Compton and Lynwood. This is an important local objective if these communi
ties expect to fully realize their long-range community goals. 

As an additional benefit, the City of Inglewood will gain a new, 
along with several others within the corridor, will have improved 
several school districts will be able to construct new schools on 
older ones, to consolidate, and to generally improve the educational 

improved park, which 
accessibility. Also, 

new sites to replace 
establishment. 

Construction of the Project will add a new link in the regional freeway system. Redistri
bution of traffic will improve the operational efficiency of the entire network. One im
portant result is that at the regional level the situation with respect to two components 
of air quality, carbon monoxide and hydrocarbons, is improved marginally. At the corridor 
level there will be a significant reduction of about 20% in carbon monoxide. 

And finally, the Project is expected to provide vitally needed improved accessibility to 
Los Angeles International Airport. 
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CHAPTER 1n - IRREVERSIBLE ANT) IRRETRIEVABLE COMMITHENTS OF RESOURCES 
AND PROBABLE ADVERSE ENVIRONMENTAL EFFECTS WHICH CANNOT 
BE AVOIDED 

This chapter identifie s and discusses the extent to which the Project and alternatives may 
irretrievably and irreversibly curtail or preclude the full range of potential uses of the 
environment. "Environment", in this instances, means the natural and cultural resources 
that would either be lost, destroyed or unavailable for other purposes as a result of im
plementing the Project. For purposes of discussion, these resources will be considered 
within each of two separate categories, i.e., land use resources and labor and materials 
resources. 

This chapter also identifies and discusses those adverse unavoidable impacts which the use 
of reasonable corrective or abatement measures will not mitigate or reduce to acceptable 
levels. It further discusses controversial issues and trade-offs associated with the Proj 
ect proposal. 

10.l IRREVERSIBLE AND IRRETRIEVABLE co,~!ITMENTS OF RESOURCES 

Land Use Resources 

With respect to land usage, the effects of a given action, such as implementing a highway 
project, co uld vary widely as to its irrevers ibility. At one extreme, undisturbed, unde 
veloped virgin land could be used for a multitude of purposes. A given decision or action 
under these circumstances could preclude all or most of the options available. At the 
other extreme, where extensive development has already taken place, most options have al
ready been excluded . Thus the question of the irreversibleness of an action can only have 
meaning within those options which are yet available. 

The latter is the case in the I-105 corridor. It is already fully urbani zed with a large 
commitment of resources already made to the present population and its continuing needs. 
As to the future, reg ional and local entities without exception propose to maintain, e n
hance and optimize conditions conducive to human habitation. 

To provide for human needs in this setting requires a proper integration of vital ser
vices. These vital services constitute the urban infra-structure and consists o f the pow
er, water, waste disposal, distribution (transportation), and communications systems etc. 
The result o f a multitude of prior decisions made in each of these c atego ries, has been 
the creation of an essentially man-made environment. Within a man-made environment , no 
land us e dec ision can be considered as "absolutely" irreversible. They may, however, be 
i rreversible in a "relative" sense depending upon the degree of permanence associated 
them . 

For the range of transportation alternatives considered in the I-105 corridor, this "rela
tive" irreversibility may vary from forty to over one-hundred years. 

At the upper end would be the Pro.iect itself. Somewhat lower on the time scale but cer
tainly within the same general area is the Exclusive Busway alternative. These two ac
tions would be considered relatively permanent in that they are links in the regional 
infra-structure . Once either were implemented it becomes difficult to reverse the deci
sion without disrupting these respective s ystems and without large scale i ndirect (re
gional) repercussions. 

At the low end of the time scale is the No Project alternative where irreversibility o f 
decisions are estimated at about forty or fifty years. This is considered the time frame 
of significant large-scale land use or zoning decisions made at local levels of govern
ment. This period corresponds too with the desire of all corridor cities to return the 
acquired right-of-way to its former low density status in the event of No Proj ect. It re
presents the typical life e xpec tancy of single-family residential development which enjoys 
good care and maintenance. 

Intermediate in irreversibil i t y (60 to 70 y ears) would be decisio ns relat e d to the Grade 
Separation or Street Widening alternatives. Each city or community could unilaterally re
verse or alter deicisions with regard to its own s treets; however, since these alterna
tives involve majo r streets extending into other cities, such actions are likely t o be 
done cooperatively and at a slower pace. 
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The foregoing discussion was based on the assumption that the urban environment is man
made and that within this context human actions are reversible. This conclusion is not 
valid if there are features within the essentially man-made environment which are general
ly recognized as "uniquely" natural or cultural, A review of the corridor disclosed no 
unique natural features. There are however several unique cultural items. 

d.Tsclosecl that among f ffiF'ftellls or record, 
Station) is either directly or indirectly alternatives . 

I n this instance, the station is directly impacted by the Project. In conjunction with 
the Project, it is proposed for relocation, refurbishment and a new and active role in lo
cal affairs. This is certainly an improvement over its present abandoned, dilapidated 
status. The result of a decision to implement the Project is, or course, an irretrievable 
action with respect to the present situation of this Station. At the same time , it is not 
an adverse impact. 

Labor and Material Resources 

Aside from the implications of irreversibility of transportation decisions on land usage, 
there is the question of irretrievable loss or destruction of resources used in the con
struction of a project. 

In terms of labor or materials, the question is a relative one depending upon whether de
mand is or is projected to exceed supply. The question could become absolute where mate
rials under consideration are finite and non-renewable. In the first i nstance , the econo
mic system is designed to adjust the supply of labor and materials to demand. Temporary 
shortages could result in establishing priorities among competing demands, however, the 
de cisions made would not be construed as irretrievable . Furthermore, most materials used 
in construction are merely changed in form and can eventually be recycled if necessary . 
Thus, the irreversibility is again "relative" and only effective during the time such ma
terials are "tied up" for the specific purpose. The types and proportions of materials 
used in all the alternatives, except "no project", is about the same and consists largely 
of iron and steel, cement, concrete aggregates, earth and asphaltic paving materials and 
their respective raw materials. The No Project alternative assumes reconstituting the de
velopment with previously existing. Raw materials utilized by the "building", as distinct 
from "transportation", construction industry would differ in both type and proportion with 
heavy emphasis on timber for framing. 

The magnitude of the raw materials required except possibly for the No Project alterna
tive, is approximately proportionate to t he total cost of each alternative. 

Most of the materials required can be considered either inexhaustible or recyclable within 
t he foreseeable future. Others are not and once used are lost forever. A decision to use 
them is an irreversible and irretrievable commitment of resources. With regards to the 
alternatives considere d in this EIS, the most important "non-renewable" resources are pe
troleum products used for street paving and to fuel construction equipmen t . 

All the alternatives, even No Project will require some "non-renewable" petroleum. The 
amounts are largely in proportion to total project cost. Becaus e of the "irreversible and 
irretrievable" nature of decisions regarding petroleum and pr oducts , i t i s d iscussed sepa
rately in Chapter 5 under the heading of "Energy" . 

Summary 

An irretrievable and irreversible commitment of r esources can have a different connotation 
depending upon whether we are considering " l and use" or "lahor a nd raw material" re
s ources. In the case of land use r esources decisions may be irreversibly "absolute" or 
"relative". In a "natural" setting an action may be absolute. In a "man-made setting" 
they are general ly relative. The I-105 alternatives are in an essentially man-made envi
ronment and as such an action to implement any is relative and only within the time frame 
of the land use commit~ent . The Project and Exclusive Transit (Busway) alternatives in
volve a commitment of about t he order of one-hundred years. Intermediate at 60 to 70 
years are decisions to implement either of the Local Street alternatives (Gr ade Separation 
or Widening ). At the low end is the No Pro.iect at forty years. This corr esponds with t he 
life expectancy of local land use zoning decisions. Within this forty to one hundred 
years per iod, all other large scale options are precluded i.e. the decision is irreversi-
ble and irretrievable for all practicality. · 
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Decisions which affect labor and materials are not ordinarily considered irretrievable or 
irreversible. 

The reason is that these resources are generally considered inexhaustible and the economic 
system is designed to adjust the supply to meet the demand. Some natural "raw" materials 
are "non-renewable" in nature and once used are gone forever, With regard to the I-105 
Project or alternatives the most important of these i s petroleum (oil) . All alternatives 
including No Project will require petroleum. The amount is largely proportionate to total 
p r oject cost. Because of the tremendous significance of petroleum as a source of " e nergy" 
to fuel the economy it is considered in depth e lsewhere in this EIS. 

10. 2 PROBABLE ADVERSE ENVIROmrENTAL EFFECTS WHICH CANNOT BE AVOIDED 

Inasmuch as the proposed Project would be constructed in a full y urbanized area, it is 
unavoidable that people, housing, businesses with their employees, and p ublic and quasi
public facilities will be displaced. This has adverse social and economic implicat ions 
both for those directly displaced and indirectly to the communities themselves . In addi
tion, there are unavoidable adverse impacts on noise and energy. These impacts, detailed 
elsewhere in this EIS, are consolidated here in the interest of summarization. 

About 25,500 persons will eventually be displaced by this Project. Of these, 18 , 000 have 
already been displaced. Under the law, these people receive equitable treatment in terms 
of acquisition and relocation assistance. This does not always fully compensate for the 
unwilling disruption to individual lives and families. For most, the effects are minor, 
but for others the separation from the stability and security of familiar surroundings is 
undeniably a very traumatic experience. 

The eventual removal of an additional 4,540 housing units (3,240 have already been removed) 
is clearly an adverse impact. While some of the remaining 4,540 units can be relocated 
and rehabilitated, a great many will have to be demolished. In spite of the fact that 
adequate replacement housing presently exists, there is always a strong demand for new 
housing to accommodate the increase in population and to replace old housing as it deteri
orates. At the same time, rising costs are pricing many families out of the market place. 
In such a climate , the removal of any housing, however marginal, must be considered a 
serious loss in the reverse stock, 

About 240 businesses, out of a total of 300 in the area, are yet to be displaced by the 
Project . These remaining businesses employ about 1,140 persons. About half of all busi
nesses displaced generally relocate in the same community, and to this extent the i mpact s 
are of minor importance . However, the prospect of losing the others can have serious con
sequences, particularly for smaller communities with narrow tax bases. Since businesses 
ordinarily generate more revenue than their servicing costs, their di s placement has a dis
proportionate and adverse local fiscal impact, particularly on property taxes . Local 
officials are aware of this, and view these displacements as a necessary investment in 
improving future tax base. However, until such time as this occurs, the interim losses in 
tax revenues must be carried by remaining businesses and property owners. This may work a 
hardship on some of the smaller cities in the corridor. 

When displaced businesses relocate a considerable distance away, it can have an adverse 
effect on their employees. This is particularly true if the employee faces increased com
mute costs, is forced to move his family; or, as sometimes happens, becomes unemployed. 

The Project will also displace eleven schools. This has both beneficial and adverse impli
cations, For example, the result of these acquisitio ns can place school districts in much 
better positions insofar as physical plant is concerned, However, it also has required 
altering attendance boundaries. Thus, students benefit from better facilities, at the 
expense of familiar travel patterns and associations. 

These are the separate individual effects of the Project. The "essence" of any commun ity 
is not these separate parts, but the complex pattern of established interre lationships 
between people, their style of living, the business community and the neighborhood schools, 
churche s, recreational and cultural facilities. Although these relationship s are con
stantly changing, these changes are usually of such small magnitude, and dispersed uniform
ly so that the community, if it changes at all, does so imperceptibly and with adequate 
time for adjustment. The effect of the large scale displacements associated with the Proj
ect represents a pivotal situation for some communities, particularly the smaller ones. 
They may be unalterably changed, and in ways local officials and residents do not envision 
and would not desire. The risk is unavoidable, although the consequence may o r may not be 
adverse . 
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Another unavoidable adverse aspect of the Project will come from the construct i on p ha s e 
itself . A given area along the route wil l b e disrupted f or about t wo to f our years , t he 
period of a typical contract (the entire Project may require up t o eight years to c o m
plete) . Construction operations are frequently the source of much irritation in the com
munity. As a minimum, the State's Resident Engineer will insure that all legal require
ments are met. !lioat Contr~actors are not insensitive to these concerns and._j.n_ th"e iAt_e~es 

adjacent property owners can expect inconvenience from noise, dust, torn-up streets and 
detours from time to time, Such conditions cannot be completely avoided. 

Although the Project will incorporate barriers to reduce traffic noise to established 
standards, some adjacent properties will experience noise levels higher than previously. 
This is unavoidable and adverse; and occurs generally through one of two circumstances. 
First, due to inordinate cost for the barrier heights required, it is not practical to 
protect the upper level of some two-story residences. Second, the existing noise level 
is low in a few neighborhoods, These neighborhoods will be given special consideration in 
the design of noise barriers. However, within the present "state-of-the-art" it is not 
practical to reduce noise much below the standard. As a consequence, the neighborhood will 
perceive a significant increase in noise, but to a level somewhat below the standard for 
general acceptance. 

Construction of the Project will result in a very significant (up to 30%) reduction in 
carbon monoxide (CO) within the three-to-four-mile-wide transportation corridor, This 
occurs largely through relief from traffic congestion. Yet, because of their close prox
imity to the freeway, adjacent properties may experience somewhat higher localized concen
trations of CO than if the Project were not built. These higher levels will be below t he 
established health standard, however. 

Finally, the Project will result in a tendency to increase (0.9%) regional transportation 
related energy use. This stems from the fact that the reduction in energy achieved from an 
improvement in operating conditions will be more than offset by increased travel by auto
mobile. The amount is small and is based upon current fuel consumption rates. Future im
provement in vehicular operating efficiencies should result in a relative, and ideally, a 
net reduction in total energy needs, 
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or 
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Telephone: (916) 440-3578 

( X ) Final 

SECTION 4(f) STATEMENT 
(PARKS, RECREATION AREAS AND HISTORIC SITES) 

A. NEED FOR A TRANSPORTATION FACILITY 

The Interstate 105 Transport~tion Corridor is a 17-mile long corridor in Los Angeles 
County , between the Citi es of El Segundo and Norwalk (Exhibit 1). The Ci ties of El Segun
do, Hawthorne, Inglewood, Los Angeles, Lynwood, South Gate, Paramount, Downey, Norwalk , 
and unincorporated parts of Los Angeles County, including such communities as Del Aire, 
Lennox, Watts and Willowbrook, lie in this corridor, which extends from Florence Avenue on 
the north.. to Artesia Boulevard on the south (Exhibit la). 

currently, Over three-quarters of a million people live in this corridor and each 
household produces about seven person trips daily. Today's east-west travel is served by 
a s_ystem of streets, many of which are .discontinuous and there are restrictions at rail
road crossings and at the Los Angeles, Rio Hondo and San Gabriel Rivers. Traffic conges
t i on occurs on more than one-third of the corridor streets during peak hours, slowing tra
vel in cars, trucks, and buses. 

The congestion and delays during peak periods on east-west major streets, occur espe
c i a lly near Loa Angeles I~ternational Airport (LAX) and along Florence Avenue and Manches
ter Boulevard. Many streets are handling 35,000 or more vehicles daily. This traffic 
data is for 1974, the most recent year for which complete records were available. For 
most of these streets, already constructed to their master-plan widths, 35,000 vehicles 
represent the design limit. 

East-west freeway service is not presently available within a 12-mile wide area be
tween the Santa Monica Freeway on the north and the Artesia Freeway on the south. As a 
result, mobility for the residents of the I-105 corridor is limited by the 23 to 28 mph 
speeds of major east-west surface streets through the 17-mile long corridor. Other mea
sures of the quality of travel service in the I-105 corridor also reflect the lower travel 
service available from surface streets only. These include additional stop-and-go traf
f i c , increased travel friction and traffic conflicts, and the increased hazards associated 
with surface street travel (accident rate more than three times that of freeways, whi le 
t he fatality rate is two to three times that of freeways). 



During the past five years, d&ily corridor tr&ffic volwnes have typic&lly been in
creasing &t the rate of one to two percent per year. Continuing region&l growth, commer
cial and industrial development, and increasing car ownership will produce greater travel 
demand within the corridor, and in the &bsence of any constraints &ggravate &nd extend 
peak period congestion problems. A successful tr&ffic control program might improve arte
rial street speeds up to 5 miles per hour, however, without freeway service in this corri
.!l9X,, th,.e_J._Qn_q_~- d~tanc.e_tJ;.iP.!J~Ulc1,_ru) .. t_p.e_eff.ecti.vel-y_ servedJ>y--theaa-atr .. , 

From a regional standpoint, Freeways and Expressways were developed as a system to 
provide safer and more efficient transportation for people, services and goods. The near
est parallel freeways, Santa Monica and Artesia, were built on the basis that additional 
facilities such as I-105 would be part of the system, and balance transportation movements 
in the region. In the meantime, these existing freeways are subject to increased traffic 
which was originally intended to be served by I-105. The Los Angeles International Air
port (LAX) area, although involving but 2.5\ of the total trips in the region, is a major 
trip generator, being second only to the Central Business District (CBD) which involves 
5%. 

Ground access at LAX is now limited and a major constraint to the effective handling 
of air passengers and cargo. 

Projected passenger capacity will be double that of today, 
facility is expected to handle several times today's air freight 
high-cost, technological products and perishable consumer goods. 

while a planned air cargo 
tonnage of specialized, 

I 
I 
I 
I 
I 
I 
I 

Thus, the need for a transportation improvement is evidenced by the inability of ex- I 
isting transportation facilities to handle present or projected traffic efficiently and 
safely. 

The .overall objective of the transportation improvement is to provide for the safe, 
orderly, efficient, integrated and systematic movement of all persons, goods and services, I 
regionally and within the corridor--with due regard for regional and local social, econo-
mic and environmental goals and policies. · 

B, PROPOSED PROJECT 

1. Project Description · 

Interstate 105 (I-105) is proposed as a multimodal transportation facility. It 
would provide an eight-lane, 17.2-mile, access-controlled highway with a public transitway 
in the median. 1-105 would extend throug~ the southern portion of Los Angeles County from 
the City of El Segundo on the west to' the City -of Norwalk on the east. 

At its western end, 1-105 would be connected to the Los Angeles International 
Airpo~t (LAX) and the local street system via a 0.4-mile segment of California State Route 
1. Connectors from the freeway may eventually join a vehicular tunnel to the LAX passen
ger terminal area which is proposed by the LAX Plan element of the City of Los Angeles 
General Plan. 

A minimum of 40 feet of right-of-way in the freeway median has been included for 
public transit use. It was ••sumed for the DEIS evaluation that this median area would be 
developed as an exclusive busway. An exclusive busway is still the most likely public 
transit mode which would initially be developed in the median. It could subsequently be 
converted, if desired, to rail transit or any other advanced fixed-guideway transit mode. 

In addition to the freeway and public transitway components of the Project, 
other related major features include interchanges with and widenings of the four north
south freeways which intersect the 1-105 (Routes 405, 11, 7 and 605), interchanges with 
many local city streets, and relocation of the Southern Pacific Transportation Company 
rail lines in the central portion of the corridor. 

Exhibit 1a shows the I-105 Project in the corridor, illustrating the proposed 
alignment. Where the expressions •the Project,• •1-1os•, or •1-105 Project• are subse
quently used in this Statement, they shall mean the I-105 proposed alignment as delineated 
on Exhibit 1a. 
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2. Project's Solution To Transportation Problem 

The proposed Project, is a multimodal facility · which provides the most compre
hensive solution to the transportation needs identified for the corridor. It will provide 
for the movement of people, goods and services by automobile, truck and public transit. 

Up to 180,000 
would be diverted from 
streets in the corridor. 

vehicles per day 
existing parallel 

will use the freeway, about one-half of which 
freeways, and the remainder from east-west 

Regionally, this facility will interconnect two north-south (circumferential) 
Interstate routes (Routes 405 and 605), establish links with two additional north-south 
freeways (Routes 7 and 11), and provide additional access to Los Angeles International 
Airoort (LAX). The facility would connect with LAX through a proposed new south tunnel 
and, further, complement the peripheral parking concept now being implemented. 

Traffic redistribution and balancing would occur so that the region's Freeway 
system would more nearly operate as originally planned. A substantial reduction of traf
fic, 15-30%, is expected on the Artesia Freeway, while other east-west freeways would have 
reductions of 3-10%. 

Automobile and truck traffic would be reduced on local streets by as much as 50% 
( 20% on the average) resulting in 50% fewer areas of congestion. The benefits of these 
reductions are increased travel speeds, reduced travel times and an improvement in safety 
as traffic accidents, injuries and fatalities are reduced. Further, the project will en
hance the accessibility of corridor residents to a greater number and range of employment, 
cultural and recreational opportunities. 

region. 
whether 
Buses on 

A significant improvement in public transportation is added to the corridor and 
The median busway will carry from 30,000 to 60,000 patrons daily depending upon 

it functions along or is integrated with an extensive region-wide transit system. 
local streets will be able to travel easier and faster as congestion is reduced. 

The decision to implement this Project must weigh the environmental, social, and 
economic aspects along with transportation benefits. These factors were considered in 
the decision to propose the Project. The results of the evaluations can be summarized by 
saying that many of the impacts are negligible1 some are positive and some are negative, 
but relatively insignificant. There are some adverse impacts which can be effectively 
mitigated: and there are a few which cannot be completely mitigated. On balance, the im
pacts are not so adverse that they would dictate against proceeding with the Project. 

When considering the alternatives to the Project, none were determined to pro
vide a reasonably full and complete• solution to the observed and projected transportation 
needs, even though some of the environmental, social, or economic impacts may have been 
reduced or mitigated. It is also important in the decision-making process to recognize 
th~ results of public participation and involvement. First, the public agencies involved 
have pursued the ultimate completion of the project proposed. Innumerable planning deci
sions, corranitments to municipal improvements, and other developments proceeded on the ba
sis of the project. These local agencies have been virtually unanimous in their support 
and desire for the project. Secondly, there has been broad support from the general pub
lic, both from private groups and individual citizens. In addition, the I-105 Project is 
included for planning purl?Oses in the Regional Transportation Plan adopted by the Southern 
California Association of Governments (SCAG). 

3. 4(f) Impacts Of Project 

The proposed Project has four 4(f) involvements. There is one park, Imperial 
Village Park. There Are two schools which are significant as local recreational sites for 
the public: these are Lennox High School and Larch Avenue Elementary School. Finally, 
there is one historical site (listed on the National Register of Historic Places), the 
Lynwood Pacific Electric Railway Depot. 

The parks, schools and historic site in the corridor are shown on Exhibit la and 
the four 4(f) involvements are circled. 
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4. Ba ckground 

Both the Route 105 Freeway ann the Coasta l Freeway (State Route 1) were formally 
included by the Legislature in the California Freeway and Expres sway System in 1959, Af
ter e x tens ive hearings the California Highway Commission ado pted by segments the location 
of t h i s f reeway between 1965 a nd 1970. In 1968 the entire r oute was made part of the Na
t ional System of Interstate and Defense Highways. 

~On the basis of 191>9 and 19 70 Design Hearings, t h e Federal Highway Administra
tion (FHWA) gave approval to t h e location and ma j or design f eatures, authorized acquisi
t ion o f whole parcels of property for the entire length of the Route 105 project and ap
proved the location of this section of State Route 1. All required freeway agreements be
t we en the State and affected Cities and County have been executed (a total of 25), with 
the exception of Hawthorne and an agreement pending with the Cities of Los Angeles and El 
Segundo for a small portion of the project near LAX. 

In response to the enactr'lent in 1970 o f the National Environmental Policy Act 
(NEPA ) the Federal Department of Transportation reviewed ongo ing proj ects such as the 
I-105. It was determined that the I-1 05 pro j ect had been developed in such a manner as to 
give de tailed consideration to the impact upon the human environment. 

A Section 4(fl clearance was secured from the Federal Department of Transporta
tion in 1971, for Imperial Village Park in Inglewood. (Since that time FHWA has clarified 
i ts position on whether schools should be covered under 4(f): "Where the playground faci
lities are open and used without restriction, regardless of whether such use is organized 
or 'walk on,' they may be considered to be a recreational lands subject to the 4(f) re
quirements." Also, a historic site has more recently been identified.) 

A suit (Keith, et al vs. Volpe, et al) was filed (February 16, 1972) in Federal 
District· Court, Los Angeles, which resulted in a preliminary injunction, enjoining State 
and Federal officials from further development of the project, pending preparation of a 
formal Environmental Impact Statement (EIS). This injunction .is presently in force until 
completion of the EIS processes. 

An environmental reassessment of the project, in conformance with NEPA and the 
California Environmental Quality Act, (CEQA) resulted in the preparation of a Draft EIS 
which was released for public. commen-t on December 19, 197 4. 

During 1975, a series of public hearings were conducted within the I-105 corri
dor to receive public comment on the conceputal alternatives considered in the Draft EIS. 
However, during the months following release of the DEIS, and immediately preceding the 
hearings, significant changes at the regional planning level (a reduced population predic
tion and proposed ·_constraints on auto -traffic travel for air quality improvements) re
sulted in a reduction of traffic forecasts for the I-105 Transportation corridor. The re
duced forecasts, the revised design, and their relative effect on the socioeconomic and 
environmental impacts of the DEIS conceptual alternatives were presented at these public 
hearings, It was at this time the design of the Project was revised from 10 to 8 lanes. 

The City of Hawthorne, although stating that a freeway was needed in the corri
dor, objected to the freeway's adopted location in the Western portion of the city. As a 
result o f a continuing effort to resolve this issue, the California Highway Commission 
held loca tion public hearings on April 23, 1975 and August 27, 1975 to consider two alter
na te locations suggested by Hawthorne for the Freeway-Transitway. 

The one considered on April 23 is known as the •se11• Line. The one considered 
on August 27, 1975 is known as the •Imperial• Line (Exhibit No. la). The Imperial Line is 
now proposed as the alignment for the Project. 

At present, about $186 million has been expended on the Project. The largest 
portion of this, $154 million, has been spent on the acquisition of properties. Supple
mental payments to people for moving and purchasing of replacement properties totals $19 
million. The remainder of funds were spent for engineering planning and design, right-of
way overhead, and the environmental process. 

The status of property acquisition and clearance is as follows: 

About 75% o f the parcels have been acquired. 

About 45% of the parcels have been cleared of buildings and other 
improvements. 
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c. ALTERNATIVES CONSIDERED 

1. Location and Conceptual Alternatives 

In addition to the I-105 Project, other transportation alternatives in the I-105 
Corridor were analyzed and evaluated. These alternatives can be identified as follows : 

a. 

b. 

Other Freeway-Transitway Alignments 

The No Project Alternative 

c. The Exclusive Busway Alternative 

d . The Street Improvements (Arterial Widening) Alternative 

e. The Street Improvements (Grade Separation) Alternative 

f. The Combination Exclusive Busway and Street Improvements Alternative 

TWO other alternative alignments for the Freeway-Transitway were analyzed and 
evaluated in the Hawthorne area between Aviation Boulevard and Cherry Avenue ; thos e being 
the original Adopted Alignment and the Bell Line (shown on Exhibit la). 

The •No Project Alternative• assumed that no major transportation improvements 
will be made in the corridor through the year 2000. The •Exclusive Busway Alternative• 
assumed the construction of an Exclusive Busway within a portion of the I-105 Fraeway
Transitway right-of-way, rather than construction of a freeway with a busway. The •street 
Improvements (Arterial Widening) Alternative• assumes a conventional arterial ~idening 
program and would eonsist of selected two-lane widenings at various locations to achieve a 
degree of surface street congesti on relief similar to that of the I-105 Project. The 
•street Improvements (Grade Separation) Alternative• assumed the construction of grade 
separations at selected existing major intersections throughout the corridor to achieve a 
de gree of surface street congestion relief similar to that of the I-105 Project. The 
•combination Alternative• assumed that a combination of the Exclusive Busway and one of 
the Street Improvements Alternatives would be built, Exhibit 1a indicates the ranges of 
the alternatives, . 

2. 4( f ) Impact of the Alternatives (See Chart 1) 

a. Other Freeway- Transitway Alternatives 

. From the standpoint of 4(f) involvement, the Bell Line is identical to the 
Imperial Line (Proposed Project). ' Th~ impaet on 4(f) land of the Proposed Project or Bell 
Line, is greater than the impact of the Original Adopted Line or any of the other alterna
tives, Ther efore, the 4(f) invelvements of the other alternatives are compared to it. 

The Original Adopted Line would impact one less 4(f) property than the Pro
posed Project. Larch Elementary School would be completely avoided, l eaving three 4(fl 
involvements: Lennox High School, Imperial Village Park and Lynwood Pacific Electric 
Railway Depot. Imperial Vill~ Park would be affected somewhat differently, but it would 
still be completely required, and the mitigation measures would remain the same, 

b , No Project 

This alternative has no 4(f) involvement because no major 
improvement would be made in the corridor through the year 2000. 

c . Exclusive Busway 

transportation 

This alternative would have one 4 (f) involvement--Imperial Village Park. 
Because of the much na rrower width of the right-of-way required (180 feet) and the lack of 
a need for many interchanges, it is possible to avoid all of the other 4(f) involvements 
of the Proposed Project, even though the busway is on the same general alignment. Theim
pact on and the mitigation proposed for Imperial Village Park would be essentially the 
same as it would be for the Proposed Project. 

d. Arterial Widening 

This alternative could have no 4(f) involvement. Although it is pr oposed 
t o widen various portions of Manchester Boulevard, Firestone Boulevard, Imperial Highway , 
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El Segundo Boulevard by two lanes, it is possible to accomplish all of the widening on the 
opposite side of the street from any potential 4(f) lands so as to avoid 4(f) involvement. 
Although several public school playgrounds are mentioned in the DEIS as being impacted by 
this alternative, they could all be avoided if they were determined to be 4(f) involve
ments. 

e. Grade Separation 

This alternative would have no 4(f) involvement. 
grade separations on portions of Manchester Boulevard, Firestone 
vard, Imperial Highway, Rosecrans Avenue, Alondra Boulevard and 
would all be contained within existing street right-of-way, and 
4(f) property. 

It is proposed to build 
Boulevard, Century Boule
Artesia Boulevard. These 
thus would not impact any 

f. Combination Busway and Street Improvement 

This alternative would have the same impact on 4(f) property as the Busway 
along--one property--Imperial Village Park, as described above. 

D. DETERMINATION THERE IS NO FEASl~W:; ANO PRUDENT ALTERNATIVE 

The following location and conceptual alternatives were considered and it was deter
mined that they are not feasible nor prudent alternatives to the proposed project. 

a. Other Freeway-Transitway Alignments 

The alignment now proposed for the Project, is different than that originally 
adopted in the Hawthorne area of the corridor. The decision to consider a different 
alignment than originally adopted was made recognizing that greater impacts might be in
volved. However, it was evident that the original alignment was not a prudent alterna
tive, it having been rejected and opposed consistently by the City of Hawthrone since i ts 
adoption in 1965, including a local referendum in 1971 wherein 701 of those voting opposed 
this location. over the years, many alternatives were proposed, evaluated, and considered 
in an effort to identify a location satisfactory to all agencies effected, as well as the 
general public. During the DEIS/Public Hearing process, mutual efforts of the involved 
agencies resulted in the identifieation of two specific alternative locations which had 
the potential for resolving the longstanding controversy. These became popularly known as 
the •9e11• and •Imperial• lines. Both were evaluated as well as presented and discussed 
at a series of corridor/design public hearings held in March and April 1975. Each was 
also the subject of a separate California Highway Commission Public Hearing. A hearing on 
the Bell Line was held April 23, 1975 • . A hearing on the Imperial Line (now the proposed 
location), was h~ld August 27, 1975. . 

Although the original adopted alignment involves somewhat less impacts in terms 
of -people and living units displaced when compared to the Imperial line, it appears to be 
less compatible with neighborhood patterns and co1TD1unity goals and objectives. 

Hawthorne's objections to the original adopted routing centered on its disrup
tive effect, severing its business district and the possible isolation of the northwester
ly portion of the city. 

Moreover, in the unlikely event the original adopted routing were to be imple
mented over Hawthorne's objections, that is, without a freeway agreement, it would have to 
be constructed in accordance with Section 100.2 of the Streets and Highways Code. This 
would mean that no city streets could be closed, and no ramp connections could be made. 
The only way to avoid closing city streets, which run parallel to as well as crossways 
with the Freeway-Tranaitway would be to put the Freeway-Transitway on an overhead bridge 
structure (viaduct) throughout the entire portion in Hawthorne. 

It is estimated that this type of construction would cost 
lion more than if it were constructed in the conventional manner. 
significant incremental increase in coat of $39 million over the 
million over the Bell line. In addition, there would not be any 
City of Hawthorne because there would be no ramp connections with 
Praire Avenue. 

approximately $50 mil
This would result in a 

Imperial line and $40 
traffic service to the 
Hawthorne Boulevard or 

For these reasons, the original alignment is not considered a feasible and pru
dent alternative. 
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In most other categories of i mpact, no t~ly a i r quality, there is no significant 
difference in effects, However, in that the proposed Imperial alignment will border rela
tively more c ommercial and industrial and less residential property, the effects of noise 
would be further mitigated, The final factor in the decision to propose the Imperial 
Alignment is that it has the full, unanimous support of the local governments involved. 

Both the Bell and Imperi al alignments are similar i n loc~tion. They were devel-

alignment. 

By early April 1975, development of the Imperial line had proceeded far enough 
to gain t he support o f the City of Hawthorne. Consequently, at the April 23 Highway Com
mission Hearing held under Section 211.5 of the Streets and Highways Code to consider the 
Bell line, Hawthorne expressed its desire t o purs ue t he Imperia l line. 

Subsequen t ly i n May 19 75 Hawthor ne by r eso lution req ueste d t hat t h e Highway Com
mission consider the Imperial line. Also in May, Los Angeles City took action in support 
of the Imperial line. 

Hawthorne's a c tion in effec t eliminat ed the Bell line from further consideration 
and reinitiated the Section 211.5 process, This ~ub s e 4uently led t o the August 27 , 1975 
Highway Commission hear i ng on the Impe rial line. 

The Imperial line offers engineering and community advantages over the Bell 
line. The Imperial line is less c ircuitous and therefo re red uces out of direction travel. 
The Imperial line als o reduces the sev erance of land-use patterns and is in keeping with 
the planning principl e that transportati on facilities follow city boundaries wherever pos
sible, In addition, the Imperial line has continued to hold the acceptability of the af
fected jurisdictions. 

For the above reasons and be cause the Impe rial line is the only alignment other 
than the original adop ted alignment which can legally be consi~ered by the Highway Commis
sion under provision of Section 2 11 .5, the Bell line is not considered a feasible and pru
dent alternative. 

A more detaile d discussion of the impacts of the Bel l and the original adopted 
lines are discussed under the . subheading of the Hawthorne Location Alternatives, in vari
ous sections of the EIS. The r e ader c an refer to these sections to more readily compare 
their impact to the proposed project . 

b. No Project Alternative 

In that o v~ c 4,800 parcels have b een acquired and 2 ,900 cleared, due to prior 
Pro ject activi ties, t h i s c an hard ly be defined in the usual sense as a •do-nothing• alter
native. Tremendous impacts have already been felt, mostly adverse, and have only been ac
cepted locally becau~e of the belief that the Project would be an important stimulus to 
the achievement of fu t ure commun ity goals. All of the communities involved have planned 
a ccording l y . To selec t this alternative would involve a general reap praisal of all local 
planning and in some c a ses, at least, major changes. 

This alternat ive ignores both the existing and pro j ected transportation condi
tions. Congestion is already critical on many segments of arterial street system. Since 
regional planning assumes a modest increase in population and somewhat greater employment 
within the corridor, congestion can only get worse. This in itself will result in adverse 
no i se, energy and air quality impacts. Further, lack of a major east-west transportation 
facility tailored to the longer regional level tr i p would hinder the efficient distribu
tion of g oods and services within the corridor, and also aggravate the already critical 
problem o f accessibility to LAX. It is unlikely that the LAX planning goal of 40 million 
annual passengers (currently 23 million) would ever be achievable under No Project condi
tions. And, i f thi s goal at LAX c a nnot be achieved, it would result in serious repercus
s ions in the regional airport plan. 

The r egional goal to increase employment opportunities within the corridor could 
be f r ustra ted by this alternative since increased congestion coupled with lower accessibi
l ity could discourage investment ca pita l. In this respect, all communities would suff er 
e c o nomica lly, but particularly the depressed central black communi ties. 
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Yet, the pros pect o f No Pro j e c t had to be faced . The communities responded by 
saying they believed the State and Federal government ought to accept the responsib i li t y , 
in this event, to r e-co nstitute s o me semblance of orig ina l c o ndit i ons . Gener a l ly s peak
ing they wanted to retain their prior low density life style. This meant, in effect, re
construction of single family hous i ng on much of the cleared right-of-way. Stud ies ha d 
indicated that market conditio ns were not favorable for a c complishing t h is everywher e 
within the corridor without a sizeable public subsidy. Again, t h e needy cen tral corridor 
communities would be the big losers. 

The No Project alternative would also be a severe loss to the State as well. 
Over ninety percent of the cost of the project is underwritten by Federa l Interstate 
funds. Unless a project of equal proportion s were substituted , t h e result would be f ur
ther aggravation to the local economy and t o the unemployment picture, particularly the 
already hard-hit construction industry. 

This impact is felt not only at the local and regional levels, but acro ss t h e 
state as well. Since the Statewide highway program must involve certain minimum expendi
tures of the highway fund in the various State Transportation Districts and Counties, a ny 
reduction in Los Angeles produces proportionate reductions Statewide. Under present law, 
subs titution of a transit project may not be possible. As a practical matter, this wo ul d 
involve substitution of a transit facility elsewhere in the region. Th e reason is that a 
busway can be built in the corriaor without su.ostitution, whereas a rail-transit facility 
would result in diverting what little local matching money is available to this, a very 
low priority transit corridor, to the detriment of higher priority corridors in the 
region, not a likely prospect. 

In summary, the No Project alternative is not a feasible and prudent course o f 
action because it will disrupt local planning; leave the cities with a condition of ad
verse impact as a result of largely irre versible acquisitions already taken place; retard 
the economic recovery of the corridor; further depress the general economy of the region, 
particularly unemployment in the construction sector through loss of interstate funds; ag
gravate the already critical corridor traffic conditions with adversely related air quali
ty, energy utilization and noise; jeopardize the achievement of the LAX development plan 
with repercussions to the regional airport systems plan; result in non-recoverab le State/ 
Federal highway fund losses of $105 million; and because it has negligible public support. 

c. Exclusive Busway Alternative 

This alternative will not satisfy the full scope of t h e corridor's transporta
tion needs. Since it handles public (personal) transit needs exclusively, it would no t 
serve to improve the efficiency of goods movement and would offer a very limited relief to 
LAX's problems. Consequently, its cost effectiveness is extrel'lely l ow . Mor eover, since 
about one-half of the already acquired right-of-way would be excess for this plan, it may 
involve many of the objectionable features of right-of-ay disposal associated with the No 
Project alternative; i.e., econol!lic stagnation, reconsideratio_n of l ocal p lanning , etc. 

In that little would be done to alleviate current or projected congestion on a r
terial streets, it would intensify air, noise and energy . problems. 

This alternative was conceived as a busway on t iij![ bas·is of low pro j ected patron
age. Although the concept of a transitway only was favorable to some people, the impres
sion is that what was expected was a rail type facility. The cost effectiveness o f a rail 
type solution is less than for a busway. The operational effectiveness o f a rail solution 
is also very limited, since there are presently no prospects for i ntegration with other 
elements of a regional rail system. 

Lastly, in that there 
tion, whether it be a busway or 
tive. 

is no official local support f o r a transitway only solu
rail transit, this is not a feasible and prudent alterna-

d. Street Improvements (Arterial Winening) Alternative 

Although this alternative would meet a major objective of the Project; i.e., a l 
leviate traffic congestion, it would not provide for the effective separation of through 
versus loc al traffic. To this extent it would not offer as high a level of service. The 
concentration of increasing conventional traffic along arterials woul d aggravate problems 
of noise, energy, and air quality. Since this alternative involves acquiring cons i d erab l y 
more property than the balance needed to complete the project, it would compound the so
cial impacts even more. For local cities, the loss of commercial and industrial develop
ment along these arterials would mean that the local tax base would be even more dispro
portionately reduced. 
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This alternative also involves all t h e a dverse problems attendant to t h e dispo- I 

sal of the acquired Pro j ect right-of-way . 

Adequate funding is not apparent. The local agencies would likely use only gas 
tax subventions for their matching shares. These improvements might qualify for a maximum 
of 83% Federal participation as part of the FAU program. However, 
share of FAU funds available to the agencies involved falls far 

~Ou. 
"Given tne amount ot these funds and considering current local needs, it does not appear 
that this alternative could be implemented in any reasonable time. Public support for 
this alternative was minimal. The social and economic implications are too great for ac
ceptance. Indeed, the City of Los Ange l es feels that these implications have been under
estimated. 

Finally, there has been no o fficial support from any of the 17 different munici
palities which would be directly affecte<l. Considering that it would req uire near unan i
mous approval, cooperation and participation for effective implemention, this alternative 
is neither prudent nor, as a practical matter, feasible. 

e. Street Improvements (Grade Separation) Alternative 

From the transportation point of view, this alternative might offer a degree o f 
congestion relief and a level of service commensurate with the Project. Moreover, vehi
cles would operate at optimum conditions for fuel economy and also for air emissions . 
Noise could be worse, however. On the other hand, this alternative is heavily oriented to 
east-west traffic. Because of its operational features, it could aggravate north-south 
flow to such an extent that so~e of the expected improvements in air and energy are off
set. 

Although this concept· does not involve the direct acquisition of very much pro
perty, the agencies responsible for implementing it would need to use their police powers 
to restrict access to the adjacent properties, in the interest of traffic flow . Success
ful resistance to the imposition of controls by property owners (restricted access may be 
detrimental to property values) would nullify the effectiveness of this alternative. It 
is a cycle that has been repeated many times in the past and led to the idea of the full 
access controlled highway (Freeway) in the first place. If, on the other hand, the cities 
were successful in resisting efforts to relax access controls, this alternative could lead 
to many damage suits through inverse condemnation action; i.e., sue the government . 

As in the previous case, this alternative could run into problems of the ade
quacy of timely local and federal matching funds. Further, it too would require unanimous 
approval and cooperation from all of the agencies directly affected - a total of 17. 

There is no local support for this alternative. Without the desire or ability 
to obtain funds, it would not be implemented; thus it is not a feasible nor prudent course 
of action. 

r.... The premise of the Combination Alternative 
; street improvements with an exclusive busway, most of 

could be met. This is essentially true, except that 
through traffic would not provide the highest possible 

f. Combination Exclusive Busway and Street Improvements Alternative 

has been that by combining local 
the major transportation objectives 
the lack of separation of local and 
level of service. 

But the principal objection to the Combination Alternative is that the social, 
economic and environmental consequences of this solution is equal or greater than the pro
posed Project. 

This combination contains the worst aspects of its separate elements (exclusive 
busway and arterial widening or grade separation). There has been no general or official 
public support for this alternative. To pursue it in the face of equal or g reater i mpact 
is not feasible or prudent . 
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E. SECTION 4(f) LAND (PROPOSED PROJECT) 

,. Imperial Village Park Summary 

The only public park land affected by the I-105 Project is located in the City 
of Inglewood. This is a 2.02-acre public park known as Imperial Village Community Park. 
It is part of the City of Inglewood's par k system and it is operated by their Parks and 
Recreation Department. A replacement site of 2.92 acres is proposed. 

Discussions with ~~e City of Inglewood have taken place since early in the de
sign phase . Prior t o the design hearing in September 1969, several information hear ings 
were held, including one at the nearby Bennett School. No adverse comments were received 
about the park involvement. 

The Secretary of the Federal Department of Transporta tion approved the use of 
Imperia l Village Park for highway purposes on February 1, 1971. A copy of this approved 
4(f) Statement is attached as APPENDIX I. 

A cooperative agreement was executed by the City of Ing l ewood in t~ovember 1971; 
it spelled out the details of the replacement site acquisition. All parcels for the re
placement site have been acquired by the State. 

The only change that has taken place since t hen has been that the I-105 Project 
will now cross the park at a different angle than was formerly proposed on the Or i ginal 
Adopted Alignment only. The entire park site is still required, the replacement site is 
unchanged and has been acquired. As a consequence, it has been determined that the 4(f) 
Statement which was previously approved is still appropriate. 

The other alternatives have been determined not to be feasible and prudent al
ternatives to the Project (See Section D). 

The I-105 Pro j ect and its relationship to the park and the replacement site are 
shown on Exhibit 2. 

2. Lennox High School 

a. Description 

Lennox High School is located in the Lennox area of the County of Los 
Angeles and is in the Centinela Valley Union High School District. The high school site 
contains 27.99 acres of which 0.55 acre would be required for the I-105 Project. The a p
proach flight pattern of Los Angeles International Airport to the south runway passes over 
the northern boundary of the high school. ApproxiMately 60% of the total area is devoted 
to physical education use including field and track soccer, baseball, tennis, basketball, 
handball and football. 

Many organizations use Lennox High School for recreational purposes other 
than normal school use, Permits are granted annually by the high school for this use. 
The permits issued over past years indicate that four areas are utilized for recreational 
purposed by outside groups. These are the Boys' Gymnasium, the tennis courts, the base
ball fields and the football practice field. 

Although the grounds are fenced, the outdoor recreation facilities are 
readily available to walk on use by the public through gates. From 200 to 300 persons per 
day on weekends use the school grounds for baseball, soccer , volleyball, basketball, ten
nis, picnicking , and so forth, All of ~he baseball diamonds are used by the Little League 
and others for baseball during the week. They use them every day from Feb ruary through 
August whenever they are not being used by the Lennox High School. At least 60 children 
per day take part. The tennis courts have been used during various periods by outside 
groups, i ncluding church tennis clubs and corporate employee organizations and tennis 
leagues . This amounts to about 20-30 people per day. 

There is good access to Lennox High School on the streets from every direc
tion, except from the west where the San Diego Freeway can be crossed at only Imperial 
Highway, Lennox Boulevard and Century Boulevard. Streets go around every side o f the high 
school; however, Ocean Gate Avenue on the west is closed t o vehicles by barricades. 
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The Centinela Valley Union High School District owns the high school site. 
State fund s were utilized for acquisitio n of the school land as evidenced by a certificate 
of interest in real property dated J anuary 16 , 1964 and fi led pur suant to Section No . 
19 563 of the Education Code and record e d January 20, 1964 in Book M-14 33 , page 613 of Of
ficial Records of Los Angeles County. A search of the records i ndica te no deed restric
tions o r reversionary clauses . 

east. 

All three of these high schools have facilities similar to Lennox High 
School--a football field and track , a baseba l l d iamond, tennis courts, basketball courts, 
and open fields. Also, Lennox Park, whi ch has a diamond, is located one ha l f mile to the 
east . I ~ a ddition, there are a number of elementar y or intermediate schools close by , 
which have open fields and small d iamonds . These include Buford Elementary, which is ad
jacent to Lennox High on the north, Felton Intermediate , which is one quarter mile to the 
north, and Jefferson Elementary , which is three quarters of a mile to the northeast. 

The only unusual characteristics of the high school site a r e that it is l o 
cated adjacent to the San Di ego Freeway (I-405) and is immediately a d jacent to the flight 
path of the Los Angeles International Airport, causing high ambient noise levels. 

Lennox High School was determined to have loca l signif icance as a pub lic 
recreation area, although its use is subject to permission granted by the high s chool dis
trict. It is the primary location for the games played by the Little League teams in the 
Lennox area, and a significant number of other groups utilize the Boys' Gymnas i um and the 
tennis courts. 

b. Probable Impacts 

In order to accommodate the connection of the Route 105 Project with the 
existing northbound San Diego Freeway , a two-lane c onnector roadway and an on-ramp and 
collector road would be required in the areas adjacent to Lennox High School. The exist
ing Ocean Gate Avenue to the west o f the high school (which, at present has been closed by 
the count y) would be eliminated, and a small triangular strip o f land would be req uired 
from t he western edge of the high school property . 

At present, a northbound collector road is west of the high school just 
across Ocean Gate Avenue. At the southwest corner of the high school it i s on a structure 
about twenty feet above the ground. The structure extends north about 200 feet from the 
southwest corner. From the end of the structure a retaining wall extends north for about 
550 feet along the west side of Ocean Gate Avenue. At the end of the retaining wall, the 
collector road is just a few feet above g round level and continues like that to the north
west corner of t he high school. Exhibit 3 is an aerial photograph showing t he existing 
situation. 

After the freeway construction, the northbound on-ramp from Imperial High
way and the collector road would be immediately adjacent to the high school property , on a 
low landscaped fill, and would have no structures or retaining walls. It would not be 
separated from the high school by a street, Exhibit 4 is a map showing the effect of the 
Projec t. 

It should be noted that the taking from the high school is required because 
of the introduction of the connector roadway from the I-1 05 Freeway . The connector must 
join the I-405 Freeway in an area that already has a series of ramps and collector roads 
serving Imperial Highway and Century Boulevard. These two streets are ma jor acce ss routes 
to Los Angeles International Airport. They are spaced close together so that their ramps 
must interconnect in order to allow the required weaving distances so that traffic wil l 
operate properly. Introducing the connector roadway in this area requ ires the p lacement 
of the on connection in the area between these t wo major streets, and the e xtra r oom 
needed for it must of necessity come from the high school property. Movement of the in
terchange north or south, as has been studied on the Adopted Line and the Bell Line, has 
no effect on this taking because of the necessity for this connection to j oin the I-405 
Freeway between these interconnecting ramps, 

The area that would be incorpor a ted in the freeway right-of-way contain s 
0.55 acres . The parcel is a triangle having d imensio n of 67. 06 feet along 111th Place and 
extend ing northerly along Ocean Gate Avenue 772,83 feet. The physical a cquis i tion would 
be small in compar i son to the entire site, but it would r equire an adjustment of the 
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school's athletic facilities . The acquis ition follows a lo ng the third base line of t he 
full sized baseball fie ld , and also affec t s a pole vault r unway and a high jUI'1p runway . 
The pole vault runway and the h i g h j ump r u nway can be relocated in the remaining land 
area, but the baseball field cannot be r e located into the remaining a rea without affecting 
some of the tennis courts. The photographs in Exhibits 5 and 6 show the relatio nship be
tween the Project and t hese high school facilities. 

The existing noise level exceeded 10% of t he time (L10 )* in the playground 
area next to the freeway i s 73 dBA , wh i le t he e quivalent noise level excluding aircraft 
overf lights is estimated t o be 68 dBA , 

The predicted noi s e level (L1 0 ) on t he p l aygr ound would be 74 d BA, includ 
ing aircraft noise, or 70 dBA from freeway sources only. Thes e values represent t he anti
cipated nois e levels with or wi thout the Project. The p layground level would exceed the 
design ~ andard for recreatio nal a reas by 4 dBA and the existing noise level by 1 dBA , but 
would b e equal to t he No Pr o j ect Alternative . 

Mitigation measures (barrier wal ls ) would not be e ffec tive in sign ificantly 
l ower i ng no ise leve ls since overhe ad aircraf t provide t he dominating influence , 72 dBA, on 
ambient no i se levels in t his area. 

Downwind estimates of Carbon Monoxide (CO) hourly concentration levels 
along Route 405 show that t here would be up to a 3 ppm decrease with the Project. Within 
the 20- year period f ollowing completion of the I-1 05 Project (19 80-2000), the Federal 1-
hour and 8- hour, and State 12-hour Ambient Air Quality Standards for CO would not be ex
ceeded at any receptor 100 feet or further from the f reeway edge of pavement, includ ing 
the Lennox High School playground. 

c. Alternatives 

There are two alternatives that would cause Lennox High School to be 
missed: (1) move the San Diego Freeway farther west; and (2) move the alignment of the 
Route 105 Project far enough north or south that the effects of the freeway-to-freeway i n 
terchange would not be felt. 

Moving the San Diego Freeway farther west would not be feasible and prudent 
because of the extraordinary disruption that it would cause. La Cienega Boulevard, which 
runs parallel to the San Diego Freeway , would have to be moved further west and would r e 
quire t he taking of the airport-related industrial properties located there. Traffic ser
vice would not be improved: in fact, the detouring o f the existing freeway would be very 
disruptive. Also, the freeway would infringe on the airspace of the airport. 

Moving the alignment of Route 105 far enough north or south would result in 
extreme community disruption and would most likely result in t he involvement o f other 4 ( fJ 
land. Movement of the south would have to be a d istance o f at least 2-1 /2 miles in order 
to avoid crossing the City of Hawthorne, due to the extreme cost of crossing this City 
without a freeway a greement. (For a more detailed discussion, see paragraph D.a.) This 
would place the Freeway-Transitway too far south to provide traffic service to the air
port. Lawndale High School would probably be affected and could be a 4 ( f) involvement. A 
new alignment would be required west from the Harbor Freeway. 

Movement to the north, a distance of a mile and a half, would avoid the 
h i gh school, but would require the taking of Simmons Playground and Siminsk i Park i n 
Inglewood, both of which would be 4(f) involvements. Again, there would be extreme com
munity disruption because a new alignment would have to be selected between the Harbor 
Freewa y and Route 405. 

There is not eno ugh room between the existing San Diego Freeway and t he 
school site for the necessary connector roads and ramps without the acquisition of some of 
the school property adjacent to the San Diego Freeway. The off-ramp from the northbound 
I-405 to Century Boulevard merges with the two northbound on-ramp s from I mperial Highway, 
and the traff i c mus t have enough distance to weave across before it diverges to Century 
Boulevard. There is no space to bring in the branch connector from westbound I-105 to 
northbound I-405 and join it to this collector road because of i nadequate weaving dis
tance; it must, therefore, span these ramps and collector roads and then merge with the 
I-405 Freeway independently. 

The Federal Standard for p layground areas is an L10 level of 70 dBA. 
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Eliminating the ramps and collector roads adjacent to the high school would 
not allow sei:_vice to Century Boulevard, and Imperial Highway. This would hinder realiza
tion of one of the primary considerations for implementing the Project; i.e., improved ac
cessibility to Los Angeles International Airport. The northbound loop on-ramp from east
bound Imperial is projected to carry 800 vehicles per hour peak. This would join with the 
northbound off-ramp to Century which is projected to carry 1,650 vehicles per hour peak. 
This combined stream would then b e joined by the northbound on-ramp from westbound Imperi
al which is projected to carry 40 0 vehicles per hour peak. Thus, the collector road ad-

branch connector 
hour peak. 

ram westbouna Rout e 10~ is also projected to carry 2,800 vehi cles per 

I 
I 
I 
I 

It woul d be possible to save a portion of the required part of the high 
school property by building a retaining wall, but not the entire portion. However, this 
would still require the relocation of the baseball diamond, and the school district would I 
prefer that retaining walls not be built because of problems associated with the deface
ment of the existing walls by students. 

Therefore, there are no prudent and feasible alternatives to requiring a I 
portion of the high school property or the I-105 Project. 

d. Planning to Minimize Harm 

The taking required from Lennox High School would be minimzed by the fact 
that the existing Ocean Gate Avenue on the west side of the school grounds is not proposed 
to be replaced. This resulted from a mutual agreement between the Centinela Valley Union 
High School District, the County of Los Angeles and the State of California. An added 
benefit would be the improvement to the security of the High School by the elimination of 
a hard to patrol area adjacent to the school grounds. The area required from the high 
school has thus been reduced by approximately 1.4 acres. 

e, Proposed Mitigating Measures 

In accordance with State policy, the facilities affected by acquisition 
from the high school would be replaced with equally desirable functional replacement and 
the same utility would be re-established, As a result of this policy, the effect of the 
1-105 Project on the outside recreational use of the school grounds should be negligible, 
except for a slight change in location of the baseball diamond. No other recreational fa
cilities of the school grounds used by outside groups are affected directly by the Pro
ject, 

Although the State and the high school district have not yet come to an 
agreement concerning the functional replacement, the proposal under consideration is to 
relocate all of the effected facilities onto the existing school property, and to provide 
monetary compensation for the value of the property that would b e taken. The baseball 
diamond would be relocated about 45 feet farther east; since this would affect at least 
one tennis court and two practice courts, these would be relocated on the south of the ex
isting courts. The pole vault runway and the broad ju.~p runway and two high jumps would 
be relocated in the school grounds adjacent to the track, This proposal is shown on Exhi
bit No. 4. 

Access to the high school grounds should be substantially the same as it i s 
at present. Ocean Gate Avenue along the west side of the high school site would be elimi
nated, but it is presently closed. Redfern Avenue would remain through from Imperial 
Highway to 111th Place. The replacement would be completed prior to the time that the 
area to be taken would be utilized for construction. The recreational facilities would be 
replaced prior to the removal of the old facilities, to the extent practical, 

The exact details of the transaction would not be known until after nego
tiations were completed. Every effort would be made to maintain the use of the existing 
facilities until the new facilities become available, 

The Los Angeles county Department of Parks and Recreation considers the mi
tigation measures proposed to be adequate to maintain the recreational resources of the 
Lennox area at a state at least equal, if not superior, to their present state, See let
terter from Ronald L. Gagnon, District Recreation Director, APPENDIX III. 

14 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



~ lO ..... 
q, (I)~ . 
-~ ..... _q, 0 
-..J ~~ z 
~ 

~ ~::::: ~ 

~ 
q, 
(I) t, m 
d3 Q: e~ , ~ ~o :c 

X 
-<:::,::, )... ..-;: ~ t.LJ 

't ~ ~ ~ ,::, q, 

~ ~ 
::, C: 

~ -~ ~~ 
~ -..J 

t:)\q, ~ bt C: C: -~ ~ ..... '-,J ie ~~ C) 
0~ 

<;) 
~~ (), 

-..J ~ 
"' 0 ~~ 

V)~ 

~ 
~....J 

~~ 
~~ .. 
C)C) 

~~ 
la.J la.J 
....J ....J 

-------~-----------



- - - - - - - - - - - - - ·- - -I - - -



LENNOX HIGH SCHOOL 
LENNOX, CALIFORNIA 

Looking East 
from near 2nd Base 

,,,,,R / W Line 

Looking North 
from near Home Plate 

U) 

d z 

...... 
CD 
:I: 
X 
w 

-------------------



- - - - - - - - - - - - - - - _, - - -



3. Larch Avenue Elementary School 

a. Description 

The Larch Avenue Elementary School is located in the unincorporated Lennox 
area of the County of Loa Angeles and is in the Lennox Elementary School District. The 
school site contains 6.15 acres. 

The school is located about half a mile south of the centerline of the 
flight path of the south (25L) runway of Loa Angeles International Airport and is about 
one and three quarters miles ea.st of the east end of the south runway. 

The school buildings are located on the northern portion of the property. 
A hard-surfaced area is in the central portion containing volleyball, basketball, and 
handball courts, tetherball poles, bars and other playground equipment. The southern part 
of the property contains an athletic field area containing three baseball backstops. 

The Larch Avenue Elementary School has considerable use by outside groups 
for recreation purposes. The Los Angeles County Department of Parks and Recreation oper
ates a program after school hours, and on weekends. They have a representative who works 
there full time when school is not in session, and two hours a day after school hours, 
when school is in session. Their program consists of drama, arts and crafts, and games 
inside, and basketball and flag football outside. Approximately 30 to 40 people partici
pate during the week, and from 40 to 50 on weekends. These programs are aimed mostly at 
the children from the school. 

In addition, various other groups also use the facilities for sports, gen
erally for practice during the week and for games on weekends. These include the Little 
League who use the 3 diamonds, Pop Warner football which has four teams, soccer at the ju
nior and senior high school age level, and an Air Poree Softball League of about 15 men. 
In total there are usually a maximlllll of from 50 to 75 people, most children, using the 
recreational facilities at any one time. 

Other similarly used land in the vicinity include the Wheland Elementary 
School located about three quarters of a mile to the north, Lennox Park located about 
three quarters of a mile to the north, Lennox Park located about three quarters of a mile 
to the northwest, the Jefferson Elementary School located about one mile to the northwest, 
the York Elementary School· (Hawthorne Unified School District) located about three quar
ters of a mile to the southeast in Hawthorne, The Eucalyptus Elementary -School (Hawthorne 
Unified School District) located about one and one quarter mile to the southwest in Haw
thorne, and the Center Park Elementary School (Inglewood Unified School District) located 
~ut one mile to the east in Inglewood. 

Al.l of the elementary schools named above have the same type of outdoor 
recreational facilities as does Larch School--basketball courts, playground equipment, and 
open fields with backstops. In addition, Center Park School is adjacent to Center Park, 
which has a diamond, and Jefferson School has a diamond adjacent to it. Lennox Park, the 
major park is in the area, has a diamond, basketball courts and it also has other facili
ties that Larch School doesn't have. 

The ambient noise level which is exceeded 101 of the time Ct,o) was mea
sured to be 66 dBA in thf Larch School Playground. The peak noise level, measured at 77 
dBA, includes airplanes. 

The Larch Elmnentary School is owned by Lennox Elementary School District. 
No deed restrictions or reversionary clauses are known to exist. The only Federal grant 
ooney used to acquire land or facilities were some funds under the ESEA (Elementary and 
secondary Education Act) Title I (HEW), for a 30' x 32 1 relocatable building. This is a 
program for children of low income families. 

Access to the school 
There is also a pedestrian entrance 
nue. 

is from Larch Avenue on which the school fronts. 
to the rear of the school property from Freeman Ave-

Larch Elementary School was determined to have local significance as a pub
lic recreation area, although its use is subject to permission granted by the school dis
trict. It is sufficiently isolated from the nearby schools and parks by the major streets 
of Hawthorne Boulevard, Imperial Highway, and Prairie Avenue, that it serves a recreation
al function to the local area that cannot be replaced at the other facilities. 
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Exhibit 7 is an aerial photograph showing the existing situation. 

b. Probable Impacts 

'11\e Route 105 Project would pass diagonally through the north portion of 
the school property. '11\e Freeway-Transitway would be depressed and would pass under Haw
thorne Boulevard two blocks to the west of the school. Continuing to the southeast, the 

Hawthorne Boulevard a.nd a. westbound orf-ra.mp to PraIFre-Avenue (wl\J:e!\' wou.La cross over tne 
freeway just east of the school) would be located a.long the south side of the Freeway
Transitway through the school property. All north-south streets between Hawthorne Boule
vard and Prairie Avenue would terminate at the Freeway right-of-way line, including Larch 
Avenue. 

This would require the use of approximately 3 acres of the school property, 
including all of the school buildings. Exhibit 8 is a map showing the effect of the 
Freeway-Transitway alternative. 

Although all of the school buildings would be taken, most of the recreation 
area (except for the basketball courts) would remain, Discussions with the County Depart
ment of Parks and Recreation however have indicated that they are not interested in this 
remaining property. This is because it would be uneconomical to operate and more impor
tantly the new replacement site would provide improved recreational use for the community. 

Exhibit 9 shows the relationship between the Project and the school facili
ties at ground level. 

The predicted noise level on the remaining playground (L10) would be 72 
dBA. This is higher than the Federal L,o sound level standard of 70 dBA by 2 dBA, ,and a 
6-foot high sound barrier would be constructed to reduce it to the design standard. The 
Ambient Air Quality Standards for CO would not be exueeded at any receptor 100 feet or 
further from the freeway edge of pavement, which includes the playground area. 

c. Alternatives 

Various alternate freeway alignments that would a.void the taking of this 
school have been studied over· the years. A discussion of the alignment selection of the 
Proposed Project is contained in Section D.a.. of this report. · 

The Proposed Project attEDpts to approximate the jagged northern boundary 
of the City of Hawthorne. Moving this line far enough to the south to avoid the Larch 
School is unacceptable to the City of Hawthorne and would result in the problems described 
above because of the lack of a freeway agreement. It would also ca.use community disrup
tion and result in· a substantial reduction in the City's tax base because it would remove 
most of the businesses along Imperial Highway in the City. As a consequence, this is not 
a feasible and prudent alternative because of the coat and community disruption. 

Moving this line far enough north to avoid the Larch School would cause 
greater community disruption by cutting deeper into the Lennox area, it would then nearly 
cut through the center of the attendance area of the Larch School, and would have a great
er impact on the tax base of the Lennox School District. In addition, the traffic service 
would be worsened beca1ae tlle alignment would be longer and more circuitious. As a conse
quence, this alternative is not feasible and prudent because of the relatively greater 
community disruption. 

The various political jurisdictions affected by the Proposed Project which 
include the Cities of Hawthorne, Los Angeles, and Inglewood, and the County of Las Ange
les, have not indicated any objection to consideration of either of these two alignments. 
(However, there has been a mixed reaction by residents of these collDllunities to this align
ment, as well as to the Adopted and Bell Lines.) Hawthorne's and Los Angeles• preference 
is the •Imperial• Line, but the other jurisdiction have stated no preference. 

Therefore, there are no feasible or prudent alternatives to the taking of 
Larch School. 

d. Planning to Minimize Harm 

Since it is not possible to a.void the taking of the main plant of the Larch 
School on the Proposed Project or •ee11 • alignments, the only measures to minimize harm 
would be the mitigation measures discussed under •Proposed Mitigation Measures.• 
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e. Proposed Mitigation Measures 

A replacement site containing about 11.4 acraa ia propoaed (including some 
street area) for relocation of the school. The number of acres required for the new site 
is dependant upon a projected school enrollment. The new site could contain abouts acres 
more than the old site. This is in accordance with State policy providing tor the func
tional replacement of the effected school. This site has been developed in cooperation 
with the Lennox Elementary School District, the Division of Aeronautics, and the State 
Board of Education, and meats all of the requirements for a school of this size. The 
school buildings would be sound attenuated, including possibly acoustical architecture and 
treatment of the new buildings, so that they can be sealed against outside noise. The 
peak noise level in the new classrooms would be no more than 50 dBA, in accordance with 
the State requirements. 

The new site is farther east from the end of the south runway of the air
port, and is no closer to the flight path. 

The recreational area will be considerable increased because of the larger 
site. The exact details of the facilities at the new site cannot be given until the nego
tiations have been conducted and the school district adopts a developnent plan . 

Access to the site would be from 111th Street. Access from the south would 
be limited to those locations where local streets would cross the Freeway-Transitway--such 
as Prairie, Imperial and Hawthorne. However, most of the area served by the school would 
be north of the Freeway-Transitway. If the county elects to retain the remainder of the 
existing school site as a park, then access to this facility would remain much the same as 
it now is for those persons who would be south of the Fraeway-Transitway. Those persons 
to the north would have more ready access to the new school site. 

The area south of the Proposed Project and north of Imperial Highway is in 
the Lennox School District. However, a considerable portion of this area is in the City 
of Hawthorne. The Proposed Project creates the potential for a more uniform boundary ad
justment between local jurisdictions, should the local enti~ies so decide, and would be in 
keeping with the planning principle that freeways follow city boundaries wherever possi
ble. Also, since both Imperial Highway and Hawthorne Boulevard are both developed commer
cially, it appears li.Jtely that this entire area in the long term would be redeveloped for 
colDlllercial uses. Therefor&t it appears that in the long term, access from the south will 
not be unduely limited, and that · the proposed freeway crossings on Hawthorne and Imperial 
would provide adequate access for the shorter term. 

The noise level (L10> estimated tor the new playground area is estimated to 
.be 72 dBA, which is above the Federal standard of 70 dBA by 2 dBA. A 7-foot high sound 
barrier would be constructed to redu~e it to the design standard. 

Downwind estimates of carbon monoxide (CO) hourly concentration levels 
along the Freeway-Transitway alternative show them to reach from 3 ppm to 14 ppm in 1980, 
and from 2 ppm to 7 ppm by 2000, at a distance of 100 feet from the freeway shoulder. 
Within the 20-year period following completion of the I-105 Project (1980-2000), the Fed
eral 1-hour and a-hour, and State 12-hour Ambient Air Quality Standards for CO would not 
be exceeded at any receptor 100 feet or further from the freeway edge of pavement, which 
would include the relocated Larch School playground area. 

The agreement which would be negotiated with the school would provide for 
the complete functional replacement of the existing school facilities, including the play
ground facilities. It would. also be specified that the new facilities be made available 
prior to the taking of the old facilities. 

The parcels to be acquired for the replacement area would include 29 single 
family residences and 22 multiple family residences, and 6 commercial properties, and 
would require the relocation of 135 families. This would result in a reduction of the tax 
base of Lennox School District and Centinela Valley Union High School District by about 
$559,000 each, of Los Angeles County by about $498,000, of Hawthorne by about $19,000, and 
of Inglewood about $42,000. (This amounts to about 1.81 of the assessed valuation of the 
Lennox School District, and less than 11 of the others.) The cost of the replacement site 
is estimated at $3.S million including $240,000 for relocation. 

The Los Angeles County Department of Parks and Recreation considers the mi
tigation measures proposed to be adequate to maintain the recreational resources of the 
Lennox area at a state at least equal, if not superior, to their present state. See the 
letter from Ronald L. Gagnon, District Recreation Director, in .APPENDIX III. 
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4. LynW'OOd P!Lcific Electric Railway DePot 

a. Description 

The only hi■toric property affected by the I-105 Project i■ th• Lynwood Pa
cific Electric Railway Depot. It i■ located in the City of Lynwood at the interaection of 
the Southern Pacific Railroad right-of-way along Fernwood Avenue and Long Beach Boulevard. 

The depot wa■ built about 19 17, replacing an old ■lied ■helter, by · the Lyn
wood Company for the Pacific Electric Railway, which became a part of the Southern Pacific 
Tran■portation Company, for passenger operation, and included a lunch room. Pasaenger 
service on the railway line was discontinued in July 1950. The Lynwood Depot stood aban
doned and vandalized until recently, when a local group painted it and cleaned it up to 
some extent. It has been used as 11 Bus Depot, Taxi Stand, Lunch Stand and Connercial Typ
ing School. The■e operations altered the building slightly, but did not change its over
all appearance or plan. It has withstood the ravages of weather and physical abuse in 
spite of it■ high public exposure.· Its condition has deteriorated (peeling paint, broken 
windows, graffiti, etc.) but not beyond the point of repair. 

Although the architect is unknown, the building ex911plifies regional archi
tecture of the time and can be said to enjoy the best influence from Greene and Greene and 
their Southern California Bungalow style and Bernard Maybeck and hi• Bay Area Neo-Clas■ i
cal expres■ion. The style of the Lynwood Depot is unique in that the design apparently 
had no precedent and wa■ never repeated in the Pacific Electric sy■taa. See Exhibit 10 
for a picture of the building. 

Civic groups in 
would require r81110val of the 
1972. Informal contacts were 
pany (SP'l'Co.). 

Lynwood, recognizing that conatruction of the I-105 Project 
depot, began efforta · for preservation of the depot about 
made with Caltran■ and Southern Pacific Transportation com-

The depot, now owned by the SPTCo, wa■ offered.to the City a■ a gift,· with 
the provi■o that it would be removed. 

The Lynvood Pacific Electric Railway Depot was placed on the National Reg
i■ter of Historic Place■ on •septelllber 25, 1974. The nomination form state• that the 
Depot's significance lie• iri , ita u.nique architectural style, ■tand■ as a symbolic landmark 
of greater LOs Angeles history and Southern California heritage, and bears invaluable tea-

·, timony to the cultural identity of Lynwood. The City's ■pacific interest is in preserving 
· the building .through relocation to a ■uitable replacement site. 

The Depot building containa approximately 1 , 6 25 square feet, of which about 
1,100 are presently enclosed. The lancl on wttich the building i■ located is a part of the 
Southern Pacific Company's right-of-way. 

Acee■■ to the depot: i■ gained from the north roadway of P'ernwood Avenue and 
from Long Beach Boulevard. Pede■triana aust cross Fernwood along Long Beach Boulevard to 
reach the station. 

There are ■8V'eral aiailar railway depots in the Loa Angel•• area, some re
stored and relocated, and some in a state of decay. However, none are similar in archi
tectural style, nor do any other■ remain in the City of Lynwood. 

The Depot ha■ 
at:ional purpose at present. 
serve local industri••• 

no . recreational facilit:iu and is not used for any racre
Tha railroad track is used by tvo freight trains a day, which 

There are no title restrictions on the land as far as is known. 

The ambient: noi•• 
dBA in the area of the Depot. 

b. Probable Impact• 

level that is exceeded 10\ of the time (L,o} is about 65 

The Route I-105 Project would require the entire ait:e on which the Depot is 
located. Exhibit 11 shows the location of the Depot and its relationship with the 
Freeway-Transitvay. 
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Basically, the Freeway-Transitway would follow the transportation corridor 
through Lynvood that was first laid out by the railway . line. Long Beach Boulevard, a 
major arterial street would require an interchange. The railway Depot would be totally 
within the interchange area, requiring its complete removal. 

c. Alternatives 

(1) Avoiding Adverse Effects 

In order to avoid any adverse effects (the acquisition of the building 
and site), it would be necessary to construct the Project on a different alignment. 

on the following: 

( 2) 

This is not considered to be a prudent and feasible alternative based 

The route location was adopted in 1968, a Design Public 
Hearing held in 1969, and a freeway agreenaent completed 
with the city in 1970. A substantial amount of right
of-way has been purchased and cleared. A change in 
alignment would involve many additional parcels and 
pwpit1 i!)USl:libly nundredsi. 

The City has formed a redevelopment agency to redevel
op an area immediately adjacent and north of the pro
ject. Development is well under way and has proceeded 
based on the Project. 

Improvements to Long Beach 
plished by the City, again 
ject. 

Boulevard have been accom
based on the original Pro-

In the Draft EIS and at the Public-Hearings the impact 
of the project was discussed. "nlere were no COl'llllents 
or suggestions by the public that the site and Depot be 
avoided. 

Acquisition of the Depot, and the Railroad property are 
a key part of an overall railroad abandonment and modi
fication ooncept. This concept is firmly supported and 
desired by all agencies and COBDunities involved. 

The rre..,~y~'l'ransii;Way follows the railroad right-of
way in this sector and this alignment was so chosen to 
lessen residential and business dislocations. 

Mitigation of Adverse Effects 

It is possible to •build around• the Depot by modifying the inter
change with Long Beach Boulevard. 

This i~ estimated to cost an additional $340,000 and would require the 
acquisition of seven more parcels, as well as the entire acquisition of another parcel 
which formerly was partially required. 

This scheme is not considered prudent and feasible due to the addi
tional oosts and impacts on right-of-way and people. Further, in this setting, public ac
cess to the Depot would be limited and its cultural and historical significance would be 
impaired. 

d. Planning to Minimize Hana 

Since the Depot falls within the proposed Long Beach Boulevard Interchange 
area, the only measures to minimize harm would be the mitigation measures discussed under 
•Proposed Mitigation Measures.• 
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e. Proposed- Mitigation Mea-s-\ll'es 

At this time, it is proposed to have the building relocated to a site with
in the City of Lynwood, to be ultimately administered and maintained by local City inter
ests. 

Caltrans. FH_WA_ 

as well as refining the 
accomplish 
of each party will be 

~c site -
site acquisition and 
and responsibilities 

In any event, Caltrans would be responsible for the costs of a new site and 
the relocation of the structure, including placement on a new floor and foundation. It is 
expected that the City will provide the State with an assurance that the building would be 
administered and maintained consistent with its historical status (the City could enter a 
separate agreement with the Chamber such that the Chamber would actually accept this re
sponsibility). While rehabilitation of the building might be necessary to create a func
tional office, the basic architecture and style would be retained. 

This approach would provide a positive method for preserving and restoring 
the Depot. Since it would be used and occupied it would not be subjected to deteriora
tion, neglect or vandalism. It also would be established in an appropriate setting, which 
should enhance its accessibility a.nd its cultural and historical significance. 

A Preliminary Case Report and a Proposal have been prepared in accordance 
with the provisions of 36 CFR Part 800. This Report discusses the alternatives considered 
as well as the mitigation proposed. The alternate selected will be covered by a memoran
dum of agreement. The text of the Preliminary Case Report and the Proposal and the Memo
randum of Agreement are included in Appendix III. 

F. COORDINATION AND NEGOTIATIONS 

1. Consultation to Determine Non-Significance 

Although consultations wet"e conducted with many local agencies and school dis
tricts in order to determine whether any of the local schools affected by the project were 
locally significant as a public recreational use, a number of these involvements proved to 
be non-significant. 

The Statements by the local officials having jurisdiction over these recreation
al areas concluded non-significance and are included in APPENDIX III. They are itemized 
as follows: 

1 • 

2. 

3. 

4. 

s. 

6. 

7. 

8. 

School 

Felton Ave Intermediate 

James Kew Elementary 

Los Angeles s.w. College 

Ritter Elementary 

Will Rogers Elementary 

Grove 

Roosevelt Elementary 

E.W. Ward Elementary 

School District 

Lennox Elementary 

Inglewood Unified 

L.A. City Community College 

L.A. City Unified 

Lynwood Unified 

Paramount Unified 

Paramount Unified 

Downey Unified 

Date of Letter 

9-4-75 

5-28-75 

8-22-75 

6-3-75 
7-26-76 

4-23-75 

4-23-75 

4-23-75 

7-8-75 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
.I 
I 
I 

A letter from the City of Downey supporting the determination on ward School 1· 
dated 12-15-75 is also included in APPENDIX III. 

I 
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That portion of the 97th Street Elementary School impacted by the I-105 Project 
has been completely relocated and therefore is not included in the Statement. All right
of-way transactions were complete by June, 1g72. 

Two other recreational uses were also considered. T~ese were the horseback rid
ing, bicycle riding and hiking trail along the Los Angeles River Flood Control Channel, 
and a similar trail along the San Gabriel River Flood Control Channel. Since they would 
only essentially be spanned by structures over the rivers and are not on publicly owned 
land to be acquired for the I-105 Project, it has been determined by the Federal Highway 
Administration and Caltrans that they are not covered by the Section 4(f) requirements and 
have not been included in the Statement. The trail along the Los Angeles River generally 
runs adjacent to the levee, either on an easement on private property or under permit on 
the flood control easement. In the vicinity of the proposed I-105 crossing, the trail 
crosses over the levee and down to the river bed because the existing railroad line cannot 
be legally crossed at grade. It remains on flood control easement. The trail along the 
San Gabriel River runs along the top of the levee except where city streets cross over the 
river. It is under permit on the flood control fee right-of-way. The I-105 would span 
the trails, either in their original location, or in a relocated location. 

Representatives of the Bureau of Outdoor Recreation (BOR) of the Department of 
the Interior have been contacted on a number of occasions to discuss the significance of 
any potential 4(f) facilities effected by the Pro j ect. Joint field reviews with BOR Rep
resentatives have also been conducted. A copy of their letter dated 5-24-76 documenting 
this contact is included in paragraph H., "Comments Not Requiring a Response." 

Further discussion of the environmental impacts on the above named facilities is 
contained in the Final EIS, and the reader is referred there for more information. 

As a part of the EJS process, three identified "historic" properties, in addi
tion to the Lynwood Railway Depot, were investigated and were determined by the FHWA in 
consultation with the State Historic Preservation Officer (SHPO) to be outside of the area 
of potential environmental impact. A letter dated 6-6-75 from James R. Gordon, Caltrans, 
to Omar L. Homme, FHWA, requesting this determination, and the replies are included in Ap
pendix B of Preliminary Case Report and Proposal. 

2. Consultation Concerning Significant 4(f) Properties 

Documentation of coordination with the City of Inglewood is contained in an ap
pendix to the approved 4(f) Report. 

Consultation with the Centinela Valley Union High School District and the Lennox 
School District concerning the involvements at Lennox High School and Larch Avenue Elemen
tary School has been a continuous and ongoing process over the past several years. Let
ters from these Districts, dated 4-14-76 and 5-5-76, expressing their agreement with the 
measures proposed are included in APPENDIX III. 

The County of Los Angeles Department of Parks and Recreation was consulted con
cerning the 4(f) involvements at these two schools. A letter dated 10-13-75 expressing 
their agreement with the measures proposed is included in APPENDIX III. 

The Stat~ of California Department of Education and Division of Aeronautics were 
consulted concerning the relocation of the Larch School. Letters dated 7-15-74 and 6- 26 -
74 documenting this consultation are included in APPENDIX III. 

Consultation with the City of Lynwood, the SPTCo., the SHPO and the Lynwood 
Chamber of Commerce have been conducted on a continuing basis over the past several y ears. 
Documentation of this consultation is included in APPENDIX II. 

The Department of Housing 
ment, and their concurrence with the 
letter dated 7-8-76. 

and Urban Development reviewed the Draft 4( f) State
measures proposed are included in APPENDIX III in a 

It was determined that circulation of the Draft 4(f) Statement to the Department 
o f Agriculture was not needed on this project relative to 4(f) lands. 
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3, Consultation o n Potential Cultural Resources 

An extensive Cultural Resource survey to identify properties in or eligible for 
inclusion in the National Register of Historic Places was conducted with the aid of all 
cities involved, various local historical societies and cultural groups. 

Twelve Cultural Resources were found in the corridor of the proposed project and 
its alternatives. All these Cult~ral Resources with the exc~etion of the Lynwood Pacific 

rorunental impact of the proposed pro j ect or lacking in significance, (See Appendix B of 
the Preliminary Case Report for supporting documentation.) 

G, COMMENTS TO DRAFT 4(f) STATEMENT REQUIRING A RESPONSE 

The only comment requiring response is the letter from Assistant Secretary for Envi
ronment, Safety, and Conswner Affairs dated 5-20-76, The following responses given below 
are keyed to the numbers in the margin of the letter (see attached). 

1. Showing that the conceputal alternatives were not feasible and prudent was 
not appropriate in the Draft 4(f) Statement because the intent in that 
document was merely to point out the 4(f) involvements of each of the al
ternatives. However, in this Final 4(f) Statement, where a project is 
proposed, this determination of feasibility and prudence has been made and 
can be found in paragraph D,, "Determination There is No Feasible and Pru
dent Alternative." 

2, Design changes which would avoid Lennox High School are discussed in de
tail in paragraph E.2.c under "Alternatives," The need for the existing 
ramps on the I-405 Freeway to Century Boulevard and Imperial Highway are 
discussed in paragraph E,2,b,, under Probable Impacts. The importance of 
maintaining these existing ramps as major access routes to LAX cannot be 
overemphasized. 

3, The need for a new or revised section 4(f) Statement for the Imperial Vil
lage Park was analyzed during preparation of the Draft 4(f) Statement. It 
was determined that, since none of the conditions which constituted the 
earlier approval for no feasible and prudent alternative had changed, the 
4(f) Statement previously approved was still appropriate. 

4, The final determination of the nonsignificance of the Ward Elementary 
School and Southwest Community College was made by the local officials 
having jurisdiction over the facilities in letters subsequent to the July 
14, 1975 letter by the Bureau of Outdoor Recreation. At the time the July 
14 letter was written, the local officials for Ward School and Southwest 
College had not made a final determination, These determinations are dis
cussed in paragraph F,l., under "Consultation to Determine Non-Signifi
cance,• and supporting documentation is included in APPENDIX III. After 
a series of discussions, field reviews, and correspondence, the Department 
of Interior, Bureau of Outdoor Recreation has concurred with this determi
nation in their letter dated 5-24-76, contained in paragraph H, "Comments 
Not Requiring A Response." 

H. COMMENTS TO DRAFT 4(f) STATEMENT NOT REQUIRING A RESPONSE 

1, Centinela Valley Union High School District - 4-14-76 

2, City of Los Angeles - 4-30-76 

3. Lennox School District - 5-5-76 

4. o,o.I, - 5-24-76 

5, H,U.D, - 7-8-76 
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' lJNl1£0 STATES GOVERNMENT 

J.femorandwn 

OE?AR,:,lc~T uf TR!.NSPORTATI~~ 
amt;~'~; tHE ~ECIEU,O 

-.acr, 
Draft Section 4(f} Statemen t - Routes 1 and 105, 
El Segundo-Non.•alk Freeway, Los Ang~les County, 
California (FnWA-CA-EIS-74-14-DS) 

DATE, 

1~ •• ,-1., ,.,., .. , 
t,lAY 2 D 1976 

TES-72 

'"°" , Assistant Secretary for Enviro-t, 
Safety, and Consumer Affairs 

JO Chief, Enviroimenta l Programa Division, FHWA/BEV-10 

lie have reviewed the draft section 4(£) statement for the Century 
Freeway. Section 4(f) doc=entat1on is included for use of land fro■ 
i.e'n.\lox High School. Larch Avenue Elementary School , the Lynwood Pacific 
Electric ll.ailway Depot, and the Iaperial Village Parlt . 

Ibe info111Stion provided in the draft section 4(f) statement doea not 
aupport a determination that there are no feasible or prudent alter
natives to use of the section 4(f) lands . For example, there is no 
diacuaaion of why the alternative of arterial street ilDJ)rovementa 
(grade separation) is not f easibl e and prudent ; tho previously 

.circulated draft EIS i nd icates t hat this alte::-nati·, e would provide 
approximately the same traffic service and rr.lief of- consestion u the 
pro~osed project. Design changes wich would avoid Lennox High School 
•hould be discus sed in aetail. and the need for the ramps to Century 
lou.levard and Imperial liighway should be demonstrated. 

2 

It appe•r• that a new section 4(f) determin•tion will be required for 
use of the Imperial Village Park. The ::-evised determination should 
include &videnca that there is no feasible end prudent altern.e.tiv• to 
un of the park land. 

]3 
The proposed project a lso requires use of land from eight other public 
achoola. For each of these achools, the draft section 4(f) statement 
include• a aetemination by local officials that the sc~ool ~roper~iea 
are not significant for r ecreation purpose~. I~ a letter dated Juiy 14, 
197S (copy attached), the Bure3u of Outdoor Recreation expr£ssed the 
opinion that the Southwestern Comcunity College and ~ard Ele~entary 
School were both significant local recreation resources. This opinion 
vaa baaed upon site visits and consultation with local school and 
recreation off icials. It appea rs t~t further i nfor=tion shculd ba 
provided to support a conclw;ion as to whether the grounda of theaa 
~ achool• are significant for recreation purposes. 

4 , 

Thank you for the oppoTtunity to ;.,,iew this draft supplement. We 
look f on-ard to r eceiving the final EI S and section 4(f) determination 
for this project , including the co~en t s received from othe r public · 
agencies and the general public oo the draft statement. 

~~~ ---s-r- . ~ ~ ~.....____ "-......__~t~"~ 
ith T. Connor 

Attachment 
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Centinela Valley Union High School District 
12227 SOUTH HAWTHORN£ WAY. HAWTHORN£, CALl,OIINIA t02S0 
,-£L£P;iONES - HAWTHORN£: 679-8141 - LOS ANGIEU:I: 772-4321 

April 14, 1976 

Mr . S. L. !llc:lta, P.I. 
Cblef, Pr?ject Development Branch A 
Department of TranaporUtlon, Dlatrict 7 
Sute of California - Buslneaa and Tranaportati01l A&enq 
P. o. 8oz 2304, Loa AD1al-■ , California 90051 

Dur Sir: 

Your llaf: 07-LA-105 US 
07225-040601 

Draft 4 (f) St.at-t 

BOAP.O OF TRUSTEES 
Steven Ohrtn. President 
Georae S. Anderun, Vic.e President 
Ooruild M. Wuvor, Clerk 
John R. Fawler, Member 
Mrs. Jenie Kcntic.h, llernbar 

ADMINISTRATION 
Thomas 0. Blfl<erew, SUl)t<i,__ 
W. R. McOon1ld, 

A.11istlnt Superintendent - &ullM11 
E.clwin l . Church, Jr. 

Aui•tont Supe,inte- -
Cducationll Son,ices 

Thia vlll ac:knovlad&• recaipc of your rehranced letter dated April 5, 
1976. 

St.aff repruentativee of this ■chool diotrict , the architect• retained 
by this 1chool district, and faculty and admini1trator1 of IAnnox Hip 
School have met and dlacueaed the potential impact: of the development 
of lloute 105 Freeway-Tranaicvey, We are in generel aareement that all 
f .. aible alternacivaa have been con1idar1d, and that the proposed takina: 
of approximately 0.55 acre at Lennox High School would beat 11rve tb 
need• o~ all concamed. 

The ■chool athletic facilities ean be relocated and redeveloped ou 
the axiatin& site wlth no specific loss of effectivenu1. The tapact 
on future educationel services - such aa construction of additi01lal 
industrial arts 1tructure1 and needed parking areas r ... ina to be 
detarmined, but wa are sure a ■olution can be achieved. 

Vary truly yo!41'a, 

hJJ,)~,• /j . ~~. (.'lh~ 
II. I.. HcDona ld 
uaiaUat Superiutendallt 
lluain••• Servlcu 

HAW THO .. N ■ LAWN0ALR LENNOX • 

ao.t,- 0 .. PU•LIC ..... ....... CITY· OF Los ANGEL 

"'IUta:N A . H0l.UIJI 
llillUIC>aff 

• w. w.u,cu1 
WICC-Q1N"1' 

OAVID LOZANO 
.. A.It W . aTlll4UN 

&IIHUT o . WI.alb 

.JONNP'ltQUQ .......... 

CALIFORNIA 

• 
~ 

. . 
TOI~ 8 RAD LIIV 

Mr. S. L. Elichs, PE 
Chief, Project Developuent 
Branch D 

MAYOR 

C&ltrana 
P. o. Box 2304 
Los Angeles, California 90051 

Dear Hr. Elicha1 

I _have reviewed the Draft 4(f) St 
requested in yo'-lr letter dated . atl 
four properties you have identi?r~l 5, 1976 
proJect are within -~he Cit of L l. e• as being! 
no COOlnents on the :-lraft. Y os Angeles, 

th1 Thank you :'·or the opport nit s matter. u Y to 

Sincerely, 

DONALD c. T 
City Engineer 

By 

IIUA•T•C"'T GI' 

Pu■uc •o••• 
CN-;.,-Nr:~.xNG 

DON .. LO C TILLMAN 
Cl'f'Y ... illl l'IC&lt 

IIOOf'I •oo. CIT'( ~ .. u. 
LO• ANOILla eoou 

April 30, 1976 
W. O, 01006 fi'ED 
ndo - Norwaljk Free-
105) - Drafd ,&(f) 
t. I 

ent a s you 
None of thel 
pacted by your 

I therefore have 

input to yo! in 

4t4:y,._,' .u,,r-v 

Transp ortation~ · 
~ ineering Division 



- - - - - - - - .. 
aclk. .. iwTawtta Lennox School District 

K.W.c:c:a.-Y, .D.D. 
t,i,Wl'", N401&C.TO90#.M .~ ·-:,,.10 I. LO,,IJI , p,ia&40UfT 

CHAIIIO ,IJLTON. Q.IJIUC 

10318 FIIIMONA AVENUI 
LENNOX. CAUFOANIA -
171~1 l7S-l4fl 

K.CMA■LUSHI~ 
AN,T. tu,i,cAINTOllac,n-........ A. o,o,olLION, ....... . 

fllO■IIIT W , .\JTNUILAHO, ...... . au,tOAO A V L l'aL.1'aft Av&. 
-"C:AM)fril . LAACM A¥&. IIOee"T &... vANOav&aR, ..... . 

,., .. 

May 5, 1976 

Department of Tranaport&tlaa 
DlvlaloD #7 
P . 0. Box 230f 
Loa Ansel-■ , California 90051 

-

The Draft 4(£) Statement ha• been reviewed with particular attentlcm 
to l:hat portion relatlnJ to the takln1 of Larch Avenue School by Route 
t-105 FrHway. 

A number of dlacu ■ alon■ have been held on the matter between Trana
portation repre1entatlve1 and Lennox School Di■trict Admlniatratora 
and Governln1 Board. In fact, one dlacuaalon on replacement of Larch 
School waa attended by repre■entativea Crom the Divhion of Aeronautic a, 
State Department of Tran■portatlon and from the State Department of 
Education Bureau of School F1anninJ. 

Whil4' detail■ remain to be a1reed upon, the propo■ed replacement and 
lar1er ■ lte a, deacribod In the 4(£) Statement would replace our preaent 
Larch facilitie• function for function with the end re1ult a lar1er and 
equally functional lite. 

In aumm.ary, I concur In the dechlon to take Larch Avenue School for "'lk,• .-d ,.plm i, u dm,11-,_ 

" w: Co,.Y,,~U✓ 
Superintendent U 
•m 

- .... ... - - - - -
United States Department of the Interior 

OFFICE OF THF. SECRETARY 
WASHINGTON, D.C. 20240 

- -

ER-76/J)6 

MAY 2 4 1976 

Dou Hr, Hcmne1 

Thie responds to your request for the Department of the Interior'• 
coanents on the dr£ft Section 4(f) statement for 1-10~, (El Segundo
Norwalk Freeway), Los AngelP.s County , California. 

Ganeral CD111110nta 

In our comrente on the draft envircnment£1 statement fer this project, 
we contended that all of the·school properties, which would be affected 
by the proposed freeway, should be subject to the provisions of 
Section 4( f). Subsequently, members of your shff, the Califcrnie 
Department of Transportation, (CALTR~NS) Dislrict ·Seven, and the Pacific 
South1·1est Region of the Bureau of Outdoor Recreation ( eOR) have held 
discussions on and field inspections of t!"·.e prc,ject. Also, local 
school and park and recreation officials have been consulted on the 
eignificance of the affected school sites. As a result of these meetings 
and consultations, you have determined that Section 4(f) is applicable 
only to the Lennox High School, Larch Avenue Elementbry School and 
the Lynwood Pacific Electric Raill1ay Depot (a Section 4(f) statement 
was previously approved, by the Secretary of Transportation, for the 
lq,erial Village Park). lie concur with this determination. 

Section 4(f) Carenta 

With respect to the Lennc,x High School and the Larch Avenue Elementery 
School, tie concur that there are no feasible or prudent alternative!! 
to the taking of land fror,1 tht· rcc~eatlc,n facilities of the t wo schools. 
The propo~ed measures to minimiz~ harm appear to be adequate. 

With respect to the Lyn•:ood Pacific Electric Railroad Depot, we note 
that on page 22 1 the statement indicates that a Preliminary Case 
Report is being prepared re,;:ard1ng alternat ives and mitigntive measures 
involving the depot. This property is listed on the National Register 
of Historic Placez. A final deci~ion re£arding nn appropriat e cour~• 
of action concerning this property should be reached before the final 
4(f) statement is mad~ available to the public for review. A copy of 
the signed flemorar,duai of Agreement, between the Advisory Council on 

p-UTIQ\, Historic Preservation and the State Historjc Preservation Officer, 

fl-<,;~~ J .' -,•1 
~ ... ,..\ I 
~.. . -!-'" ,..,..19.,. 



should be included in the final statement . Only in this way will we 
be able to adequately assess the in,pacts of the project upon this 
property. Also, from the informrition given on page 22, it appears 
that the State Historic Preservation Officer has been consulted. A 
copy of his conwnents should be included in the final statement. 

Summary Conrnents 

Subject to a determination of a suitable course .of action for the 
Lynwood Railroad Depot Md the si'¥'ing of the afc.rementioned 
►~morandum of Agreement, we would not object to the U.S. Department 
of Transportation's approval of the Section 4(f) aspects of this case. 
We appreciate the field coordination efforts on this case, on the 
part of your staff and CALlRANS District Seven, with the BOR' ■ 
Pacific South•iest Regional Office. 

Sincerely yours, 

:ef~~-u~ Sec~ufe ~~e-::o:_.....~-
leputy Ass1staol 

Hr. Omar L. ~ 
Division Aoninistrator 
federal Hi~h1·1ay Aoninistration 
Post Office Box 1915 

:;: Sacramento, California 95809 

/ cc: Mr. H. Ayanian 
·District Director 
California Department of Transpo~tation 
District Seven 

- -

Post Office Box 2304, Terminal Annex 
Los Angeles, California 90015 

- - - - - - - - - - - - - - - -
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OEPARTMENT OF HOUSING AND URBAN DEVELOPMENT 

REGIONAL OfftCI: 

00 GOLDU" G4Tf A'Wlf.; P.O. eox 3'1D1, U.N flAMCISCO. CALlf . f41CII 

HC:IGM II 

Office of Conmunity Planning 
and Deve 1 opment 

Mr. S. L. Elicks 
Olief, Project Develop11e11t, Branch A 
California Department of Transportation 
120 South Spring Street 
Los Angeles, C&lifomia 90012 

Dear Mr. Elicks: 

JM 8 1976 
IN •·Pl.'f .... ~ .... 'TOI 

9CE 

Subject: Proposed Route I-105 in the County of Los Angeles , 
C41ifornia - Section 4(f) Review 

We have reviewed the report you prepared for the proposed 1-105 
route through several co11111.1nitfes in Los Angeles County. As you 
know, consultation with HUD is required by Section 4(f) of the 1966 
Department of Transportation Act. 

The proposal would take all or part of two schools, a park, and 1 
historic railroad station. Although none of these actions is 
desirable to all parties affected, your proposals are probably the 
best c~romises available. 

Based on the infonnation provided, we agree that: 

1. There are no better, more feasible, or 1110re prudent 
altema~ives to the proposed actions. 

2. All possible planning has been, and will continue to 
be, included in the design process to minimize hi.Ill 
to the encroached-upon land and structures. 

I am impressed by the quality and thoroughness of your analysis. 
Please keep us infonned on the progress of this route. 

Sincerely, 

J)llJ. -.1 '/rl,Ulil- . 
t \... Elizabeth Tapscott 

Assistant Regional Administrator 

cc: 
Mr. Omar H01111e, Division Administrator 

•••• o••aca 
L CM AN.C.L C.. , C AI-I ,-0 9'NI& • •AN ,-aANC ISC O . C ALIPOtltllA 

i:-.-.oaa. •• 
,.._._,,._ .....,._. . ........ A,&,,- ·•-• If•--·------• c....,_,., ... D ..... CaJU_.. . ..... a-. ~ 
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APPENDIX I 

APPROVED 4 (f) REPORT (IMPERIAL VILLAGE PARK) 
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STATE OF CALIFORNIA 

BUSINESS AND TRANSPORTATION AGENCY 

DEPARTMENT OF PUBLIC WORJCS 

DIVISION OF HIGHWAYS 

APRIL 30, 1970 

REPORT SUPPORTING CLEARANCE OF 

SECTION 4(£) OF THE 

DEPARTMENT OF TRANSPORTATION ACT 

THROUGH THB 

BUREAU OP PUBLIC ROADS 

FOR 

iNTBRSTATE 105 1.7/18.9 

FROM 

SEPULVEDA BOULEVARD (STATE . ROUTE 1) 

TO 

SAN GABRIEL RIVBR FREEWAY (IH'l'BRSTATE 605) 
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INTRODUCTION 

This report is submitted in accordance with Section 4(f) 
of the Department of Transportation Act. The 4(f) clearance is 
requested for the entire project as defined under "Highway Project". 

HIGHWAY PROJECT 

This highway project is the Interstate Route 105 Freeway 
between Sepulveda Boulevard (State Route 1) at Los Angeles Inter
national Airport and the San Gabriel River Freeway (Interstate 605) 
in the City of Norwalk. 

PUBLIC PARK LAND AFFECTED 

The only public resource land as defined by the provisions 
of Section 4(f) affected- by the Interstate 105 project is located 
in the City of Inglewood, County of Los Angeles. This is a 2-acre 
public park known as Imperial Village Community Park. It is part 
of the City of Inglewood's park system and it is operated by their 
Parks and Recreation Department (see Report Plate 1). 

PROJECT BACKGROUND 

Detailed background for this highway project through 
the area of involvement is discussed in the Design Study Report 
for the portion of the Route 105 Freeway between the San Diego 
Freeway (Felton Avenue) and the Harbor Freeway (Figueroa Street) 
dated October 24, 1969. In brief, Interstate 105 is part of the 
California Freeway and Expressway System. The route between 
Sepulveda Boulevard and Central Avenue was adopted by the 
California Highway- Commission on November 17, 1965. The Central 
Avenue to Interstate 605 section was adopted on July 24, 1968. 
The entire route was added to the Interstate system March 20, 1968. 
A freeway agreement with the City of Inglewood was executed by 
the City July 29, 1969. On September 17, 1969, a Design Public 
Hearing (for the above Design Study Report limits) was held and 
on April 14, 1970, the Bureau of Public Roads approved the 
proposed. major design features for the hearing limits. Construc
tion funds for this segment are proposed for the 1974/75 Fiscal 
Year according to the current planning program. 

HIGHWAYS' EFFECT UPON THE PARK 

The freeway will pass through the existing park either 
on an embankment or viaduct depending upon conanunity preference. 
The entire park ls required in both cases (see Report Plate2). 

A 
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ALTERNATE DESIGNS 

The alignment selected provides a buffer between the 
Hawthorne Municipal Airport to the south and the residential area 
to the north. It parallels a County secondary highway (120th 
Street). Avoiding the park would require moving the freeway to 
the north leaving a strip pocket of residential property between 
the freeway and the airport. A more northerly alignment would 
also adversely affect or require the acquisition of the James Kew 
and Andrew Benntee Elementary Schools (see Report Plate 2). The 
City of Inglewood strongly opposes a more northerly line and has 
unanimously passed a resolution approving the proposed alignment. 

CURRENT PARK USE 

It is the City of Inglewood's policy to develop their 
parks adjacent to school facilities to provide a common use 
arrangement. The Imperial Village Park~is located immediately 
south of the James Kew Elementary School. The park is quite 
small and its triangular shape has limited its potential for 
development. Its facilities include a baseball diamond, a 
barbeque pit, and an open playfield. It is used by the school 
as a playground for school activities and also as an open park. 
Since it is located on the perimeter of the City, its accessibility 
to its service area is poor. The City is presently processing 
a Department of Housing and Urban Development contract for 
purchasing additional land for expansion to the north of the Kew 
School (a "tot lot" is proposed). 

MEASURES TAKEN TO MAINTAIN THE PARK RESOURCE 

Early in \the design phase of this project, the Division 
of Highways discussed with the City measures for park restoration. 
Prior to the desi1n· hearing, several general information hearings 
were held, including one at the Bennett School. No adverse 
comments were recei~ed about the park involvement. Along with 
this the Division of Highways requested its Design Concept Team 
consultant, Gruen Associates, to conduct a park replacement 
opportunity survey and late~ to conduct a design implementation 
study. · · 

The restoration approach has been mutually supported 
by the Division of Highways, the City of Inglewood, and the 
Inglewood Unified S~hool District. As a result of combined 
efforts, an agreement to relocate the park one block to the east 
adjacent to the Andrew Bennett Elementary School has evolved. 
Functionally equivalent replacement property will be provided by 
the Division of Highways. The City will add to this with the 
purchase of additional land at this proposed site ·under its HUD 
contract instead of at the existing park site. (The City has 
obtained clearance with HUD for this transfer.) The land 
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purchased will be of a configuration that will provide the 
potential for development into a far more useful facility than 
the present park site. Its accessibility will be slightly improved 
since it is no longer on the perimeter of the City (~ee_llepo 

Letters from the City expressing the City's position 
on the matter are included in the appendix of this report. 

In the opinion of the Division of Highways, the community 
benefit from the relocated park will be equal to or better than 
the present park. ~ 

Additional studies are underway with the City of 
Ingelwood to determine if a recreational potential exists under 
the freeway at the existing park site should all or part of the 
freeway be on viaduct. These studies are independent of the 
relocation plan and will have no effect upon its implementation. 

IMPLEMENTATION AND COST 

Preciae cost of replacement property has not been 
negotiated yet. However, we estimate the land coat in addition 
to freeway exceaa land at approximately $225,000. Replacement 
right of way is in the process of being acquired. Evaluation of 
the park _recreation i.Jllprovementa has not yet been estimated, · 
however, tlle City ha• be9UJI ■ite planning. 

.. 

I 
I-
I 



LIST OF REPORT PLATES 

l. Vicinity Map 

2. Detail Map - Scale 1••100' 

3. Propoaed Replacement Park Development Area 

Appendix 

Los Angeles Times Newspaper Editorial, 
Pebruary l, 1969 

Letter• fr011 City of Inglewood 

Letter froa Division of Highways 



- - - - - - - - - - - - - - - _, - - -



I 
I 
I 
I 
I' 

I 

II 

I 

I 
I 

' ~ ·~ !~ t--+----' OF Ii 1NGL E WOO D Ii j 

-~ 

, 1 1,:1 h 

' « l -~ : : 'r\ ~ : ~ , -i • J f t 1.E 

-......... _.,.,.._-_-_-_-_-_------'~ :=====-=--~ 0==-!, ~ - -

- · a~ a~~ - ®"'2£ft5i·~ 
; -:--: f t !-- PL-_-~ - -.-..:,._ ¥-.u,~: ---.:-·n=-=-=-~ :... I 

r n , . / 7 " , ,1111 --= .rt ... . 
- - - - - - --- _______ ,___ ____________ _, 

L - ----------- --- - - - ------ ---- - -

HAWTH ORN £ fy'!lJN/ CIPAL A IRPORT 

PROPOSED 
REPLACEMENT 
PARK SITE 

D·D D #OAl>WA I" -~~ J'-

~ 
~ _ _ __ _ _ .. 

Ll!ID1: 
--------

t .. 
\ 

" \ .., 
~ 
'-

HAW fH ~ N E. 

7 17~1 d l '7 '7. n nr 

PROPOSED ROUTE 105 FREEWAY 

DESIGN FEATURES STRIP MAP 

SAN DIEGO FREEWAY (FELTON AVE.) to 

HARBOR FREEWAY ( FIGUEROA ST.) 

Scale: 111 
= 6001 Dote: Dec. 30, 1969 

REPORT PLATE I 



-------------------



- - - - -

r' 

0 
:,: 
1-
3: .. 
:,: 

u.. 
0 

>-
1-

'-' 

-

D 
C 
u 

~ 
lU 
_J 

·-~ z: 

> 
;-. 

'.l 

..: 

I . 

·/ ·- . 

. r , 

~ . ' 

• l,",' 

•' \ 

1 . , .. 

I 

I I 

. I' , 

'. i . I 
. , . 011 l 
' 1 I ;1 I 

. I/--; 
' I I ·1. ! ' 

. ' : \ . 

I: 
t ~ 

i 
I 
I 

_J ~. 
" . 
U ' 

N 
w 
z .., 
0: 

... 
0 in 
:,: " LI.I I- 0: 

~ if 
<I .... :,: 

"' <( 
u.. 9 
0 _J ... 
>-

... a.. :::, 
I- 0 
u 0: 

t-
a:: 
0 
a. 
w 
a:: 

l 

\ I 

- - - - -



I ' 

-----------------·-



,.. . - ··- - -- - - - - - - - - - - - - -I .,I I • • ui £J [j[j I; ,·PlAYGROUND 
. 

iLrJDOD r 
u 

f 18th PL. 
~ 

-~--·-·-·· ··-• ··-• 0 

1 

::0. ,,, 
"'O 
0 
::0 

-~ 

" r 
)::. 
-f ,,,, 

"' 

b.tseball ditrnond 

• 

r:wv. 

-- - - ~ai ~~R~: Ii>gffl~Ai 
Possible Park 

Bouridory 

• ...... . . . - -l::: 1 $ $ ---4 ....... .., 

.... , -~ , rr-n 
1181h PL. 

( 

... -

- - - --

PROPOSED REPLACEMENT PARK DEVELOPMENT AREA 

-



• 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

I I 

I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I , 

I 

APPENDIX 



I I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

I I 
I 
I 
I 
I 
I 
I 
I 
I 



-I 
I 
I 
I 
I 
I 
I 
I 
I 
I { 

I 
I 
I 
I 
I 
I 
I 
I 
I 

:.....'::~ ...... . . ..... 

Los Angeles Times Editorial 

Monday, February 3, 1969 
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105 EAST QUEEN STRC:C:T / INGL.EWOOO CAL.IFORNIA 90l01 

March 18, 1970 

.,. 

Ki Suh Park, A.I.A., A.I.P. 
· Vice President 
Gru~n Associates, Inc. 
6330 San Vicente Boulevard 
Lus Angeles, California 90048 

re: Century Freeway/Imperial Park 

J~a.: Mr. Park: 

i-;~ app reciate your study of techniques to improve t he relationship 
\l~tween the new free~ay and the adj acent areas of Inglewood. 

~ d~scussion on the proposal previously discussed, which would 
~rovide that the State replace our present Imperial Park at Kew 
School with similar park space adjacent to nearby Bennett 
S.::hool, is becoming essential because of a pending Open~Space 
Con~ract with HUD. 

f.::..y indication of the expected date of State approval of the _proposal 
o;: steps required to obtain approval would be appreciated. 

'.'.uu;:s truly, 

(\ '-r r, .- -
'00-"'· ~ , 
Lar~. Coon;--' . 
Assistant to City Administrator 
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CITY OF 1nGLr=!WCJOO CBLIF□rn1a 
CIVIC CENTER 

101 EAST QUEEN STREET/ INQLl:WOOD CALlprOANIA t0l01 

' 

April 14, 1970 

Mr. Heinz Heckeroth 
Assistant District Engineer 
Division of Highways, District 7 
P.O. Box 2304 Terminal Annex 
Los Angeles, California 90054 

ATTN: Mr. Charles O'Connell 

RE: Imperial Park Displacement:/Replacemen·t 

DESIGN A. 

DHR 
RW 

: ~ 

Following our meeting on.April 6, I have . talked with the HUD officials in 
San Francisco and found that they will be willing . to consider an amendment to 
our Open Space contract to make it possible for the City to purchase the 
pare.el at 3500 West 118th Place (southwest comer of 118th Place and.Cherry 
Avenue). We will prepare al) application for the contract amendment as 
promptly as possible. l · 
In the meantime, we would like to confirm our agreement that the State Division 
of Highways will purchase. the parcels south of,Bennett School (118th Place) 
and convey the repla~ement Imperial Park site.as de~cribed'on the attachment 
to the City. 

Because you will be acquiring: property and.removing structures in the area, 
we would also lik~ t_Q· request that you appraise, acqu:f,re, apd clear the parcel 
at 3500 West ll8d1 .Place. 'As 'Soon as this could be done and the HUD Open · 

· Space contract is araended, we will reimburse your · costs for this parcel. 
-;j,::';. ·• ·rp -;, . . 

With the excepti on o~ 3500 West 118th Place, we compute the property to be 
conveyed to the City as 1.89 acres. We do not accept the premise that the 

- State has the option to comp.ute s ·treet right-of-way as a portion of the 
replace;nent parcel. However, since the cooperative effort of HUD, the. City, 
and the State will assemble 2.06 acres, we feel this acreage .is a fair 
replacement for the 2.04 acres in the existing Imperial Park located adjacent 
to Kew School. 

We appreciate your cooperation in this transaction and will be grateful for 
your continued help in preserving · thia· recreation facility for the neighborhood. 

1\~ ~~-•. 
L~Coons • I. 

' . 

Assistant to the City Administrator .. ' 
' 

LRC:ma 

Attachment: · Assessor's Map 



April 21• 1970 

Mr. Larry 7'. Coona . 
Ana1stc.nt tc the City Administrator 
City of In,::;lewood 
105 E. Qu~ Street, Civic Center 
Ingle11!ood, C&lif'ornla 90301 

Dear Hr. C oor.s : 
.. 

LA-105 
City or Inglowood 
IJ:lpor1al i,ark 
Dioplacemant/Replacement 

In rc"?1Y to your April 1,~, 1970 letter 1n reenrd to the 
Izc,crial F'l..rk Dieplacoment/Rcplccemant aituntion, this letter 
will co~fira our vorbal agreement thnt the State or California, 
Divieio~ c~ HiBhlfay• will provide a replacement tor the IJ::perial 
Park o1te aouth ot : the Bennett School u deecr1bed in your 
letter or April 1•, 1970. 

:,c a.re 1n the proces• ot cert1tyins property neceaeaey 
tor t~o n::placCJn~nt ot the ~or1al PaJtk together with cert1r1-
catlon1 ot the Iz:;,erial Park oite 1taelt'. Alao, we will t'Um1ah 
you a proi)'O&ed dJ'a.ft ot a coop~rat1ve agreement aa to the purcha•• 
ot the PAf'C8l at 3500 Weat 18th Place. 

Upon coraplet1on or the np?raisala or the replacement alte 
and the Ir-perial P:lrk, 41acuoG1one will be ca:cenced toward• 
the puri,o3e or ~~cutlng a R1G11t o~ WQ.Y Contr:ict Which will 
~nco::-porat• the· necoeaary detail• 1n ettocting the exctvmse 
of l~d, et.c., in order to brine ~hl• tranao.ct1on to a con
clusion. 

If you have any turthor que&tiona concerning the above 
- trnn.oact1cn. pleaae cal~ ~ undersigned at 14A0-3594. 

Ver., trul)t yours, 

M. L. EUROER 
Senior Bight ot Vq Agent 

ULB:3ld 
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APPENDIX II 

PRELIMINARY CASE REPORT AND PROPOSAL WITH 
PERTINENT APPENDIXES 

MEMORANDUM OF AGREEMENT 
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Preliminary Case. Report 
and · · 

Proposal for Preservation 
of the 

Lynwood Pacific Electric Railway Depot 



Introduction 

This Report, prepared in compliance with 36 C.F.R. 800.4{f) 
discusses the involvement of an undertaking of the U.S. 
Department of Transportation, Federal Highway Administration 
with a property in the National Register of Historic Places. 

The first portion, the "Preliminary Case Report", g1ve3 
background information on the proposed project and the 
National Register property. 'nle second portion, the "Proposal 
for Preservation", identifies two options for preservation, 
the proposed method of preservation and its effect on the 
significance of the property. 
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PRESERVATION OF THE LYNWOOD RAILWAY DEPOT 
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I. 

Part 1 
Preliminary Case Report 

General Description of the Undertaking and Background 
Information 

A. Description of the Undertaking 

The undertaking is the construction of the Interstate 
Route 105 Freeway/Transitway, an 8-lane full-access
control highway with provision for public transit 
facilities in the median. The average right of way 
width of the proposed Freeway/Transitway is 320 feet. 

The undertaking is located in Los Angeles County, 
California. Aa shown in Exhibit 1, the Freeway/ 
Transitway would link Los An~eles International Air
port with existing freeways {Routes 405, 11, 7) and 
terminate at Interstate Route 605 in Norwalk, over 
17 miles to the east. 

Interchanges and necessary widenings of the four 
existing north-south freeways, interchanges with the 
major local streets, separation structures to allow 
north-south continuity of local circulation, a.nd a 
major relocation of various Southern Pacific Transpor
tation Company rail lines are included in the 
undertaking. 

B. History 

The Route 105 Freeway was formally included in the 
California Freeway and Expressway System in 1959, 
After extensive study, the California Highway 
Commission adopted the location for the westerly 
portion in November, 1965, and for the easterly 
portion 1n Jul7, 1968. In 1968, the entire route 
received Interstate classification. 

Seven design public hearings were held between June, 
1969, and Ma7, 1970. A total or 25 Freeway Agreements 
were executed between the State and the affected cities 
and COWlty. An agreement is pending with the City of 
Loe Angeles for a small portion of the route near Los 
Angeles Intemational Airport. The City of Hawthome has 
not signed an agreement. A portion of State Route l in 
the City of Los Angeles was appended to the proJect in 
November, 1970 

The Federal Highway Administration gave approval to the 
location and major design features for various increments 
between October, 1966 and December, 1970. At present, 
about 73~ of the necessary right of way has been acquired. 

1 



A lawsuit (Keith, et al vs. Volpe, et al) was filed 
on February 16, 1972 in Federal District Court, Los 
Angeles. This resulted in a preliminary injunction 
which is in force until the Environmental Impact 
Statement process is completed. 

The Draft Environmental Impact Statement was circulated 
on December 19, 1974 and ten additional public hearings 
covering this document and the location and design 
aspects of the proposed project were held between 
March and August of 1975. 

The Final Environmental Impact Statement is now in 
preparation and is scheduled for completion in early 
1977. The decision on whether to implement the 
proposed project will probably be made at the end 
of 1977. 

C. Alternatives Considered 

Four conceptual alternatives to the proposed under
taking were considered in the Draft Environmental 
Impact state~ent. These are no-project, local street 
improvements only, public _transit only, and a com
bination of public transit and local street improvement. 
(See Appendix A.) Also, modifications to the proposed 
undertaking were evaluated, including different 
alignment locations. 

' 
D. Proposed Project 

After consideration of all the factors involved in the 
environmental evaluation of alternatives; it has been 
recommended that the proposed project, an 8-lane 
Freeway,lrransitway generally on the adopted alignment, 
best meets, the stated objectives, i.e. "to provide for 
the safe, orderly, efficient, integrated and systematic 
movement of all persons, goods, and services regionally 
and within the corridor--with due regard for regional 
and local aocial, economic and environmental goals and 
policies." 

Additionally, a broad segment of the general public 
have indicated support for this facility. The affected 
local governments have stated unanimous support for 
the proposed project. Many of the local governmental 
agencies have included the facility in their General 
Plans, and numerous development plans, both public and 
private, have proceeded on the assumption that the 
proposed project would be implemented. 

II. Cultural Resources 

As part of the Environmental Impact Statement process, an 
extensive Cultural Resource survey to identify properties 
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in or eligible for inclusion in the National Register of 
Historic Places was conducted with the aid of all cities 
involved, various local historical societies and cultural 
groups. 

Twelve Cultural Resources were found in the corridor of 
the proposed project and its alternatives. All but one of 
these Cultural Resources have been found to be either out
side of the zone of potential environmental impact of the 
proposed project or lacking in significance. (See Appendix 
B for supporting documentation.) 

The Lynwood Pacific Electric Railway Depot at 11453 Long 
Beach Boulevard in the City of Lynwood is directly 
involved with the proposed project. The Lynwood Pacific 
Electric Railway Depot was placed in the National Register 
of Historic Places on September 25, 1974. 

III. The Lynwood Pacific Electric Railway Depot 

The Lynwood Pacific Electric Railway Depot was built in 
1917. The building exhibits a combination of Classical 
Revival and California Bungalow style architectures. The 
structure is unique in that the design was never repeated 
and had no precedent in the Pacific Electric System. 

The Pacific Electric Railway System is closely associated 
with the formation and growth of the City of Lynwood. The 
Lynwood Depot is the last remaining station of the Pacific 
Electric System in the City. 

The Lynwood Depot is owned by the Southern Pacific Trans
portation Company. Since a.bandonmen t of passenger servi.ce 
in 1958, the Lynwood Depot has been used as a Bus Depot, 
Taxi Stand, Lunch Stand and Commercial Typing School. The 
structure was recently painted to cover the gra.fitti and 
peeling paint which resulted from high public exposure and 
neglect. Broken windows were also removed. Neither the 
ravages of weather, earthquakes, physical abuse nor 
vandalism have impaired the exterior architectural integrity 
of the structure. The feeling conveyed by the Depot in its 
present location is that of accessibility. 

Pictures of the Lynwood Depot are shown in Exhibit 2, 1 and 
i ta location· in the Pacific Electric Railway System is 
shown in Exhibit 3, 

1The tenn "Railroad" as used on this Exhibit title, as well as 
other exhibits, is synonymous with the tenn "Railway" as used 
in this report. 
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IV. Effect of the Proposed Project on the Lynwood Pacific 
Electric Railway Depot 

The proposed Route 105 Freeway/Transitway would pass through 
The City of Lynwood along Fernwood Avenue. The tracks of 
the Southern Pacific Transportation Company are located 
in the median of Fernwood Avenue. The Lynwood Depot is 
adjacent to these tracks near Long Beach Boulevard--a major 
arterial street. 

The proposed project would require the railroad right of 
way and adjoining property to the south. Land at the 
intersection of Long Beach Boulevard and Femwood Avenue 
would be required for construction of the Long Beach 
Boulevard Interchange. The railroad right- of way would be 
abandoned and the railroad would be relocated in the .. 
industrial corridor along Alameda Street. 

Exhibit 4 shows the features of the proposed project in the 
vicinity of Lynwood and Exhibit 5 shows details 
of the proposed project in the immediate area of the 
Lynwood Depot. 

If the project as proposed were implemented, it would· be 
necessary to acquire the Lynwood Depot. 

The Federal Highway Administration in consultation with 
the State Historic Preservation Officer has applied· the 
Criteria of Effect of the proposed project to the Lynwood 
Depot, established the effect and found it to be .adverse. 
(Documentation of this finding is in Appendix C.) 

V. Public and Agency Views and Coordination on Cultural 
Resources 

No comments from the general public to the Draft Env~ron
mental Impact Statement or at the subsequent public 
hearings have been ma.de about the Lynwood Depot. 

The City of Lynwood strongly supports the proposed project 
including the railroad relocation plan and also wishes to 
preserve the Lynwood Depot structure. 

The Southern Pacific Transportation Company would like to 
see the Lynwood Depot .either moved or razed. They are 
willing to donate the structure to the City of Lynwood or 
to the State for the purpose of relocation. 

The Federal Highway Administration has been in. pon~ultati,_o,n 
with officials of the City of Lynwood, California Department 
of Transportation and the State Historic Preservation · 
Officer in compliance with Section 106 of the National 
Historic Prese~vation Act of 1966. (Documentation of this 
meeting and other correspondence are shown in Appendix D.) 
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Mr. Robert F. Crecco, Deputy Assistant Secretary for 
Environment, Safety and Consumer Affairs in the Office of 
the Secretary of Transportation, U.S. Department of 
Transportation field reviewed the proposed project in the 
vicinity of the Lynwood Depot on December 5, 1974_ 

Mr. Louis Wall, Assistant Director, Review and Compliance, 
Advisory Council on Historic Preservation, Denver Office 
field reviewed the proposed project in the Lynwood Depot 
area on January 20, 1975. 

VI. Results of Coordination; Options for Preservation 

As a result of consultations with the various agencies 
involved, a number of options for preservation of the 
Lynwood Depot have been developed and investigated. 
These options all assume that the proposed project would 
be implemented. 

If the proposed project were not implemented, the Lynwood 
Pacific Electric Railway Depot would no longer be involved 
with this federally assisted undertaking. 

A. Option to Maintain the Status Quo 

The option which would maintain the status quo of the 
Lynwood Depot would require rerouting of the Freeway/ 
Transitway on a new alignment. It must be recognized 
that the present alignment was adopted in 1968; a 
Design Public Hearing held in 1969; a freeway agree
ment executed with the City in 1970; subsequently 86% 
of the right of way has been acquired in the City of 
Lynwood. Forty-eight percent (48~) of this right of 
way has been cleared. An alternative alignment would 
affect not only new parcels in Lynwood, but in other 
Jurisdictions also. An alternative alignment would 
require a substantial number of new acquisitions with 
displacement of many hundreds of additional people. 
Moreover, another alignment could have an adverse 
impact on a Lynwood Redevelopment Agency project, 
which is predicated to a considerable extent on the 
I-105 Project on its presently adopted alignment. 
As an initial step, the City has already undertaken 
improvements on Long Beach Boulevard. 

Acquisition of the Depot and the railroad property are 
a key part of the overall railroad abandonment and 
modification concept. This concept is firmly supported 
and desired by all the agencies and communities 
involved. 

The option to maintain the status quo is not recommended 
due to the substantial additional economic and social 
impacts which would accrue. 
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B. Option to Avoi d the Lynwood Depot Site 

The option which would avoid the Lynwood Depot site 
involves a modification of the Long Beach Boulevard 
Interchang·e. Exhibit 6 gives the details of this 
modification. An additional seven parcels and the 
entire acquisition of a partially taken parcel would 
be necessary. The Lynwood Depot would be acquired as 
part of the railway abandonment and relocation pl&n . 

The possibility of using the Lynwood Depot in con
junction with the Transitway has been investigated. 
The Southern California Rapid Transit District has 
found, however, that the Lynwood Depot would be 
inadequate for projected Transitway needs. 

The Lynwood Depot would be isolated from view and 
public access. It is doubtful that a new use could 
be found. 

The option to a.void the Lynwood Depot site is not 
recommended both for the greater economic and social 
impacts which would result, and the fact that it 
would create and perpetuate an undesirable effect on 
the Lynwood Depot. 

c. Option to Relocate the Lynwood Depot Structure 

The City of Lynwood has suggested that the Lynwood 
Depot be relocated. Three possibilities have been 
explored: 

l. Relocate in a City Park 

The Lynwood Recreation and Parks Department has 
no room in existing parks tor the Lynwood Depot 
Structure. 

The possibility of using excess land as a park
relocation site has also been explored. The 
Recreation and Parks Department, howeve~, could 
maintain neither the new park nor the Lynwood 
Depot structure due to funding constrainte. 

2. Relocate for Transit Associated Use 

The Southern California Rapid Transit District
Surface Planning Group have no need for the 
structure. Since the SCRTP provides no passenger 
facilities for its patrons, the use of the Lynwood 
Depot ror this purpose could establish a costly 
precedent. 
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VII. 

3. Relocate for Adaptive Use 

The Lynwood Chamber of Commerce has expressed 
interest in utilizing the structure for their 
offices. 

D. Documentary Preservation Option 

If the proposed project were implemented and no physical 
preservation plan were possible, it would be necessary 
to acquire and demolish the Lynwood Depot. This would 
be done only after full compliance with the procedures 
and requirements of 36 C.F.R. 800 and Executive Order 
11593. 2 ( C) • 

Tentative Preservation Plan 

After consideration and investigation of the various options, 
it is recommended that the on.ly feasible and prudent course 
to mitigate the adverse effect of the undertaking on the 
Lynwood Depot and to preserve and enhance certain elements 
of its significance is relocation of the structure. The 
State Historic Preservation Officer agrees that this is 
an acceptable means of preservation (Appendix E). 

The Federal Highway Administration would require the 
California Department of Transportation to acquire a re
placement site and move the Depot to the site. The City 
of Lynwood would give assurance that the relocated structure 
would be administered and maintained after relocation in a 
manner consistent with its National Register status. In 
consideration of these assurances from the City of Lynwood, 
ownership of the replacement site and the relocated structure 
would be transferred to the City of Lynwood. 

7 



I. 

Part 2 
Proposal for Preservation 

Options for Preservation 

There are two options for preservation of the Lynwood 
Pacific Electric Railway Depot. Physical preservation 
which involves relocation of the building, and docu
mentary preservation. Physical preservation of the 
Depot is the preferred course. 

Two possible replacement sites are under consideration. 
Replacement Site A is a vacant parcel located about 0.6 
miles northeast of the present location of the Depot. 
Replacement Site B, which is more tentative, is located 
about 200 feet north of the present location of the Depot. 
Both sites have been field reviewed by the staff of the 
State Historic Preservation Officer. Documentation that 
both replacement sites are free of cultural resources is 
shown in Appendix F. 

Replacement Site A is a vacant triangular parcel located 
in a larger triangular area at the inte,rsect1ons of Century 
Boulevard, Norton Avenue and Imperial Highway in the City 
of Lynwood, about 0.6 miles northeast or the preeent 
location of the Depot. The parcel ie about 10,000 square 
feet in area and is zoned for commercial use. 

Exhi bits 7 through 9 show facilities and land use (present 
and proposed future) in Lynwood. A photograph of Replace
ment Site A is shown in Exhibit 10. 

On Norton Avenue to the north of Replacement Site A is ~a 
poet World War II housing development. Commercia l estab
lishments, one-story in height, and parking lots are located 
along the southwest side of Century Boulevard and southeast 
side of Imperial Highway in the vicinity of the replacement 
site. 

Other tenants of the area on which Replacement Site A is 
located are Home Bank, a recently completed 2-story building, 
and a medical facility 1-story in height. The remainder of 
the area is used for parking. 

Several possible placements of the Depot on Replacement Site A 
have been studied. Staff of the State Historic Preservation 
Officer prefers an orientation that would preserve a maximum 
of the feeling 9f accessibility and visibility, which is a 
basic element in the design and present location of the 
building. 
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II. 

Replacement Site Bis located in the Lynwood Redevelopment 
Area immediately to the north of the present location of 
the Depot. 

The Redevelopment Project is in the preliminary arch1tectual 
design stage at this time (the bonds for the project were 
aold in late 1976). Work to date consists of tentative site 
plans and negotiations for possible tenants, however, there 
is no assurance that the present developer will consumate 
all of the negotiations necessary to implement the redevelop
ment project. 

A preliminary site plan with the Depot located in the Re
development Area is shown in Exhibit 11. 

An additional factor associated with Replacement Site B 
is the possib+lity of excess land and along Fernwood Avenue. 
It may be possible to assemble sufficient area for relocation 
of the Depot in the Redevelopment Area through land exchanges 
with the Redevelopment Agency, thus, the cost of replacement 
land acquisition would be reduced. 

Effects of Relocation on the Significance 
of the Lynwood Depot 

The Lynwood Pacific Electric Railway Depot was placed in the 
National Register of Historic Placee with three Areas of 
Significance: architecture, transportation and urban 
planning. Effects associated with the relocation process 
itself are discussed in Section A. Effects particular of 
Replacement Sites A or Bare discussed in Sections Band C, 
respectively, a Summary follows in Section D. 

A. Effects of Relocation 

One of the greatest deterrents to maintenance of the 
architectural integrity of the Lynwood Depot is 
vacancy. The Preservation Plan requires the assign
ment of a suitable tenant and adaptive use for the 
building. Though some modification of the interior 
would be necessary, the exterior would not be 
unfavorably altered. This requirement would be a 
stipulation in the transfer agreement between the 
California Department of Transportation and the City 
of Lynwood. 

The Lynwood Depot is located next to the Southern 
Pacific Transportation Company railroad tracks. Even 
though this Company no longer operates regular service 
(either passenger or fre i ght) on this line a strong 
physical association with the rail mode of transit remains 
as ls shown in Exhibit 12. This association would be 
broken by relocation. 

2 



In the Area of urban plann i ng, the· City of Lynwood would 
become owner of the Relocation Site and the Lynwood 
Depot structure, thus, the association of the Depot with 
the growth and development of the City would be continued. 
This association would further be strengthened if the 
Lynwood Chamber of Commerce were to become the new 
tenant of the structure. 

B. Effects of Relocation to Replacement Site A 

In the Area of architecture relocation to Replacement 
Site A would somewhat impair the sense of accessibility 
which structure exhibits at its present location. Part 
of this would be due to the placement of a rectangular 
structure on a triangular site, and part would be due 
to the proximity of the parking lot to the structure . 

In the area of transportation a new transportation 
association would be established. The SQuthern Cali
fornia Rapid Transit District ( eventual succese_or to 
the Pacific Electric Railway passenger service) operates 
several bus lines which stop at or layover near Replace
ment Site A. Even though the SCRTD would not use the 
structure for a passenger service, a transportation 
association, however frail, would exist. 

In the Area of urban planning, relocation to Replacement 
Site A would place the Lynwood Depot beyond the original 
City boundaries established in 1921 in an area that wa8 
acquired later by annexation. 

C. Effe.cts of Reloca t:Lon to Replacement Site B 

In the Area of architecture, relocation of Lynwood Depot 
to the Redevelopment Area would preserve the sense of 
accessibility which the structure now possesses because 
there would be no more dominant structures ,in the 
immediate vicinity as the Depot would be located near 
the edge of a large parking lot. This plan is tentative, 
however. 

In the Area of transportation the Depot would be close 
to the facility which displaced it-. 

In the Area of urban planning the Lynwood Depot would be 
located less than 200 feet from its original site and 
within the original city limits. 

D . Summary 

The Staff of the State Historic Preservation Officer 
prefers relocation to Replacement Site B1 for the reason 
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Appendix (Abbreviated) 

Following are selected letters which were appended to the 
original case report which provide necessary documentation. 

Appendix B - Documentation or Zone or Environmental Impact 
S.H.P.D. - Letter of June 13, 1975 

Appendix C - Documentation of Adverse Effect 
H.P.C. - Letter of July 21, 1976 

Appendix D - Documentation of Initial Consultation 
Meeting and Pertinent Correspondence 
A.G.H.P. - Letter of January 17, 1975 
Homme - Letter or June 9, 1976 

Appendix E - State Historic Preservation Officers 
Views on Relocation of Depot 
S.H.P.O. - Letter or October 19, 1976 
S.H.P.O. - Letter or December 22, 1976 



that impacts to the National Register significance 
of the building would be less. Economic considerations 
favor Replacement Site B. The potential for damage 
during the move is lower for Replacement Site B. There 
are more options open for proper siting or the Depot 
on Replacement Site B. 

Documentary preservation would be used only if all effort 
at physical preservation of the building fail. Docu
mentary preservation would consist of an architectural 
survey as per Historic American Buildings Survey require
ments. 
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Mr. Ot1or L. Ho!'lllle, Division Engineer 
Federal Ei glu,rny Admnis tration 
Post Office Box 1915 
Sacracento, California 95909 

Attention Mr. Duane Lewis 

Dear Mr. Homme: 

June 13, 1975 

I 

The California Department of Transportation has forwarded a copy of thair 
letter ·conce rning a project in Los A.,.geles County, described as 07-LA-105, · 
proposed £1 Se~umio-Non:alk freeway. In the letter they have maLerials 
.clat!n£ to ::~~z eligibility of three properties for the N.:tio~l Reiister 
of Historic Places. 

These properties are a recreation building on W~~ht Road, a house on 
Louise !.VQ:l':.:., and the Downey Ceir.etery. My sta.ff has con~ulted "1'ith '.'-'!!". ~.e-,-1is 
of you.:- staff on the possible eligibility of these propert.ic;;, a.."ld believe 
that a dct~rntnation that these properties are outside of th~ area cf potential 
enviroamcn t:.?. l i rr.'? act would be appropriate. We antici?ate continued coopen,t:ion 
from · the Advisory CO\mcil procedures· on the matter of the Lynwood Pacific 
Electric De pot, but believe the three above-listed structcres tiay be treated 
separately. 

A-5/3 

Sincerely, : 

,t-/... .A<_ t--flf t.(.L .. J..9-,,. 
Herbert Rhodes 
State Historic Pre~ervation Officer 



~TATE Of CAll,OIPNIA- lf!,()UICU AGENCY 

OFFICE OF HISTORIC PRESERVATION 
nEPARTMENT Of PARKS ANO RECREAflON 

ST OfflCE IOX 2390 

..ACUMfNTO, C>J.IFOIINIA 9,-11 
(916)4'5-I006 

Jlll.7 21, 19 76 

Mr. 0.aar L. H~ 
M-rt..1oa Ad■1o1•~rator 
hderal 111&,bvay AdaiPUU"atiao 
la&J,Olk 9 
C&li.loro.i.a 01 Tia 1oa 
•• o. lox 191S 
Su.r...uo, Califom.i.a 9S809 

J)ur Nr. 8-1 

fOMUN0 0 . IROWN Jlt., Gov 

Ve ha..,. rece1Tecl you pr&U.a1Ml'T. cue l'eport and propoeal du&ribin& tb• 
Jropoaed pruenation pl.a.n. for tlle Lya,,ood R.ailroad Depot 1A Loa Aa~J.m• 
Couaty. Wa coacur vith your tindill8 th•t ~• propoaed ''I" lOS Hi&,bvay 
u ... uvay will adwnely afiect th• L,-,ood ~lroad Depoe. 

' 
C.rreu plaa outliDeAI for the future of the •t.atiou. which 1a lietad oa th• 
lational R.eg.1.atar of liiator1c· Placu. are not autficiantly complete to provide 
adequate aiti&ad.011 of the adverae effe.ct of tii• project ulkJn tbia property . 
la ordel' '° cuaply with Pruiueot '• Advbory Council procecur.• .36 CFR, 800 • 
it will be na~Hry for cilia office to rece1ft coaaplet• and final iaforaat1011 
h&,ardin1 th• relocation of the etatioa. it• futura uae, &Ad ita rahaoilitat1oA. 
nae •tructure abovld be ~v•d end r .. tored befora tna project procaede 1a ordel' 
to uaura •1o1aa1 &d-..r•• 'effect• ~o Cha ■tructure. 

M ve are couc.rued no.at ll&iAt&J.lling, aa much aa ?O■•iltla, the architectural. 
1111d hiatoric iataarity of the Lym,ood etatioa and coaplyiq with federal 
hl\&latiou repnlinl :iatiOG&l jiag.i4ter pros-rty, we look forward co race1Y1.q 
tM r•«1\lincl iuon.tioD. 

Aoule you reqdn aa, further iaforaatiC111 ar .. ■utanc:e, plaaae do aoc be■1t.ate , 
t.e c.oauat Paw.a Bogboaiaa of thia oUice. 

lialuel:,, 

Original Signed bJ 
Dr. Knox llellon 

Dr. Ina Nelloa 
lliatoric PraNnatioa Ceordinator 

1,-Ja/2 

HI Mr. Louie Wall 
Pr.atdaat' ■ &dnaory Council OD 

lliatertc PnNnaUoe 
,. o. aoz 2.soa, 
....... Colorado 82005 

Hr. DuaDe Priu 
~tallrac:h 
Departa■at of truaporutioa 
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AdviD rv Cot.:ncil 
On H is:·0 :-:c Prc<;erv:icion 
-1 <.., : 1.: ' cr""p ''-: \\'- 5'...l i tc .1 jO 

) ~- '""..; ........ ., . . . 
W:.ltungton D.C. 20005 

b-. Omar L • H v mmC! 
Division Engine~r, Califorr.ia Division 
Federal Righ~ay A~:iinistra:ion 
U.S. Dep3rt:nent of Transportation 
P. O. Box 1915 . 
Sacra.J:!ento. California 95801 

Dear Mr. Homme: 

.. 

. .. 

This is in response to your requ4st of December 31, 1974 for coc::::ents on 
the draft enviror.=ental statecent (DES) for the proposed Routes l ax:.d I-10S 
(!l Segu.r:do-Norw~lk) Freeway, California. The Aavisocy Ccur.cil has revieYed 
the DES and notes that this u..,ciertakir.g ~-ill affect t he L,~ood Pacific 
Electric Rail~ay De?ot, a property incluc.ed i:i the ~ati:mal Regis·tar of 
Historic Places and may ~ffect ot~er cultural resources vhos~ eligibility · 

I • 
for inclusion in the National Register has not ~et bee:i deter-....ined. . ... 

. I1. sedition, the C=luncil also nodes that the Federal Eighway Administration 
(.Fm.TA) is avare of its responsibifities pu=sua~t to Sectio-:i 106 of the . 
Natio.1.1.l fistoric ?reservatio.i Act of 1966 and the pro·.r:.sions of E:xecut:ive 
Order 11593, "P.:-otecticn ar..:! Eoh.a..,c~ec.t of the Cultural E:.vi:-oo.i::ent, 11 of 
May 13, 1971 mth respect to fr.is ur.certaking and ~a.ccordir.gly is. pr-ep,ar-£ng 
:a prelirri.nsry ease repo,~ pu=suant to Section 8G0.4(:) of the "Procedures 
for the Protection of Historic .a:id Cultu=al Properties" (36 C.F.R. Part 800). 

In order to expe~ite the ~o=pliance process, t~e preli=.:.~ary csse report, 
acccr.::p<mying the ::r:-7A' s :reqt..est for Counc.il co=ents, should contain the 
follo~-ing info~tio~: 

1. ·~·~opy of the Sec~etacy oft~; Icterior's op:L--:.:.on cor.cer:iic.g the 
eligibility for inclusion i r:. the ~atio.:2.l Re;ister of the ooc-Natiooa.l 
~gis~eF properties ;ide-:itifi~d or:. p.1ges 5-50 and 5-51 of the DES; 

. . 

2 • . · a general desr.ripticn of the proposed uIJ.Certaking .-ith explanatory 
graphic material; 

3. 1 a description of the propert.ies· i::..cli.:ce::i 1:i or eligi::,le fer inclu
Eion in the Natic~al Registe= to be ?f:ec:cc by the uncertak.ing, iden
tifying :~c s_:.gnificar.t fe..arure:s ··of the properties; 

.. , 
4. an e-.raluation of tte effec: oft~~ ~de=taki.:lg ~?on the pro?erties 
~i:..cluded i.e. or elisible for i~i:l!.ls i on i:c. t he !:atio~al Register; 

. ~--: .. 

Tbr Co r; 11L·i! i1 .. ,, in.l.·_.,,.~lci: / 1.r.i! e,f 1/,.. E w ~11li, r f,,3,,r•i ·o·/ iht F.-1,..,J! GaL t r •: t!'" f' •t l . ~:r; ,·.f h · tl.te A rt of 
(" ... , ., . , ... ,,.., ,. ,., _ , ., . . 
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5. · an ou:11:i~ of c.2.;sur .es t'"";._en ~n cor-.s :'. c,, :.-i~ g the. u:-.:fort.1kin;' s 
effect 1...':')o:i c~e ;:ro;er:ies i:-.clu:e:! ia or e:.:..;ii:le for 1cc1usion 1:i 
the Nacion.al Regi~ter, including: 

a. an eA~=ession of the vie~s Qf the State E.is t oric Prese~
tioti Officer• 

b. an indication of th~ support or O?position of units of 
. gove~ent, as ~ell as public and privAte _abc~cies and organi

zations, 

c. a review of alternatives .hich would avoid any advers& 
effects, and 

d. a review of alte~tives Yh!ch ~ould mitigate any. adverse 
effects. 

Until the requ.irem~uts of Section 106 and Executive Order 11.593 are met, 
' the Council consicie-rs the DES to be incc-=.:;,lete i:i. i ts treat!:!ent of histori
cal, arc~eological, architectural a~j cultural resources. To re~edy this 
deficiency, the Council w-111 prcrn.ce substantive co-c:::.ents on the t.::ider
:cak.i!lg' s effect. on the previously -::e.::.:ioned c:ul~ural resources thro_ugh the 
cocpliance process. 

Should you have questions or require any addi~ional !.n:or--_.atiO!l., please· 
·· ' contact Michael ~- Eure::..a:i of the .\-:visory Cour.c:.l staff at P. O. Box 

2.5085, Denver, Cold·racio 80225, telepno;.e nu:::..ber (~03) 2J~-4946 .. . . .. . . . . 
> 

You1r .continued assistance and co·op~ration are app=eciated. 

snr•ly yours, C 
a:.~~!~?!a~: Sf. ~ 
Director, Office of Review 

and C~pllanc~ 

. --
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DT. Knox Hellon. Jr. 

CAL 1FOi~\ i :\ DIVISION 
P. O. :t:~x 1915 

Sacramento, California 95809 

Historic Preservation Coordinntor 
Dept of Parks and tecre.atiou 
P.O. Box 2390 
Sncramento, California 95814 

Dear Dr. Mellon: 

June 9 • 1976 

Lyn-.. -ood P3. Static·'!\ 

The proposed Interstate Rou:e 1-105 freeway-transitway will 3ffect the 
Lynwood Rni ~road I:iepo~ which is n llational Register- building. \.Je ore 
scndine a copy of our Preliminary Case Report and a ~roposal describing 
the proposed preservation plan for the L)'ml~Od Railroad Depot for your 
review. ':'he proposal is cr,,ccted to be used as the basis for a memoran• 
dwn of Agree~ent, Section 800.5~ of the Federal Register. 

The preservation plan provides for moving the depot to another locatiOG 
and the propos~l contains an analysia sbQWiDg there is no potential 
property in the relocation area. 

We have revie~, .. ed the effect of the freeway-transit"1ay on the Lynwood 
Station and "'e consider this effect to be adverse. He .request your 
concurrence for this finding. In addition~ we request your revic~ of 
the proposal for preservation and coameuta ou or concurrence .with tbe _ 
proposed mitiga.tion. · · 

·1· 

Consideriug the coatinuoua coordination which has ta.ken place between 
our two respective staffs, o~r ?rior contact ~ith th~ Advisory Council. 
plus the c.:1ny public hc~rings held on the proposec freC"~a y aligna:.e~t. 
ve c:!o noc believe that there is any need for addition.a l on-site inspec• 
tions or public ~ee~ings purscant to the Council's procedures. Your 
concurrence in thi3 finding is also reque~ted • . 

We would like to meet vith you as soon as you have bad . th• oppo=cunity 
to review tbia sab!llittal. 

cc: 

Sinc~rely youT■, 

YIJUJAM R. ~ 
For 
Omar L. Bca:me 
Division Ac:::ioiat:ator 

Caltrau. Sacrcien:o - Atte.ition: ¥.r. James a. GordOD 
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UPAfHMENT OF v:...~ ,~ ;...~.() r<cGEATION 
l'OST OFFICE &OX 2J't) 

UCIIAMENTO. CAllfORNIA 9Sll 1 

( 916) 445-&006 

October 19, 1976 

Hr. Dan Goble, P.E. 
Senior Engineer 
Project Development 
State of California 
Depart~ent of Iransportatiou 
Di.strict 7 
120 s. Spring Street 
Los Angeles, CA 90012 

Dear Mr. Goble: 

==--= 

Hy staff appreciated the opportunity to ~et with you on October l, 1976 to 
discuss the relocation of the Lyn-wood De~ot, a ~ational Register property, 
and to inspect the proposed alternative sites for relocation. 

It would appear that relocation of the Depot would be the preferred solution 
for its preservation in view of the pr<r,>osed freeway project and either the 
ruultant <le:r.olition or poterltial isolation of the Depot· from public access. 
One 'site under consideration for the Depot's relocation is located at Norton 
and Century Boulevards. The site appears to be a feasible one. However, 
placement of the building on the lot would all0",,7 rather ~..:ini~~l side and 
front &it backs for plantin;, access, etc. Available parking would also 
appear to be rather mir.~.il. Additiocally~ the orhinaJ. associations with 
transportation , .• ould be :zreatly c.ecreased. -:he thorou~:u:are aajacent to the 
lot would cor-prise its only association "'1th transportation. 

Another site only recently sug~ested was discussed at the October l meeting, 
although its avail.apility has not yet been co.::pletely determined. This site 
1a located directly across the street frow t he De?ot in its current location 
in a redevelopment area located at St~te Street, Lon~ aeach Boulevard, the 
proposed Cent~ry Free~ay ri~hc-of-Jay (Fern~-ood) and the Imperial Hi~h~ay. 
This latter site would appear to be a m9re desirabl~ relocation site for the 
Depot: the site is directly across t he street from the Deoot on its ori~in.al 
•ite. coving it to this locatio~ .oulci not only be less expensive out less 
detrimental to the buil~inz ; the Deoot ~-ould retain its historic association 
with the s ite of the Pacific :lcctric ?..ailroad a."ld trans-portation r.iuch t:lOre 
clo&ely; and the lot unon 'l.mich it •..rould be placed appears to oe large enou~h 
to allov ac:iple planting and good siting .-i.th respect to parking and landscaping. 

Inas~uch as it \JOUld 
building , ~e su~2est 
be furtier expl~red. 

a pr,ear that the second site i:-.av be more suitable for the 
t : ,at the ?O s .;; fo ility of relocatim: the ueoot to t hat site 

~e .-ou1Q also suggest that the Cha;nber of Comrierce be 

• •no, I 
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Mr. Dan Goble. P.E. -2- October 19 1 1976 

coatacted for comments regarding alternative site locations. The Chamber 
■hould also be asked to confirm as completely as is currently possible their 
intention of rehabilitation and future use of the uepot in its new location· • . 

We look forvard to your reply and the satisfactory resolution of this issue. 
thank you again for the opportunity to meet with you and to inspect the sites. 
The Depot is a handsome structure and 'CIOSt worthy of a.11 efforts to preserve 
it. We appreciate your assistance and cooperation in achieving that end. 

Sincerely, 

~ l}~i~w!' 
Dr. box Mellon 
Biatoric Preservation Coordinator 

s-211 

- - -- ----- - --- -- ---- -------- --
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OfrlCE OF ~ !STC"; IC F~:S:RVATJON 
D:?A~TM::NT OF P;..R <:5 Al'-u R~CR:ATION 
PC:.T Q ,F: .::E 6CX ,Jn 
~;.,: ?.,,_..._ENTO . CAllfO~NIA 93111 
: 9 16i US-0006 

December 22, 1976 

Mr. Omar L. HoClle 
Division ~cic.iuistrator 
Federal Highway Administration 
P. 0. Box 1915 
Sacramento, CA 95809 

Dear Mr. Hoana: 

Ec>MUND G SQC 'NN J~ , C o 

.. ,. 
~ , . ·. ,. I • _, , • 

I have received a copy of Mr. Jaces Gordon's letter of Novec::ber 29, 1976 suggast 
a plan of action for expediti~g the historic preservation clearance for the Lynwo 
Depot in the City of Lynwocd, Los Angeles County. 

As requested in Hr. Gordon's letter, c.y staff has ackno,;.,ledged that the proposed 
relocation of the Lynwood Depot represents an acceptable preservation plan as an I 
alternative to de~olition. ~~ staff further concurs that the Redevelopnent Area 
and the Century Boulevard - ~=orton Avenue locations are feasible relocation sites 
As the proposal to relocate the Ly11wood Depot would not destroy the architectural 
integrity of the structure, the depot would. continue to be worthy of National 
Registar 1esi;:,.ation. ~ry staff has also deteroined that the Redevelopcent Area 
represents t~e preferred site. 

The Office cf Historic Preser"Tation has also received an i~qui=Y fro~ ~.r. Dan 
Goble, District 7, Depart=ent of Tra:1sportaticn, requesting t:i.at th·:! State Hi.star 
Preser,;ation Officer select the most f'casible site plot:-plan suggested by Mr. 
Robert Andrew s~a=.. All eight alternative pl~t-pla~s "ere ~~vie~ed, a.ad my 
staff bas concluded that a variation of Sche~e No. 3 appears to be the oost feasi e 
proposal. The Office of Historic Preservation reco:::cends that Schet:ie ~:o. 3 be 
modified to e:~clude the Red Car and to realign the Depot by positionin3 the open ' 
end of the str-~cture tcwards the apex of the lot parcel. Enclosed is a Xerox 
copy of Sche.::e ~o. 3 with its modified Depot location. 
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Mr. Omar L. HOIIlIUe 
December 22, 1976 
Page - 2. 

Please do not hesitate to coatact Eugene Itogawa, (916) 322-2204, of this office 
should you require further assistance in this matter. 

Sincerely, 

~-Dr. Knox Mell.on 
Historic Preservation Coordinator 

P-1/1765 
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Memorandum of Agreement 

Lynwood Pacific Electric Railway Depot 
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Advisory Council on 
Historic Preservation· 
1522 K Street N.W. 
Washington, O.c.· 20005 

MEMORANDUM OF AGREEMENT 

WHEREAS, the Federal Highway Administration proposes to assist 
the California Department of Transportation with the construction 
of I-105, El Segundo-Norwalk Freeway; and, 

WHEREAS, the Federal Highway Administration, in consultation 
with the California State Historic Preservation Officer, ha• 
determined that this undertaking as proposed would have an adverse 
effect upon Lynwood Pacific Electric Railway Depot, a property 
included in the National Register of Riatoric Placea; and, 

WHEREAS, pursuant to Section 106 of t·he National Historic 
Preservation Act of 1966 (16 U.S.C. 470f, as amended, 90 Stat. 1320), 
the Federal Highway Administration has requested the comments of the 
Advisory Council on Historic Preservation; and, 

WHEREAS, the California State Historic Preservation Officer 
has reviewed the proposal to relocate the Lynwood Pacific Electric 
Railway Depot to either a parcel at the intersection of Century 
Boulevard and Norton Avenue in the City of Lynwood (Site A), or to 

I a parcel 200 feet north of th~ Depots present location (Site B) and 
finds them acceptable, but preferring the latter; and, 

WHEREAS, the City of Lynwood has agreed to accept ownership of 
the replacement site and the relocated structure which would be 
administered and maintained after relocation in a manner consistent 
with its status as a property included in the National Register of 
Historic Places; and, 

WHEREAS, the California State Historic Preservation Officer 
believes the Lynwood Pacific Electric Railway Depot should remain 
on the National Register of Historic Places after it has been 
relocated and will submit to the National Register of Historic 
Places appropriate documentation to substantiate that position 
within 90 daya after relocation, unless irreparable damage to the 
architectural integrity of the property occurs during relocation so 
that it no longer meets National Register criteria; and, 

WHEREAS, the California Department of Transportation for the 
Federal Highway Administration has performed archeological surveys 
to professional standards on the current site and the two sites 
considered for relocation and found no evidence of the existence 
of archeological material that might be eligible for inclusion in 
the National Register of Historic Places; and, 

The Cauncil is an independent unit of the- £, cc 11th e Branch of t he frdcriJ{ Cn1 ,·rnmcnt chargr,l by the Act of 
Orlnh,•r I S. ( 9(,h /OiJ,h•i <,' t h,· ('r,· ,i.!01 / .;11.IC,rn ·.•r,•,, ;,. //.,,: fi, ·/,! ,, f 1/ i, tu,i, · Pr,·,, ,, ._,,;,,,. 



Page 2 
Memorandum of Agreement 
Lynwood Pacific Electric Railway Station 
Federal Highway Ad!Jlinistration 

WHEREAS, pursuant to the procedures of the Advisory Council on 
Historic Preservation (36 C.F.R. Part 800), representatives of the 
Advisory Council on Historic Preservation, the Federal Highway 
Administration and the California State Historic Preservation Officer 
have consulted and reviewed the undertaking to consider feasible and 
prudent alternatives to avoid or satisfactorily mitigate the adverse 
effect; now, 

THEREFORE: 
It is mutually agreed that implesenution of the undertaking, 

in accordance with the follovin1 stipulations will satisfactorily 
mitigate any adver•• effect on the above-aentioned property. 

STIPULATIONS 

1. The Federal Bighvay Administration will arrange for the 
California Department of Transportation to have the 
necessary property interests in Site B vested in the 
City of Lynwood that will permit the relocation of the 
Lynwood Pacific Electric Railway Depot to that site, 
when the first construction authorization for the 
proposed I-105, El Segundo-Norwalk Freeway, is approved 
by the Federal Highway Administration; unless Site Bis 
no longer available for that purpose, in which case 
arrangements will be made to have the necessary property 
interests in Site A vested in the City of Lynwood to 
permit the relocation of the Depot to that site in 
accordance with the modified Scheme No. 3 site plan 
approved by the Califomia State Historic Preservation 
Officer staff December 22, 1976 (letter and modified 
Scheme No. 3 attached). 

2. If neither Site A nor Site B 1s available for the 
relocation of the Lynwood Pacific Electric Railway Depot 
when the first construction authorization for the proposed 
I-105, El Segundo-Norwalk Freeway is approved by the 
Federal Highway Administration, the Federal Highway 
Administration and the California Department of Transportation 
will consult with the City of Lynwood, the California State 
Historic Preservation Officer and the Advisory Council on 
Historic Preservation and make every reasonable effort to 
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Page 3 
Memorandum of Agreement 
Lynwood Pacific Electric Railway Station 
Federal Highway Administration 

3. 

4. 

s. 

find a mutually agreeable site for the relocation of the 
Depot; failing to find such a site the above-mentioned 
parties will consult to find a mutually agreeable 
alternative for mitigating the adverse effect of the 
freeway construction on the Depot. 

Prior to relocation of the Lynwood Pacific Electric 
Railway Depot the Federal Hi1hvay Administration will 
arrange for the recordation of the property to the 
standards established by the B1atoric American Buildings 
Survey, providing copi•• of auch documentation to the 
Historic American Building• Survey. the California State 
Historic Preaervatioe Officer aad th■ City of Lynwood. 

After the proi,erty ha• been properly documented to the 
Hiatoric American Buildings Survey standards the Federal 
Highway Administration will arrange with the California 
Department of Transportation for the professional 
relocation of the Lynwood Pacific Electric Railway Depot 
to either Site A, Site Bora site found mutually 
agreeable, if Sites A and Bare not available at that time. 

Within 30 days after the Lynwood Pacific Electric Railway 
Depot has been relocated the Federal Highway Administration 
will provide the California State Historic Preservation 
Officer any documentation he may require with respect to 
notifying the Keeper of the National Register of Historic 
Places and to support his justification for having the 
Depot remain on the National Register of Historic Places. 

¾/n(date) 

Federal ighway 
Department of Transportation 



Page 4 
Memorandum of Agreement 
Lynwood Pacific Electric Railway Station 
Federal Highway Administration 

APR 15 1977 

cJ-0.A L. .Jr: ~(k,(date) 
California State Historic Preservation 

Officer 

.~/3/71 
(date) 

{chat~ 
Advisory Couactl on Historic Pr•••rvation 
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Advisory Counci I on 
Y--fiscoric Preservation 
. .1!.2 K Street N.W 
Washington. D.C. 20005 

Dr. Knox Mellon 
Historic Preservation Coordinator 
Office of Historic Preservation 
Department of Parks and Recreation 
P.O. Box 2390 
Sacramento, California 95811 

Dear Dr. Mellon: 

The Memorandum of Agreement for the proposal to assist the California 
Department of Transportation with the construction of I-105, El Segundo
Norwalk Freeway, affecting the Lynwood Pacific Electric Railway Depot, 
in Lynwood, California, has been approved by the Chairman of the Council. 
This document constitutes the comments of the Council as required by 
Section 106 .of the National Historic Preservation Act (16 U.S . C. 470f 
as amended, 90 Stat. 1320) and completes the "Procedures for the 
Protection of Historic and Cultural Properties (36 C.F.R. Part 800). 
A copy of the Memorandum is enclosed. 

A copy of this Memorandum of Agreement should be included in any 
environmental assessment or statement prepared for this undertaking 
in compliance with the National Envi_ronmental Policy Act and should · 
be retained in your records as evidence of compliance with Sec tion 
106 of the National Historic Preservation Act of 1966. The Council 
appreciate your cooperat ion in reaching a s atisfactory solution 
Lo the issues raised in this matter. 

Sincerely yours, 

Robert M. Utley 
Deputy Executive Director 

Enclosure 

Tix Council 11 an ind,·pendrn t u11 i t of I/;" Excc ;1 th •e Drt111r h of tl,r ftJaal G oi ·n nment chargrd by t he Act of 
O ctober I 5, I 9(, G to a.I vise th,· PrniJcnt ,rnd Co,,grn i i11 t bc {,I'll uf /{ is forrc Preservation. 
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APPENDIX III 

CORRESPONDENCE DOCUMENTING COORDINATION 

1 • Lennox 

2. Inglewood Unified 

3. Southwest College 

4. Los Angeles City Unified 

. 5. Lynwood Unified 

6. Paramount Unified 

1. Downey Unified 

8. City of Downey 

9. L.A. County Dept. of Parks , Rec. 

10. Dept. of Education 

11 • Div. of Aeronautics 

9-4-75 

5-28-75 

8-22-75 

6-3-75 
7-26-76 

4-23-75 

4-23-75 

7-8-75 

12-15-75 

10-13-75 

7-15-74 

6-26-74 
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September •• 1975 

C. J. O'Connell, P. E. 
District Design Engineer 
State o! Cali!ornla Transportatlon Aaencr 
Department of Public Work• 
Division o! Highways, Di■trlct 7 
P. 0. Box 230-', Terminai Annez 
Loa .\ngelea, California 9005• 

Dear Mr. O'Connell, 

We have considered your recent request !or a determinalion o{ the local 
significance of the recreational use of Felton Intermediate School. 

_.__ 

The uaea of the achool grounds for recreation purposes have been reviewed. 
We ha.ve concluded lhat the Felton School i• not of local algnificance for 
recreational purpoaes. Mr. Ron Gagnon of Los Angeles County Parka and 
Recreation concur a in thia, · 

Recreational uses not a part of the ,chuol activities that take place here could 
be located at Lennox Pa.rk or at another district school. They are equally 
convenient in loca.tion size a.nd a c ce,sibility. The entire School Di&trict la 
only one and one-half •quare miles in area. It contains six public achoob 
within ita boundary as well as a centrally located County Park. 

In addition, the use of achool grounds for non-school-related activities la 
permhaive. It is our policy to make the grounds at all our achoola available 
on a permit baai■ , which can be restricted or denied, depending on circum
•t&ncea. 

Because_.the right-of-way negotiations with the State have not been finalized, 
this letter does not in any way affect our position in the negotiation■• 11r·' ,// . f , . ,~ /, / 

e,>_ (,c /ct.~.tS< 
k W. Colby, Ed. D, ., ) 
Superintendent c. 

•• 

•:.-; - : T (:{(/ :Ir~;:,~. Tif1~ ·t, ;;r,rc-
401 S. INGlEW00D AVE., INGLEW00D, CALIF. 90301 • (213) 673-3110 • 671-3751 

Mr. Donald W. Cross, P.E. 
Senior Engineer, Project Development 
Branch A 

May 28, 1975 

State Depertment of Trensportatlon, District 7 
120 South Spring Street 
Los Angeles, CA 90012 

Subject: Effect of Proposed Route 105 Freewey on the Recreational Use 
of James Kew School 

Daa r Mr. Cross: 

Your request of Aprl I 3, 1975, fore determination of locel s ignificance 
on the recreation use at Jemes Kew School hes been considered In consultetlon 
with the Parks and Recreation Department of the City of Inglewood. 

From the standpoint of recreation uses, not a part of regular school 
ectlvltlas, these school grounds era not considered locally s ignificant 
although there Is usage by some athletic groups. 

Adjacent t o James Kew School on the south Is the Imper ial VIi iage Park which 
Is used by the school as a playground for school activ ities and also as en 
open park. This school and park are located in e corner of the southern 
perimeter of the City of Ing lewood and ere bounded on the west side bye flood 
control channel. There fore, the access ibil lty to their serv ice area is 
rel~tlvely poor. In addit ion, the prox imity of another elementary school 
l~acts the arrount of usage at James Kew School. 

In responding to your letter, we understand that , because the right of way 
negotiations with the State have not been final ized, this letter wi II not 1n· 
any way affect our position in the negotiations. 

DWL:bc 

(s I nee rely, 

\J ~~--:.. tJ, L 
Dennis W, Lea 
Assistant Superintendent 
Business Services 

-
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Los Angeles Community Colleges 
Admini1lra.1i-.c Offices: 21◄0 Wcsl Olympic tioul~vard, &lite :HO. Los An&t!le5, Califorr, ·;1 90006 • (213) 380-6000 

Lulie Kollai0 Ch:incellor 

August 22, 1915 

Mr, C. J. O'Connell 
California Dept. or Transportation 
District 07 
120 South Spring Street 
Los Angeles, Ca.lifornia 90012 

Dear Sir: 

Your request of March 31, 1Q75 for a determination of local significance on the 
recreation use at Southvest College has been considered. 

We have reviewed the uses of the school grounds for r ecreation purposes, in con
sultation vith L. A. County Parks~ Recreation Department. From the standpoint 
of recreation uses not a part of r egular school progrBJDS, the school grounds a.re 
not considered locally significant. 

These recreational uses could be located at other neighboring schools and parks 
vhich are similar in size and accessibility. Also, the use of the school 
grounds for non-school related activities is pe:r!llissive. The school grounds are 
made available on a permit basis, but the use can be restricted or denied, de
pending on circumstances. 

Because the right of vay negotiations vith the State have r.ot been completed, this 
letter does not in apY vey affect our position in the negotiations . 

Sincerely, 

·" l !-. . jvtf ½-. .;<:/4.'//~v' 
w. W. Shannon 
School Facilities Planner 
Placning & Construction 

cc: Dr. Turner 
Or. G~ea 

EA.ST LOS A~GELES • LOS ASGELZS CITY HARBOR • IUSSl0:-.1 • PIERCE • SOUTHWEST • TRADE·TECHNJCAL • VAL.LEY • WEST LOS ANGELES 

- - - - - - - - - -

Los Angeles City Unified School District 
---~ ~ ,OHJ<STOII _.. .... ._ Schoo! Building Planning Dl Yiaicci 

IU.M'T I IA.U'tfDI -..... 
10s ns 

JUAe J, 1975 

C, J, O'Connell, P,t, 
Chief, Project Developunt 
llr-cb A . 

Oepartmenc of Tranaportation 
Box 2304 
Lo• Anaelc,, Califorut. 9.0051 

o .. r Hr. O'Connlll: 

Your letter of May 19, 1975 reque1trd a determination on our p1rt 
of the "•ocal d&nificmce"of the rccrcat!.on uae at Ritter Eleun• 
tacy School, 

re trrenc'! to 
althouah tbil 
recreat ional 

We are encloaing • memo from Mr. Cordon Tri&g vith 
tbi1 aubject. I n addi tion , it ia our fee l ing that 
•ice is currently used ior after ■ chool and aulll:!lrr 
proarama, the adjacent Crape Street and Weia.and 
1cbool1 cm adequately provide Chia ••rvice, Avenue £lem1ntuy 

Dl:•c 

lncloaura 

----

l:nicr, • 1-............ .._, IMA.o,IN, c.iu.- lWIJNOAD0111N • , .. - . i... ..... , ... Cel~. IIICII • T,, ...... 11111 ... 11111 

- - - - - - - - -
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INTER-OFFICE CORRESPONDENCE 

Los ANc1t1.u CITY Saioou 

- - -

TO: Ray 0.1ens, Coordinator 
Hap and Boundary Sect1011 

D;ate March 12, 1975 

FROM: Gordon P. Trigg, Administrator 
Student AuxiJlary Services Branc;h 

SUBJECT: RECREATIOtlAL PROGRAM AT RITTER ELEMEHTAR'f SCHOOL 

w 

Ritter Elementary School has been used for recreational . programs to 
serve young children under the guidance of the Youth Services Section. 
Traditionally the playground is oper. ~londay throu9h Friday from 3 t.o 
5 p.m. during the school year , During the su111ner months, a r~crea
tional program fs provided for an eight-week period, Monday through 
Friday fr0111 12 noon to 5 p.■ • · 

Due to its location and the size of the school, there is a mfnfllllm 
particf~ation by the elementary school children. Ho~iever there exist 
fn the iavnediate conrnunity few recreational sites for young children 
or the conm.inft,y. 

Please contact this office ff you desire additional fnfonnat1on abou~ 
the program at Ritter. 

GPT:bl 

- - - - - - - - .. 

Los Angeles City Unified School District 
WIWAW J. JOHNSTOH 

&~1a1a..... 
School Building Planning Oivwoa HARftY I IAUNDaa 

0.rKtw ....... ......... _ 
July 2'6, 1976 

Mr , S. L. Elicka, P.!. 
Chief , Pro j ect Development 
Branch A 
Department of Transportation 
P. O. Box .2304 
Los Angeles, Ca. 90051 

Dear Mr. Eliclu : 

In reference to our previous letters r egarding the "local s ignifi c ance" 
of the recreational use of Ri t ter Elementary School , I pr ovide the 
following after r eviewing t he freeway pr oposal wi th CoWlty ParkB and 
Recr eation DepartJDent and our Youth Services Branch: 

l . Ritter Elementary School does not now play a signif i cant recreational 
role in ~he coamunity. 

2 , The Los Ange les County does not participate in the recreational 
program at Ritter Elementary School . They operate Will Roger■ 
Park which i s a regional f aci lity and accommodates the Ritter 
Community a s well as ot her aurroundina area. 

3. The Ritter Elementary recr e ational program is marginal and if 
the revenue base f or the school discr i ct' s Youth Services and 
Recreation Program is r educed, we anticipate c losing the re
cr eational progr-. 

I t is the collective opinion of the School District and t he Los Angele• 
Oounty Parks and Recre ation Department t hat the Ritter progran i s not 
significant to t he coamrunity whose recreational needs are 1erved a~ 
major parks and other schools i n the immediate area. 

~nce;,iy, . / 

~.--,,✓J ~ _,<,L ,~ 

HARRY B /2A~ERS 
Director 

HBS:arc 

c : Gordon Trigg 

Of"'1CD • 1421 lo.lib a. P-.clro atr-1, W11 J.av•lM. Cold. - IUJUHQ ADCREII • a- Z211. 1.- .\Aq~. CalU. ~ I • Te l• ph- . {%U ) ....... 

625-5476 



l. YNWOOD UNIFIED SCHOOL DISTRICT ► 
11 ):11 ~J..AlA 

LYNWOOO C A Lll'OflNIA .11 •. ,,., 
UT. ae1 

-

. E>I(' tiTflUM W LOUTltot•OCK. I U"IIOnll:NCt"fT Of' ~ ... 
LOUI i A . THOMP90N 
..... ,.,,_,.,. •u11>11•1wTCMODff 

•u••-u• • ....,,_ 

April 23, 1975 

State Of California - Business And Transportation Agency 
DEPARTHENT OF TRANSPORTATION 
District 7 
P. O. Box 23O~, 
Los Angeles, California 90051 

Attention : Hr . C. J, O'Connell, P,E, 

Gentlemen: 

Chief, Project Development 
Branch A 

Your request of Harch 11, 1975 for a determination of signifi
cance on the recreation use at the Will Rogers Elementary School 
has been considered, 

The use of pl•yground area at the school for recreation purposes 
serves the easterly portion of Lynwood. Its !I.~ is somewhat 
limited since It Is at the extreme easterly end of the City and 
abuts the Long Beach Freeway. 

While It does provide an area for recreati on, the fact that Its 
use ls somewhat limited by Its location, and considering that 
Ha~ Park ls only a few blocks away , we do not feel that Its use 
could be considered significant to the local area's recreational 
progra,n. 

This determination was made In consultation with Hr. Donald 
Snavely, Director of Lynwood's Recreation and Parks Department. 

Very truly, 

~ p{ /;(n(P~vi-
~~~::t:~tT~:;::~~tendent 1 

Business Services 

LAT/dg 

c.c. Hr. Donald Snavely, Director Recreation and Parks Dept. 
Hr. Arol Burns, Real Estate Consultant 

- - - - - - - -

DPramount Unifisd School District 

al>A&D or IJ>CCATlml 

WU. UNU. lnLLYA&D -)0- It.~ TANtlCSU r.,...._, 
ML IUIJ.umf W. DClllllMOGU ·WLT.1.-o.PCrlUMCII .-. 
.... ._.. ...... ·-
ADMUQln.tnoM 

,~00.eu.rnJI.U. U. o..w,...,..,,.,... 
'"_, • .,"-J 

U.OtU.1.D IAC:0., U.U. J....,_,.,..,..,....,_ -....... AC~ &. ..... MPNOfP, .,,.....,...............,_ 
._.a.....,, 

ao,,;-u,;tt a. u,i:a. u u. 
Ofta.,",---, 

PMIUP L I MA111L U. D. ·-"~'"-

u110 California Avenue • Paramount, California 80723 

213 • UD-3131 213 • 631 .. 311 

April 23, 1975 

Mr. C. J. O'Connell, P. !. 
Chief, Project Devc lop"1€nt - Branch A 
Departi;ient of Transportation - District 7 
P. O. Box 2304 
Los Angeles, California 90051 

Dear i-lr. O'Connell : 

Reference is made to your 1 et t er of '.lar ch 11 , 1975 - 07-LA-105 EIS, 
07221 - 040601 - regarding the significance of recreation uses of 
the Grove and Roosevelt Elementary Schools. 

:.re have revie~1ed the use of the sc~ool grounds for non-school-rel ated 
co:'1111un1ty recreati onal purposes with the City of ParaS1ount and have 
concluded that the State ' s acquisition of qoos evelt and Grov e Schools 
nill cause no significant change in this progran. !Jf the 271 appli
cations for the use of el even elementary and seconda ry schools in 
the District for the 1974- 1975 sc,1001 year, less than 10 11ere in any 
way cor.cerned •iith Roosevelt and Grove Schools. Ba sed on this and 
other conditi ons w~ich we have oliserv~d. \ ie feel safe in statin(J 
that substantially less than~ perc~nt of the overall non-school 
recreational prograris using sci1ool facilities are in any 1iay involved 
with t hese two schools. 

Since the use of school grounds for non-sc~ool-related activities is 
penn1ssive and at all times s~t ject t o the hi gher priority use of the 
faciliti~s for school activities, it is frequently necessary for t he 
non-school- rela ted activities to rotate bet<:1een several different 
school fac i lities to ta ke advantage of space available at any given 
time. This is a nomal and necessary aspect of such activities as 
conducted in t he Paramount Unified School Jistrict. 

fie therefore do not consider t he recreational use of these two 
particular schools to be significant in the area ' s overall recreation 
program. 

PGC : rb 

- - - - - - - - - -



- - - - - - - - -
DOWNEY UNIFIED SCHOOL DISTRICT 

1974-75 BOARD OF EDUCATION 

Robert G. Cormack. ""6dlnt 

11627 8 rook,hire A.venue 
Downty, C.litornia m41 

1213) 92~711 1213) 77:J-2812 ,,~:f\(D ~ 
0 \\II/ 'if 0. Clayton M1vts, Vica Preudln1 

Roben R. Pilling. a.rte '-t.lUE~--.. AL GOS 
w - • ~-Mr1. Grtct E. Horney, Memblr 

Mrl. Betty L Kil p1trick. Mamblr 
G,enn Liucher, Memblr 

~ ~ --
l~~.{po,in'tendo l_ 

John T. ShH. Mo,,,._ July 8, 1975 

UI 

Mr • Dan Goble 
California Department of Transportatioa 
District 07 
120 South Spring Street 
Los Angeles, California 90012 

Dear Da.n: 

In regard t o the recreation at Ward Elementary School, there a.re 
· three other facilities which provide for recreation, all withi.4 
about six blocks of the l{ard School. These are Brookshire Park, 
Golden Park and South Middle School. Since the parks are avail
able on a full-time basis, these facilities provide the same or 
b_etter opi:,ortunitie& for recreation. 

From the standpoint that the recreation activi ties at t~ard could be 
accommodated at these other locations, which would serve the neip
bor hood equally well, we would not consider t he \~ard school to be 
vital in the area's recreational programs. Therefore, the Ward 
school woold not be considered a significant recreational facility. 

Mr. James Ruth, former director of Downey Parks and Recreatioo 
Department, was consulted and concurred in this opinion. 

Sfocerely, ~ 

~'-l'..._:,,~,nc~_,~ ' --.__..___ 
'/ . 

Lawrence E. Zowa 
Recreation Depar n 

- - -
.... __ ...., 
JOSll'H • . 011 •. o .. 1To ···-DONALD H. WINTON 
M•Y•• ---

HAZIL H. SCOTTO 
IIIIIICMAllll0 M . .IIHHINO,S 

WILLIAM L. 0,.CaNI 

- - - -
City of Downey 

UZI IICQNO IT•IIT 
OOWH~Y. CALl,.OIIN IA toi•t 

IIAIL ADOIIIUt: ~-0, IOX N'J 

"December 15, 1975 

Mr. S. L. Elicks, P, E. 
· Chief, i'roj ect Development, Brllllch A 
Departnlent of Transportation 

-

P. 0. Box 2'.l04 07-LA-l0UJS_ 

- -
CHAflL.ES W. THOM"9,0a •rTT•--·· 00NAL0 a. iilOIISON ·····-···- .... __ _ 
IIIOIU\T l.. IHANO -·------ .. ···--CITV HALL. 

Nl4MI 

Lo• .AJ:igeles, Ca. 90051 X 07-LA-105 (040681) 

Dear Mr. Elicia: 

We have. cons idered the recreational 
•ipificance of the p!A yground s i te at the E. W. Ward 
Elementary School. This matter was reviewed by the 
appropriate City agencies with the result that the lite in 
question is not cons idered to be vital to the recreational 
program of the City. 

Therefore, the s i te is not considered 
•i&nificant fro= a recreational standpoint as it is now 
con.atituted. 

The results of this review are !orwa1 
in reply to Section 4(£). 

tzn 

Very sincerely yours, 

~

·.·...-:•,, .-/' 
~ ~~/'-f:~ 

LES W .-'THOMPSON 
CITY MANAGER 



COUNTY OF LOS ANGELES I DEPARTMENT OF PARKS AND RECREATION 

J SS w.,, Woa:hin9ton Sou l eva,d • Room 1100 
Loa An90I01, Co/;lorn;o 9001S • (213) 749-69'1 
S■ymovr Greben ....... • •..•• •. .. . .. •. Director 

~ 
. 

. . 
, 

COMMISSION MEMBEl?S, Ve,non Foy. 0.-, l'olricio Ool-. Glono - • A/1,en L-•• Chui., ll'oahinglOn 
DISTRICT HEADQUARTERS 
aecreation District 2-B 
360 West El Segundo Boulevard 
Los .Angeles, California 90061 

a, 

-

October 13, 19?5 

nr. Sidney Elicu 
California Department 
or Transportation 
District O? 
120 South Spring Street 
Los .Angeles, California 90012 

Attention: nr. Don Crose 

Dear Mr. Elicu: 

Concerning our recent discussions on the ef!ect o! the proposed 
Boute 105 Frteway-Transit.-ay on the recreational facilities used 
by the public in the Lennox area of Los A.ngeles County, we have 
the following comments: 

1. Ve consider the use o! the recreational facilities as 
Larch Elementary School and at Lennox High School by 
the public, that is, not as a part of regular school 
,etivities, to be locally significant. 

2. The proposed new school site !or Larch Elementary 
School appears to provide superior facilities to 
those that presently exist. In addition, the poss
ibility exists that the excess portion of the old 
school site could be utilized as a mini-park site. 

3. The proposed r eplacement property f or Lennox High 
School, or any similar plan ~reed upon bet.-een 
Caltrans and the School District which provides 
for suitable relocation of the affected recreational 
facilities appears to provide facilities equal to 
those that presently exist. 

- - - - - - - -
' 

- -

Mr. Sidney Elicu 
October 13, 19?5 
Page Two 

We consider the mitigation me asures proposed to be adequate to 
maintain the recreational resources of the Lennox area at a 
state at least equal, if not superior, to their present state. 

If I can be o! any more assistance, please let me mow. 

Very t:ruly youre, 
Se:vmour Greben, Director 
DEPARTMENT OF PARKS AN1l RECRE.lTIOB 

BY _,g.~_Ll-;;0~ 
Ronald L. Gagnon 
Dis trict Recreation Director 
Recreation District 2-B 

Rm:clf 

- - - - - - - -
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.JU!: 2 o :S74 

Los Ar.i,elcs, Caiifomic. 90012 

'-- , 0t:>A!tTM:N, c; T~-\NS?O!tT/lTION 
8'fflM>• et A•,..••Vlio 

s.l,jed, Relocation of the larch School - Lennox Sd:ool Di&trict 
Los Mieles County 

The Oivis :o.: ot .!..eror:autic s- :1.1s com;)le~ed i!s ev:a!ac.tion o!' !..~~ ;>roF,osed sites, 
and has the to~~owin3 commeuts to offer: 

!. Arry site in the existir.g lenr.ox Schoo! District ....-ou!d i:e su!,jcc t to noi•• 
Intrusion by :iircrai1: operations at ;.as .¼16e les ln: er:1.1t ional Airport. , ,,. 

2. Due to the tyre or operations conducted .lt Los A.-:£cles lnte m .itional 
Airport, the ex?(>surc t.l ain:ra/1 ac c:iccnt ha.2ard i~ g:-eatest <i irecuy 
under C1e appro.;.ci1/ceparturc courses. 

Considerin,; ~:1cse factors, and the results ot" on-site inspec tior.s and meet:n&s, the 
Divis.ion o~ Aeron .::i.utic~• recommendations are: 

Playaro'1nd: Altern.itivc site SA is U-,e most desirable. 

School Si t ~: Relo::ation site lb is the most c!esir;,::le cr.d ;s least exposed to 
aircran acciden: i .1z.lrc. The site is p resent!y r:oa.·;;i r • .;l ·.,·r.en i,sina the 
definition~ o:· com:·.a ti!, !e :and use rel.l::ve :a- ti:e :J<!'!d5 :o r school sites, 
C~liforni~ ~:o ise ~ranrta,·ds, Title 4, C.Ji ifo rnia Adr~inis::-:i:ive Code. It 
ia difficult :0 foret..i:.t w !1;>! t he iuturc r.o ise contour~ mizr.t b:. It i• 
rec:ommer.,i.d !ll.'.l" an acous t ical t'Valuat ,on and acoL srical desizn methods 
be: em;, io;-ed in tne des ,zr. o : the new school buildrn;. , to ins'1re :he inside 
ooisc: environment desired. 

WILLIAM F. SHEA 
Chier 

f~ c:;, ~J---
Earl A. 7-..:c:,er 
Avi.it ion Co:-,suitilllt . 

EAT:bc 
c:c:: Q;5,t,i::: :-:-.:.,s;i.>r..:it,~:, O:'fic:e 17 
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