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EXECUTIVE SUMMARY

This report summarizes the analysis of crime-impacts of the proposed Metro
Ratl system. Protection from criminal yictimization is one of the most
important criteria for transit use from a passenger point-of-view., It can
determine the success or failure of achieving the Metro Rail objectives
for Los Angeles., When the system is introduced into a community it will
have both immediate and deferred crime-impacts. As soon as the system qs
operational it will generate new businesses, establish new expectations
and alter daily behavior patterns of local residents and residents of the
entire region. Metro Rail passengers will begin to park cars in neigh-
borhoods currently isolated from outside incursions. Increasing numbers
of pedestrians will take to the streets and walk to stations or take buses
to stations as new patterns of transit dependency are adopted. Five years
after Metro Rail begins operation, major changes in the urban areas sur-
rounding some of the key station sites are to be expected. High-rise
offices, mixed-use facilities (offices and residences) may occur in Hol-
Tywood, along parts of the Wilshire Corridor and in the Central Business
District (CBD). Taken as a whole, these changes in urban behavior pat-
terns have Jmportant implications for the future of urban crime in Los
Angeles.

This report documents existina high crime rates in the Central Business
District and in Hollywood, areas through which the proposed alignment will
run. Tt calls attention to increasss in serious crimes {Part I offenses
such as homicide, rape, robbery, assault, burglary, larceny, vehicle
theft) in the Wilshire Corridor in the past four years. While much of the
proposed alignment passes through areas without crime problems, there is
cause for concern, especially in light of the rapid population shifts that

are occurring in Los Angeles. There is need for a careful analysis and

monitoring of these population shifts and a search for ways to miticate
against future crime problems through a broad palette of environmental
design techniques.

Direct (short-term) and indirect (long-term) crime-impacts were considered
in this report. Direct impacts include the potential increased numbers
of robberies and assaults on pedestrians who use Metro Rail as a primary
daily mode of transportation; of bus users waiting for buses to connect
with Metro Rail; of Metro Rail users parking on nearby residential streets
or in off-street parking near stations; and potential increases in bur-
glaries due to the presence of commuter autos in private residential
neighborhoods. Indirect impacts include potential increases in crime that

will occur as a result of major new patterns of urbanization generated in
response to Metro Rail.

Finally, the proposed station complexes were analyzed to determine if they
create high crime risks. These crime-impacts are mitigatable, to one or
another degree, by (a) modifications to the physical design of station
entrances, (b) additions to urban areas in the immediate vicinity of the
station (intersections, bus-lanes, parking structures), or (¢} application
of urban design gquidelines to the larger station environs (1/4-1/2 mile
radius). FEach of the proposed stations was analyzed in detail to identify
crime related issues that might result from its specific Tocation; site-

planning, i.e., its relationship with its immediate surrounding (parking,
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bus-lanes, traffic arteries, open-spaces), and detailed design, 1.e.,
entrances, exits, passages, and platforms. Eleven types of mitigation
were identified for incorporation in design development of station archi-
tecture, and as aquidelines for future buildings in the vicinity of Metro
Rail stations. These mitigation measures emphasize Crime Prevention
through Enviromnmental Design and include modifying station designs, e.g.,
reducing number of station Tevels and/or modifying circulation pattern to
provide greater visibility of patrons on lower levels, eliminating cul-
de-sacs or adding activities in blind areas of station entrance, improving
ability of station agent to see entrance concourse and outside areas,
using station entrances to Tink existing safe activity nodes such as pub-
1ic buildings and commercial buildings, and siting and planning of parking
areas and parking structures to insure visibility of parking spaces from
street.

Brief highlighting of crime-impacts for each stationl

Union Station--potential crime problems created by the interface of Metro
Rai! and bus drop-off areas as well as new parking structure {miti-
gations C, D, E).

Civic Center--no major negative crime-impacts.

Fifth/Hi1l--potential crime problems due to conflict with Central City
East population, and danger of lingering at Pershing Square entrance.
High crime risk for Bunker Hill residents using the station after
dark [mitigations E, H, J).

Seventh/Flower--potential problem in long underground passage: entrances
are not linked to existing activity nodes in area (mitigations D, E,
H).

Wilshire/Alvarado--danger of increased victimization of pedestrians.

There is an established trend toward increased crime in this neigh-
* borhood (mitigations £, H).

Wilshire/Vermont--no major crime-impacts. Some concern about off-street
Tocation of station entrance and orientation away from traffic as
well as long underground passage. Passage is within paid area.

Wilshire/Normandie--no major short term direct crime-impacts--may be long
term indirect impacts from land use changes.

Wilshire/Western--no major crime-impacts in either short or long term
are anticipated.

Wilshire/Crenshaw--danger of victimization of patrons at station site
waiting for boarding and alighting from buses (mitigations F, H, J).

WiTshire/La Brea--no crime-impacts identified.

Wilshire/Fairfax--station design and community site-planning are exemplary
and a model of crime-prevention through environmental design. Will
serve to reduce risk of criminal victimization in area (mitigations
J, K).

lsee mitigation text (Section V) for a description of these measures.

i1t




Fairfax/Beverly--no major crime-impacts identified. Some risk of
increesed burglary due to Jjuxtaposition of residential areas and
high-density commercial activities.

Fairfax/Santa Monica--some risk of criminal victimization due to station
design. Can be mitigated by creating a public zone around entire
intersection (mitigations H, J).

La Brea/Sunset--danger of crime for pedestrians and bus-passengers.
Very lTow volume expected (mitigations E, H, J).

Hollywood/Cahuenga--danger of crime for pedestrians and bus-pas-

sengers. Very high volume expected. Will be mitigated by major
redevelopment of the area (mitigations H, J).

Universal City--no crime-impacts identified.

North Hollywood--no major crime-impacts identified. Need careful
planning of Targe parking structure to prevent crime.

The analysis relied on field studies of station sites, detailed analysis
of existing market projections, patronage data, parking and traffic
estimates. Crime data were gathered by interpreting readily available
statistics. While no special statistical runs on analyses were prepared,
the insights of area Police Captains and their deputies proved invaluable--
their conjectures were supported by crime statistics and represent a
reliable though general assessment of crime-trends for the police areas
Tn which they work. No data sources were identified on the geography of

crime n Los Angeles that were sufficiently broad-based to be used for
comprehensive crime-impact analyses.

In general, the current station options do not suggest any unmitigatable
crime problems; there are some individual problem areas that should be
addressed. Preliminary architectural design and site-planning work is
sensitive to crime-environment issues. In some station areas, crime con-
cerns need to be made more of a focus of the proposed design.

Station plans employed in this analysis are those which were available in
November, 1983, '

iy



TABLE OF -CONTENTS

I. INTRODUCTION.
Crime and Qecurwuy Issues for Metro Ra11
Spatial Patterns of Crime . . . . . . . . . . ..
Crime in Mass Transit Systems . . . . . . . . ..

IT. EXISTING CONDITIONS . . . . . . . . ..
The Spatial Location of Crime .

Station Design and lrban Context. : : : : : : : : : :

TITI. TMPACT ASSESSMENT METHODOLOGY . . . . . .
Fear of Crime and Risk of Criminal V1ct1m1zat1on
Study Procedure . . . . . . . . ..
Types of Crime Impacts.

Iv. IMPACT ASSESSMENT . . . . . v v v v v v v .
System vs. No Project A]tprnat1ve . e
Central Business District (CBD) Cluster .
Union Statiom . . . . . . . . .

Civic Center. . . . . . . . . . e e e e e e e e .

Fifth/Hi1l. . . . . . . . . e e e e
Seventh/Flower. e e e e e e e

Fast Wilshire Cluster . . . . . . . . . .
Wilshire /Alvarado . . .
Wilshire/Vermont. . . . . . . e e e e e
Wilshire/Normandie . . . e e e e e e e .

West Wilshire Corridor r‘1uster e e e e e e .
Wilshire/Western. . . . . . . . .
Wilshire/Crenshaw . . e e e e e e e e
WiTshire/La Brea. . . . . . e e e e e e

Wilshire/Fairfax. . . . . e e e e e e s : :

West Ho1lywood/Ho11ywood CTuster

Fairfax/Beverly . . . . . . . . . . : : : : : : :

Fairfax/Santa Monica.

LaBrea/Sunset . . . . . . . : : : : : : : : : : :

Ho1lywood /Cahuenga 5% o o 0o 0 o a o a
San Fernando Valiey Cluster . . . . . . . . ..
University City . . . . . . . . . .

North Hollywood . . . . . . - » . . .

V. MITIGATIONS . . . . . . . . . .. e e e e e e e e
VI. BibTiography . . ¢« ¢ ¢ ¢ ¢« v ¢ v vt e e e e e e

Persons and Agencies contacted . . . . . . . ..

List of Tables . . . . . . . . ..




Table 1:
Table 2:
Table 3:
Table 4:
Table b5:
Table 4:
Table 7:
Table 8:
Table 9:
Table 10:

List of Tables

Part T Offenses per 1000 population
Major Crimes in Regional Core 1979, 1980, 1981

Crime in Police Reporting Districts Adjacent to Station
Location

Factors Contributing to Crime Risks by Impact Area

Crime Increases in Station Environs

Serious Crimes in Central Business District Cluster, 1981
Serious Crimes in Wilshire Fast Cluster, 1981

Serious Crimes in Wilshire West Cluster, 1981

Serious Crimes in West Hollywood/Hollywood (luster, 1981

Serious Crimes in San Fernando Valley Cluster, 1981

Appreciation s expressed to Scott Senauke for assisting with data
collection for this study.

vi



1. INTRODUCTION
CRIME AND SECURITY ISSUES FOR METRO RAIL

This report summarizes the analysis of crime impacts of the proposed Metro
Rail system. Protection from criminal victimization is one of the most
important criteria for transit use from a passenger's point of view.
Beliefs about security will influence how, where and when people will use
transit (Siegel et al., 1977). There is no way to precisely predict the
direct impacts of ¢rime on passenger volume, or the indirect impacts crime
may have on the outlook for value-capture proposals. It 1is possible,
however, to study and describe current spatial patterns of crime in the
proposed station environs as well as overall patterns in the Regional
Core. This study will then attempt to estimate crime impacts--significant
increments in the amount of crime anticipated due to increases in pedes-
trian activity around station sites, increases in residential density, and
other effects of introducing the Metro Rail system into the community
fabric of Los Angeles.

There are three classes of questions that need to be asked about crime and
the Metro Rail system: first,.will introduction of the system result in
an increase in crime along the Metro Rail corridor? Will the system
create new opportunities for crimes that do not currently exist (e.g.,
crimes against residents of the neighboring communities whose homes and
businesses are not currently crime targets; second, will the transit sys-
tem fitself become a focus of new crimes and will these crimes have an
impact on ridership and the overall success of the system?;third, will the
specific station sites create unsurveilled public areas such as parking
tots and passages, with new risks of criminal victimization? Stations are
unigue public spaces in use by a large number of patrons for a very short
period of time. It is a changing population of users, under enclosed
conditions in which they remain confined, out of public view. This is a
unique urban setting for Los Angeles. Residents of the Regional Core are
accustomed to driving findividually te and from destinations. The Metro
Rail system may create a range of unknown crime opportunities as citizens
adjust to rapid transit as a way of urban life. When Metro Rail is
introduced into communities in the Regional Core, it will have both imme-
diate and deferred impacts. As socn as it is operational, patrons will
begin to park cars in station neighborhoods and walk to stations for the
Metro Rail ride downtown. This mayv increase the risk of criminal victim-
ization of riders and eof businesses and residents in neighborhoods. Over
time, value capture efforts will take advantage of available mass-transit
and result in new patterns of urbanization arcund stations. Unless prop-
erly designed, these new high-density, mixed-use urban environments may
bring with them potential crime problems. This study will assess these
direct and indirect crime impacts for each of the proposed station sites.

SPATIAL PATTERNS OF CRIME

Crime impacts will be considered separately for each of five areas in the
Regional Core (Central Business District, East Wilshire, West Wilshire,
West Hollywood/Hollywood and the San Fernando VYalley). Fach area has a
unigue pattern of criminal activities and a definitive spatial organiza-



tion of land uses. FEach will have a unique relationship to the mass
transit system. The impact of Metro Rail can either be positive or nega-
tive. If a community is Tacking a strong public focus and is already
suffering high crime rates, introducing the system into the community
might result in a net reduction in crime because of the new presence of a
public conveyance. On the other hand, if an area is already buffered from
high crime areas by large avenues or other geographic boundaries, a new
Metro Rail station could alter spatial crime patterns and result in a
disolacement of crime into the community.

The more territorially defined the residential base of a community the
more it will be able to resist negative impacts of the Metro Rail system.
"Porous" communities (with many vacant Tots) are more subject to severe
imgacts than those in which there are c¢lear corridors and collector
streets. Resistance against crime impacts s stronger in residential
areas that are internalized, separated from the perimeter of a neighbor-
hood (cf. Brantingham and Brantingham, 1580).

CRIME IN MASS TRANSIT SYSTEMS

Crime in transit systems is highly variable. As a public system, Metro
Rail is potentially subject to vandalism directed at public space in gen-
eral. Such acts may include breaking a vehicle window, damaging seats,
damaging station facilities, and graffiti. The costs of repair of van-
dalized facilities are a major potential crime impact inasmuch as they can
run into millions of dollars per year. Repairs have to be performed at
once (Van Fliet, 1982) to prevent further acts against the system. Van-
dalism itself, incidentally, can increase the risk of crime to patrons.
The system which has been Tleft without repair is perceived to be Jess
concerned about the well-being of patrons and c¢criminals feel more prone
to attempt ¢riminal acts under such conditions.

The risks of transit crime to the individyal vary from city to city and
depend very much on the desian of the system. On the average ({Thrasher
and Schell, 1974} the chances of being a victim of crime are greater on
an urban transit system than in a non-transit situation in the city. But
each system has its own qualities; e.q., Chicago transit is safer than the
rest of the city with respect to robbery (Shellow, et al., 1274). In Los
Angeles, the best guess about crime risks in the Metro Rail system is that
it will parallel the ambient rate of crime in the communities through
which it runs. Stations in high crime areas generally experience high
Tevels of transit crime (Richards and Hoel, 1980).

Most transit crimes in urban rapid rail systems are generated in response
to the unigue opportunities provided by the system. They are committed
in the stations, not in the vehicles; usuallv by two or more perpetrators;
most 1ikely during evening rush hours or Friday and Saturday nights, often
associated with drugs and/or alcohol (Richards and Hoel, 1980). With the
proper investment in environmental desian countermeasures to reduce
crime--good station tighting, closed circuit television {CCTV) monitoring,
easy surveillance, platform access and egress control, emergency alarm

devices--many of these sources of crime in the system itself can be con-
trolled and defended against.
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Mass Transit and Community Interface

Each characteristic of the functional interface between the Metro Rail
system and the communities along its route will contribute to the impacts
of the system. Will criminal perpetrators feel they can use the system
for access to new neighborhoods? For escape following commission of a
crime? Will they feel free to roam far from the public space surrounding
the station site itself? Will residents of existing neighborhoods feel
sufficiently encouraged by the security characteristics of the system to
trust it for habitual use or will they restrict themselves to using it for
optional travel only? Richard and Jacobson (1979) performed a study of a
station in a large metropolitan area in which security had recently been
radically enhanced using CCTY and other improvements. Through surveys,
they measured results of the changes. FElderly citizens and women of all
ages are generally most affected by fear of crime. The consequences of
crime for women and elderly are far more devastating than crimes perpe-
trated on young males--therefore, perceived risks are greater. In their
study, personal security was considered to be a major factor in deciding
whether to use the system for one third of the men and half of the women
responding to the surveys. Eiahty percent of the men and ninety percent
of the women said there were times they were reluctant to use the system
for reasons of personal security.

From the passengers' perspective the Metro Rail system will work more
effectively if the interface of the system and a community is handled in
a fashion that responds tc the unigque circumstances of each community,
notably its demographic patterns, number of elderly and disabled, ambient
crime rates, and land uses in the community.

Security management needs to be extended to alil elements of patron use of
the system including: a) travel to the station (by foot, auto, park-and-
ride or kiss-and-ride, bus); b) arrival at the station site; c) entering
the station; d) paying fare.

Studies by V.W. Rouse and Associates (1980) have investigated the most
problematic interfaces between a station and a community. From studies
of crime-environment relationships in a large number of U.S. cities they
have determined that crime risks are greater when:

--There is high density land uses surrounding the station site;
--Parking is provided adjacent to the station (This increases the
risk of assault and burglary from automobiles, as well as other
crimes);

--There 1is more than one point of access and egress from the station;

--The immediately surrounding Tand uses are commercial/mixed or
alternatively vacant or underdeveloped;

--There is high passenger volume at the station location creating
more crime opportunities outside the system (high volume use within
the system is associated with increased security); and,

--The system is below grade with two or more levels creating unsur-
veilled platform areas away from public access.



The ideal station design from a crime-control point of view only point is
one which has one level below grade, a single entrance, s part of a net-
work of smalier stations with relatively low patronage in each, operates
in lower density residential neighborhoods with 1ittle available parking,
Rouse suggests that transfer stations (bus to train or train to train) are
less ideal than "through™ or terminal stations. No patterns have been
observed with respect to the crime problems caused by transfers from bus
to train.

Defensible Space Design

One of the most critical, and yet difficult to analyze, features of the
interface between station and area has to do with urban design and archi-
tectural considerations (cf. Newman, 1971; Rand, 1580). Metro Rail s
being designed to operate with a small staff at station locations. It is
critical to tie stations, 1iterally or figuratively, to the private busi-
ness and other community interests that exist in the station vicinity.
For example, in pedestrian oriented stations in the Central Business Dis-
trict crime risks can be minimized through architectural means; e.g.,
creating a public plaza around the entrance. 1In a low density site in a
Wilshire community, the same benefits might be achieved by tying the sta-
tion to some small retail activity. Finally, architectural strategies
can increase natural surveillance {e.g., views of pay areas from passing
autos) to provide safe, enclosed passage to parking areas and to eliminate
cul-de-sacs and blind areas at bus stops and drop-off lanes that are not
visible from public streets. Finally, architectural forms can be designed
so that the station is perceived as being related to its surroundings.

II. EXISTING CONDITIONS
THE SPATIAL LOCATION OF CRIME

This section will review the general patterns of crime along the Metro
Rail corridor. We reviewed data on the rates of Part I c¢rimes for years
1978, 1979, 1980, and 1981 for each of the Police Areas along the proposed
alignment. In order, the stations go through Los Angeles Pglice Depart-
ments' Central Area (Police Area 1), the Rampart Area (Police Area 2), the
Wilshire Area (Police Area 7), the Hollywood Area (Police Area 6), and the
North Hollywood Area (Police Area 15). In Figure 1 these areas are indi-
cated, along with their respective crime rates for 1981. Crime rates are
expressed on a per population basis. The high rate of Part I crimes for
downtown Los Angeles results partially because of the small residential
population. The highest rates on the regional map are in Southwest (3)
and Southeast (13) areas. Very close behind them in rate of crime are
Wilshire, HoTllywood and West Hollywood (Los Angelés County).

Tables 1, 2 and 3 show the progressive increase in Part I crimes in each
of these areas and the net percentage increase for each. The areas with
the greatest increase in Part I crimes in the past four years are Wil-
shire Area (+32 percent) and North Hollywood Area (+27 percent). The
increase in Rampart Area fs relatively high (+15 percent). The smallest
increase is 1in the Central Area. In the Central Area there has been and
remains an extraordinarily high rate of assault, robbery, and burglary,
equal 1in absolute numbers to those which occur in Rampart Area even
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TABLE 1
PART I* OFFENSES PER 100C POPULATION

Net Increase

(percent)

1978 1979 1980 1981 1978-1981
Central 467.7 462.5 463.7 497.2 5.3%
Rampart 90.2 91.7 95.0 103.7 15.0%
Ho11ywood 121.0 116.4 130.3 135.2 11.7%
Wilshire 93.3 97.7 117.1 123.3 32.0%
N. Hollvwood 71.2 72.0 86.8 90.6 27 .0%

Source: Los Angeles Police Department Statistical Nigest, 1978-1981.

*Homicide, Rape, Robbery, Aggravated Assault, Burglary, Larceny, Vehicle
Theft.
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TABLE 2
MAJOR CRIMES IN REGIOMAL CORE 1979, 1980, 1981

1979
HOMICIDE FORCIBLE RAPE AGGRAVATED ASSAULT
Number Percent Number Percent Number Percent
Total Total Total
Central 51 5.3 103 4.1 1202 6.1
Rampart 81 9.9 186 7.3 1117 7.9
Ho11lywoad 43 5.2 226 8.9 1560 5.6
Witshire 48 5.9 207 8.2 1101 5.6
N. Hollywood 24 3.0 111 4.5 652 3.3
1980
Central 54 5.3 117 4.1 1261 5.7
Rampart : 91 8.9 ‘ 227 8.0 1801 8.1
Ho11ywood 40 3.9 239 8.5 892 4.0
Wilshire 56 5.4 234 8.2 1223 5.6
N. Hollywood 23 2.2 104 3.7 782 3.6
1981
HOMICIDE  FORCIBLE AGGRAVATED ROBBERY BURGLARY
RAPE ASSAULT
# %7 # %7 # %7 # #
Central 52 5.9 128. 4.7 1192 5.6 2382 2619
Rampart 87 9.9 218 8.1 1842 8.7 2384 7500
Ho11ywood 73 8.2 214 8.0 1144 5.4 2059 5283
Wilshire 51 5.8 206 7.7 1272 6.0 2758 6119
N. Hollywood 16 1.8 121 4.5 761 3.6 778 5178

Source: Los Angeles Police Department Statistical Digest 1979, 1980, 1981



TABLE 3
CRIME IN POLICE REPORTING DISTRICTS ADJACENT TO STATION LOCATION

LOCATION Reporting Part I crime rate (1980, 1981)
District
1. Union Station 107 Low
114 Med i um
106 High
2. Civic Center 118 Low
124 Low
125 Low
3. FifthM™iN 132 Medium
135 Low
143 Low
4. Seventh/Flower 152 High
171 High
5. Wilshire/ 255 High
Alvarado 256 High
6. Wilshire/ 253 High
Vermont 262 High
252 Medium
261 High
7. Wilshire/ 252 Medium
Normandie 261 High
729 High
739 Medium
8. Wilshire/ 729 High
Western 738 Med 7um
728 High
737 Med i um
9. Wilshire/ 728 High
Crenshaw 737 Medium
735 Low
8



Table 3 (continued)

LOCATION Reporting Part 1 crime rate (1980, 1981)
Jistrict
10. Wilshire/ 724 Low
La Brea 725 Low
(733) Medium
11. Wilshire/ 723 Low
Fairfax 732 Med ium
12. Fairfax/ 703 Med ium
Beverly (732) Low
592 Low
693 Low
13. Santa Monica/ not available
Fairfax
(county)
14, La Brea/ 645 High
Sunset 643 High
15. Hollywood/ 636 High
Cahuenga 646 High
16. Universal City 1586 Low
17. North 1549 Medium
HoT1lywood 1547 Low
Source: Los Angeles Police Department - Part I Crimes and Attempts by

Reporting District, Quarterly reports.



though the Tatter has more than six times the population. The Central
Area will remain a problem area from a crime perspective with or without
the Metro Rail system.

A Targe number of stations will be Tocated in the Wilshire and West
Hollywood areas. These areas are already in transition and undergoing a
rapid increase in crime due to social instability. The fact that they
border on other high crime areas adds further to their instability.
Studies have shown (cf. George-Abeye and Harries, 1980) that criminals
“will select areas as close as possible to their home territory to commit
crimes but far enough away to allow them to elude recognition and appre-
hension. There are many areas in the CBD and Wilshire Corridor clusters
that suggest an optimal spatial arrangement between criminal and victim
for commission of crimes. Criminals in Hollywood, South-Central, South-
east, Hollenbeck areas, can find prospective targets in Wilshire, West
Hollywood and other nearby zones.

More detailed analysis of crime reports within each Police Area (see Fig-
ures 2-6) suggest that many stations are sited in police "reporting dis-
tricts" (R.D.S) that are considered to be high in Part I crimes, according
to the 1981 statistics. In the Central Area (Figure 2) Union Station is
adjacent to the R.D. 106, Fifth/Hi11 and 7th/Flower are also within an-
other high crime zone (R.D. 152; R.D. 153). 1In the Rampart Area, all
three proposed stations [see Figure 3) are in close proximity to "high-
crime" R.D.s. In the Wilshire Area, Wilshire/Western and Wilshire/Cren-
shaw border on "high-crime" R.D.s. Finally, in Hollywood Area almost all
the stations are located in relatively high ‘crime areas (see Figure 4).

These data are only suggestive of the problems that may be faced by users
of Metro Rail. They do show the need for caution, however, in operating
an unmanned system in neighborhoods which are in the process of social
change. ATl areas with high crime-rate have changed markedly in the past
several years. They are absorbing a great deal of the massive ethnic and
minority populations of Los Angeles, living at high densities in close
proximity to one another. +Crime and social development of these commun-
ities are linked together as issues for the future.

STATION DESIGN AND URBAN CONTEXT

Three stations are envisioned as "high density downtown development™
Tocations (Civic Center, Fifth/Hill, Seventh/Flower). The main issues
concern providing reliably controlled environments during of f-peak hours,
especially to support evening use of the Music Center complex, and Bunker
Hill cultural and entertainment facilities. A range of residential com-
munities planned for the Central Business District may create new crime
opportunities. Secure use of Metro Rail by new residents of the Central
Business District needs to be considered as a major concern. Crime con-
cerns in an extremely urban context are best handled by careful contro?
of patterns of access and egress, monitoring by electronic means (cCTV),
and where possible, integrating station sites into multi-use institutional
settings. For example, in downtown Atlanta, the Mass Transit System
(MARTA) integrates a terminal station into the downtown campus of a uni-
versity. In these urban Tocations, high density use is the best counter-
measure.
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Figure 2 CENTRAL AREA
Average Number of Crime Reports Per Quarter

1980-1981, for Police Reporting Districts

(Part | Offenses - Homocide, Rape, Robbery,
Aggravated Assault, Burglary, Larceny, Vehicle
Theft)

Source: Los Angeles Police Department
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Average Number of Crime Reports Per Quarter

1980-1981, for Police Reporting Districts - .
(Part | Offenses - Homocide, Rape, Robbery,
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Source: Los Angeles Police Department
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Source: Los Angeles Police Department

n| i

5 7es

| g,

| if
5§
S|
T79 H
FRCE pAF i

WILSHIRE AREA

0-100

100-200

200+

t



Figure 5

Average Number of Crime Reports Per Quarter

1980-1981, for Police Reporting Districts

(Part | Offenses - Homocide, Rape, Robbery,
Aggravated Assault, Burglary, Larceny, Vehicle

Theft)

Source: Los Angeles Police Depariment
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Four of the proposed stations are “corridor developments" along the Wil-
shire Corridor (Wilshire/Vermont; Wilshire/Normandie; Wilshire/Western;
Wilshire/Fairfax). These are envisioned as potential sources of commer-
cial development activity that may fill gaps in the high-rise spine.
There is a real opportunity to integrate these station sites into new
high-rise commercial buildings and to create significant opportunities for
transit exchanges (e.g., extended bus-waiting areas, kiss-and-ride facil-
ities, park-and-ride facilities). However, these are difficult station
sites to control in terms of crime. They will be subject to high densi-
ties of use but only during very specific hours, and off peak volumes are
on the average lower than downtown station sites. In other words, for
these "corridor" Tocations, crowds are not Targe enough to provide secuy-
rity in numbers, and yet are large enough to offer good prospective tar-
gets to criminals. Crime rates in this area have increased 32% in the
past four years. The communities provide optimal crime targets, but com-
mand one of the lowest police manpower resources in the Regional Core
($73.00 per capita cost).

Three station sites are identified as sources of major "independent de-
velopment™" (HoTTwyood/Cahuenga, North Hollywood, Universal City). These
stations offer the opportunity for creation of controlled environments
connected systematically to new multi-use facilities. Because new devel-
opment will dominate the areas around these stations, crime-environment
problems can be managed as part of effective urban design analysis. The
context of these stations can be controlled, if these crime concerns are
raised early enough in the design process.

Three stations are seen as accommodating themselves to strong existing
community contexts (Fairfax/Beverly; Fairfax/Santa Monica; Wilshire/
Alvarado). FEach of these areas already has a serious crime problem.
Increasing crime in these communities could accelerate their rate of de-
cline. The goal is to utilize the transit system as part of larger re-
development efforts to turn these neighborhoods around or to insure the
success of efforts already {initiated. A comprehensive strategy was
undertaken in Decatur, Georgia to prevent failure of small specialty
businesses near a station location that support street life and have a
significant positive effect on crime and public security.

Two stations represent unique situations. Union Station 4is different
because it is a downtown terminal station with transfer functions to bus
and a variety of surface raijl systems. Crime problems faced by the Union
Station site are unique to its complex functions in the heart of the CBD.
Ironically, they are caused by the Tack of urban activity near the sta-
tion, which 1is almost an island nestled between large freeways and
expanses of public¢ buildings.

The Wilshire/Crenshaw Station also presents a unique set of crime concerns
because it is a low density station located in an extremely low-density
residential community. The community, however, is mixed in income, served
by bus 1lines from low-income communities to the south. Like most 1dw-
density, low patronage stations it can not Justify high expenditure for
manpower or security; on the other hand, the complex socio-economic com-

binations of patrons may provide a particularly unstable situation that
requires additional supervision.
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In order to prevent crime impacts of the Metro Rail in each of these types
of community settings, careful consideration is needed to match available
crime-countermeasures with current and potential crime problems.

ITT. IMPACT ASSESSMENT METHODOLOGY
FEAR OF CRIME AND RISK OF CRIMINAL VICTIMIZATION

This report considers the potential impact of the Mstro Rail on crime
rates: absolute numbers of crimes, as well as crime rates in the vicinity
of each station. Absolute number of crimes has an important relationship
to "fear of crime" in a geographic area. Studies of victimization have
shown that fear increases with absolute number of crimes, independent of
population base or density. Fear is related primarily to number of crimes
people "hear about" rather than the probability of actually being
victimized.

The primary determinant of a station site's impact on crime in its envi-
rons will be whether the site creates new public areas that are perceived
to be good Tocations for commission of crimes. According to Angel {1969)
crime locations are selected by criminals based on an optimization formu-
Ta. Crimes will be carried out in places which offer availability of
suitable "targets" with Tow risks of detection and apprehension. The
Tikelihood of detection and aporehension is based on the physical Tayout
of the community, watchfulness of residents and businesses, criminal's
familiarity with area, and alternative modes of escape. All other vari-
ables held constant, transitional commercial/residential zones are optimal
locations for crime. Patrons leaving entertainment areas to retrieve cars
parked in residential strests are good targets. They also increase the
risk of burglary of residences adjacent to commercial areas.

STUDY PROCEDURE

The data collection for this. impact analysis involved extensive studies
of the communities surrounding each of the proposed station sites. First,
demographic data was assembled using 1980 census tapes, on areas adjacent
to proposed stations. Second, field studies were performed including
creating a photo-journal of the half-mile radius near each station, and
compiling a checklist of commercial facilities, residential blocks,
"porous" zones, special nodes (parks, commercial centers) in each area
that have been associated with crime in the past.

Meetings were held with Police Captains in each area in which station
sites are located. They reviewed crime trends, statistics, and identified
environmental patterns of crime. Finally, a detailed architectural/urban
design study of the station/neighborhood interface was performed to iden-
tify present and future impacts of the station on crime patterns. The
result of these detailed studies is a "defensible space" profile for each
station. This profile 1ists the assets and 1iabilities of each station
from a crime-contro]l perspective, and suggest mitigations which can be
introduced to reduce the threat of crime.
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Crime Imbact Assessment Measures

A series of crime-impacts were identified as a hasis for station-by-sta-
tion anmalysis. Each:. impact measure has been associated in with an
increase in crime-rate. These relationships are complex. Increases in
residential density that result from the Metro Rail system can produce
increases in residential burglary and crimes against pedestrians. These
increases in crime however will be greatest in communities that already
have high crime rates and the effect may even be reversed in communities
in which new residential buildings remove a vacant lot or fill gaps in the
street scope that have been an environmental source of crime. Proposed
community crime impacts and measures are summarized in Table 4. 1In all
instances, the new availability of rapid transit will increase residential
densities to some degree and result in a complex pattern of changes in
land use in the station cluster areas.

Land Use Changes and Crime Impacts. The effect of the new stations will
vary depending on whether they are located in the CBO, in ‘“corridor
developments”, or in "independent development" areas. 1In all but a few
instances, there will be a tendency to increase mixed-use (residential and
commercial uses; public and private uses). These will eventually become
higher density urban areas with increasing numbers of high-rise offices
and multiple-occupancy residential buildings, served by a broad range of
commercial and retail centers. From a crime point-of-view, these urban-
ized developments along the transportation spine in the Regional Core can
become sources for crime. Most directly, more residences at higher den-
sity may increase the risk of residential burglary and offenses against
pedestrians (assault and robbery).

Station Environs and Crime. 1In the station environs, the use and impor -
tance of street 1intersections will be altered. What now is a landmark
intersection (such as Western and Wilshire) will Secome a major public
zone. New pressures will be placed on traffic and parking as system
users compete for curbside pickup and drop-off space, and to absord
excess curbside parking and offstreet parking supply. This means the
entry of more non-residents into residential neighborhoods. Past studies
indicate such events can increase risks of burglary, robbery and assault.

Station Complex and Crime. The station itself is a complex new urban
element. It s an interface between an urban setting and a new urban
system. The entrance lobby and fare area will be minimally manned. In
some instances there will not be an existing network of pedestrian or
commercial activity to provide informal supervision of public areas. For
these reasons, it is important that the station entrances, exits, bus-
Tanes, curbside drop-off areas, parking lots and structures, and passages
be reviewed to determine whether they are introducing new public zones
that can become a 1location for muggings, assaults, robberies in the
imnediate station vicinity.

-18-



TABLE 4
FACTORS CONTRIBUTING TO CRIME RISKS BY IMPACT AREA

I. Station Cluster Areas

A.
B.

C.
D.

E.

Increases in residential density in community.

Increased mixed (residential/commercial/entertainment) uses in
community.

Increases in mixed (public/private) uses in station areas.
Increasas in mixes of high-rise and Tow-rise building
configurations.

Increased density of buildings in community.

1T. Station Areas

A.
B

G
.

Increased pedestrian uses around station.

Increased number of bus boardings and exitings, auto drop-offs,
curbside waiting, etc. at station

Increased use of existing excess supply of curb parking (in
residential and commercial areas in station vicinity}.
Increased use of existing supply of off-street parking near
station.

[I1. Station Complex

A.
B.

New station parking spaces that are not secure, and/or not under
surveillance.

New areas of public space {multiple paid exits, mezzanine areas,
Tower platforms) not secure and/or not under surveillance.
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Specific crime issues at each of the impact areas are identified below.

Impact Area Crime-Environment Issues
Station complex the station site itself--station

design, entry-exits, security
personne’, lighting, access
distances and seguences,
entrances, exits, relationships
to strests, peak and off-peak
ridership patterns, immediate
street lTevel surroundings,
visuval character, visibility.

Station Environs patterns of transit and pedes-
trian activity, land-use pat-
terns, amhient c¢rime Tevels,
population trends and dynamics,
centrality and access, percep-
tion of crime by police, transit

patrons, and local residents.

Station Cluster groups of stations occupying
the same relation to their sur-
rounding community--identifying
factors, perceptian by
visitors, modes of intra-area
access, crime patterns, bound-
aries between land-uses, pat-
terns of mixed use...

TYPES OF CRIME IMPACTS

Direct Impacts

The pattern and distribution of this population growth will be very dif-
ferent with and without the Metro Radil. Value-capture efforts associated
with the Metro Rail Project will affect the market outlook in particular
ways. For example, incentives will be provided for dense development of
parcels continuing the process of urbanization of the Regional Core. TIf
no mitigation measures are taken, dense urban developments in station

areas suggest the following specific crime concerns summarized in Table 5P

- Pedestrians using the transit system in new urbanized areas wil] be
subject to victimization, especially after daylight hours (increases in
robbery, assault);

- Bus-transfer, bus-waiting patrons will be subject to victimization
(increases in rates of robbery, assault, larceny):
- Curbside parking in existing communities will be demanded by park and
ride commuters. This will bring large numbers of strangers into existing,
spatially protected residential areas, thus increasing the risk of crimes

against persons and property (increases in rates of burglary, robbery) in
residential zones;
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Increased
pedestrian
use of area

Increased
bus/auto
boardings,
exits, drop-
offs, waiting

Increased
curb-side
parking

Increased
off-street
parking

TABLE 5
CRIME INCREASES IN STATION ENVIRONS

ROBBERY BURGLARY PETTY CRIMES
ASSAULT RESID. AUTC (LARCENY, PICK-
RAPE COMM. {TFV) POCKET, ETC.)

X X

X X

X X X

X X
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- New off-street parking structures built for Metro Rail, and expanded
use of existing off-street parking will increase auto related crimes
(increases in auto theft, as well as potential increases in personal
crimes such as robbery, and rape).

Indirect Impacts

On a larger, regional scale new urban patterns will develop in response
to Metro Rafl. The city will become more centralized, and urban areas
around key stations will be highly deveioped, especially Wilshire/
Normandie, Fairfax/Beverly and HoTlywood/Cahuenga. In these new dense
developments there will be new building-types and new zoning mixes; €.9.,
residential, commercial-office, entertainment uses combined in & single
structure. These new forms of urbanization could result in new patterns
of crime. Criminals may take advantage of juxtapositions of high-income
and low-income communities to secure targets for crime. Currently, buffer
areas separate these high and Tow income zones. Existing community
boundaries, {for example, in West Hollywood or in South Park in the CBD)
will weaken as a result of this urbanization process.

Urban design analysis is required for each station site to insure that
value-capture efforts do not contribute to crime impacts. New buildings
created by Metro Rail joint development of stations should provide
ground-level activities to offer safe, surveilled passage along their
edges to pedestrians; they should create suitable buffers between high
active commercial uses and more sedentary residential areas. Special
incentives should be offered for projects which mix residential and office
uses in positive ways (as in New York's Fifth Avenue Incentive zone) to
provide twenty-four hour activites around station; €.9., residential
hotels mixed with office buildings to provide informal Surveillance by
hotel clerks and employees over parking and station complex. For example,
Metro Rail parking requirements could be defined simul taneously with
parking for new office buildings so that they can provide mutual security
and surveillance through joint planning.

There is a potential conflict between existing urban design goals of cur-
rent public agencies and the new goals which may emerge once Metro Rail
is a reality. Crime control is not now a major consideration in formu-
tating urban design policy. It could become a major concern in future
urban design activities. It is important that crime-countermeasures be
considered early in the formulation of design quidelines for achieving
urban design objectives. If crime control can be introduced early in the
process, great savings can be achieved over more expensive manpower
alternatives. The cost of crime-control efforts through police manpower
is far greater than that which can be achieved through effective environ-
mental management of the opportunities to commit crimes.

Metro Rail itself is part of a larger urban system. Its long-term effects
can be profound for reduction of crime in the city as a whole if it

establishes areas around stations subject to new standards of wurban
design that include crime-control as a major consideration. These sta-

tion areas can become especially safe zones and a source of pasitive
environmental influence.
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IV. TIMPACT ASSESSMENT
SYSTEM VS. NO PROJECT ALTERNATIVE

[f there were "no project", buses would continue to be the only form of
transit or there might eventually be dincreases in options such as van-
pools or carpools. Perlstein and Wachs (1981) using Los Angeles data on
bus ridership, show remarkable similarity in spatial patterns between
transit and non-transit crimes. Los Angeles Police Department areas which
have the highest numbers of Part I offenses (Homicide, Rape, Robbery,
Aggravated Assault, Burglary, Larceny, Vehicle Theft) per 1,000 population
{Central Area; Southwest Area; Southwest Area) also have the largest num-
bers of serious incidents aboard RTD buses. Only B8 of the 223 SCRTD bus
Tines, according to their study, experienced any serious incidents at all
in 1980-81. Most of these lines served Central and South-Central Los
Angeles. Correspondingly, these routes have the greatest ridership, and
the areas they serve have the most transit dependent populations in the
city. According to these studies more than half of the SCRTD boardings
are made on a mere ten percent of the lines with the highest incidents of
crime. As a result, the No Project Alternative would not result in a
noticeable change in crime rates.

The Metro Rail system can be expected to be a focus of some new criminal
behavior. In most recent urban rail systems, data has been kept on the
frequency and location of crimes within the system {in Atlanta, Washington
and San Francisco). There is general agreement that careful attention to
the security design of stations--channeling patrons through a small num-
ber of portals, preventing easy escape via unsurveilled exits, providing
two-way communication with patrons--has reduced the number of serious
crime incidents. In Washington, the subways provided 374 million passen-
ger miles of service in 1980 (cf. Perlstein and Wachs, 1981); in 1979, the
last year for which data were available, there were 851 criminal incidents
reported, and only 15 were considered viclent crimes, principally assaults.
In older systems, Tike New York, Chicago, Philadelphia, crimes against
persons are far higher. Patrons are far more vulnerable in the maze-like
passages and dark recesses of these less adequately designed systems.
Crimes against property and fare evasion have reached epidemic propor-
tions. By incorporating appropriate preventive measures and being aware
of the crime environment Metro Rail designers can avoid increasing crime
risks. Accordingly, Metro Rail is unlikely to result in crime rates sig-
nificantly different than the No Procject Alternative.
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CENTRAL BYSINESS DISTRICT (CBD) CLUSTER: Union Station, Civic Center,

Fifth/Hi11, Seventh/Flower

The proposed CBD Metro Rail stations are located at strategic points in
order to serve dense concentrations of potential transit riders employed
within the central city. The high daytime population and tynical £BD
pattern of intensive daytime pedestrian activity integrates the area as a
cluster of stations, an identifiable regional destination and activity
center. The key crime and security issues for downtown stations are:
the temporally restricted wuse pattern of the C8D--activity almost
exclusively during daylight working hours; the presence of territorially
based youth gangs 1in the area; the anonymity of pedestrian areas
generating an environment for street crimes; rapid transitions from high
rise, high density commercial office buildings to low and medium density
commercial, industrial and residential uses over short distances; the
negative patterns of use of "public" spaces and zones; and the real and

perceived dangers of crime related to the Skid Row population (especially
at Fifth/Hi11 Station).

While the CBD station areas are quite distinct, socially and physically,
each presents a very different environment for crime. Table 6 presents
1981 crime statistics for the station areas.
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TABLE 6

SERIOUS CRIMES IN CENTRAL BUSINESS DISTRICT CLUSTER, 1981

Metro Rail Resident Part I Crime Robbery Burglary  Assault Part 1
Station Population Reported Reported Reported Reported Rates/1000
Environs _ population
Union 5200 864 50 57 15 166
Civic Center 2533 817 58 44 27 322
Fifth/Hill 8549 3214 331 349 19]. 376
Seventh/HiN 1916 2381 242 236 68 1243
o TOTAL 18,198 7276 681 686 301 399.8
(@]
Total LAPD
Central Area 39,496 19,635 2382 2619 1192 497.1

Source: Los Angeles Police Nepartment Statistics; RTD population data (SCAG Census Data
Center ‘



Union Station

This proposed terminal station is located adjacent to the Union Station
rail passenger terminal. The immediate station area borders on the in-
dustrial periphery of the Central Business District and is proximate to
several ethnic communities located on the east side of the downtown area:
Chinatown, Little Tokyo, and expanding Hispanic areas. The social fabric
of the area is characterized by an overall resident population that is
approximately 45 percent Asian, primarily Chinese, and 39 percent Hispan-
ic, mostly Mexican in origin. These residential areas are transitional
low-income areas strongly divided by ethnic background and very territor-
ial in behavior.

The station context is primarily industrial. The Union Station architec-
ture, important public places nearby, and ethnic contrasts create a strong
image and draw significant tourist and pedestrian trade to the area.
Otvera Street, the Pueblo and Chinatown are regional attractions, gen-
erating activity both day and night.

The physical pattern of the area is dominated by relatively large scale
public and quasi-public elements. The imposing superstructure of the
Santa Ana Freeway creates a great gap for pedestrian access from downtown.
The immediate area has very Timited residential, retail commercial, or
office space. The primary traffic artery is Alameda Street, although
pedestrian movement is concentrated in the areas around Olvera Street and
on parking areas to the west and north.

Crime rates tend to increase with proximity to the low-income resident
neighborhoods. The rate of Part I crimes for the immediate area in 1981
(166.3 Part I crimes/1000 population) compares favorably with the Targer
Central Business District average of 497.1 crimes/1000. This includes
rates and actual reports of street crimes, thefts from vehicles, and
residential burglaries. At present, Los Angeles Police officials perceive
no special threat or crime problems concerning locations in the area of
Union Station; it is believed that the ethnic homogeneity and territori-
ality of the ethnic communities tend to control criminal activity, even
in the heavily tourist visited areas. Furthermore, low density street
patterns of the area enhance patrollability.

As a hub of a potential integrated transportation complex serving Southern
California, the proposed Metro Rail station at Union Station dis well
suited for making connections to other parts of the city. While the
location is convenient for access to the immediate public spaces across
Alameda Street, it presents potential crime risks to patrons going to and
from streets in Chinatown, Little Tokyo, and Hispanic neighborhoods to the
east. These patrons must traverse industrial areas and large open spaces
that can be dangerous both during the day and night.

Crime risks may also be greater because of increases in public and tourist
activities. Heavier volumes of use will make possible concomitant in-
creases in petty thefts and crimes against pedestrians and tourists.
Residential areas peripheral to the immediate station area are suffi-
ciently removed from the impact area of the stations, so that no direct
impact is anticipated.

Potential crime issues are the connections between station entries/exits
and Union Station entrances and parking areas:; and the paths to and from
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public buildings in the immediate vicinity. The scale of streets in the
area is very large. A walk from a station exit to Union Terminal without
adequate 1ighting or security could be a major crime risk by night.

The station itself can be evaluated for its crime potential (cf. Rouse
Associates (1980) based on elements which have been associated in past
studies with deterring crime. The preliminary designs for Union Station
suggest a positive overall crime-impact: the high projected passenger
volume intrinsically acts as a deterrant; limiting to two the number of
paid exits/entrances reduces the crime potential of the station. The fact
that it is a terminal station (rather than a through or transfer station)
suggests a positive impact. Past studies have shown that terminal sta-
tions are 1ikely to be a location of petty crimes (larceny) but not usu-
ally more serious c¢crimes such as robbery and assault.

Long term impacts of the Union Station on crime depend on future urban
developments that are initiated as a result of the station. In general,
the market outlook for this area is positive 1ike other CBD stations. The
trend toward outflow of population from the Central City that took place
between 1950 and 1970 is being reversed. All areas of the Regional Core
are expected to expand and to increase their density by the year 2000.
Projections suggest that the presence of the Metro Rail station and asso-
ciated Jjoint development activities will produce a low-to-moderate in-
crease in commercial and residential uses in the Union Station envirens.
The Union Station area has some potential as a multi-modal transit center
with hotel, office and retail uses due to existing air rights. Even when
the available areas are fully "built out" they will occupy only 25 percent
of the available square feet {including underutilized land areas). The
major crime problems that may result from this station will be in its
immediate area. There 1is need to relate station entrances to Olvera
Street, and to establish effective internal circulation patterns across
the Tong expanses of undeveloped land in which the station lies. Central

Lity North will continue to grow, in part as a response to the Union Sta-

tion Metro Rail activity. Condominium residential projects and retail
projects oriented toward the Chinese population are expected. These
trends taken by themselves do not suggest any long-term crime impacts of
Metro Rail. Recommended mitigations for the Union Station site are
therefore minimal considering the 1imited nature of the crime impacts.

Entrances in the preliminary station design are appropriately linked to
existing or proposed rail terminal functions. Connections to SCRTD park-
ing Tots and bus drop-off areas need to be developed to offer passengers
continual protection as they enter and exit from non-station areas. Mit-
igation of potential crime impacts can be achieved by including standards
for crime prevention through environmental design in the architectural
program used to guide design development. This would insure that pedes-
trian movements would be channeled into areas that can be kept under sur-
veillance and that informal surveillance methods will be maximized where
possible; e.g., by placing windows in waiting rooms to allow visibility
of pedestrians, orienting exits from parking structures so they emerge
into active public zones, etc.

-27-



CRIME IMPACTS OF METRO RAIL SYSTEM: UNION STATION

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robbery Residential  Auto (Larceny, pick-
Assault Commercial  (TFV) pocket, etc.) MITIGATIONS!
DEVEL OPMENT TMPACTS
I. Residential density
increases in community
1. Increased mixed uses
{residential/commercial, etc.)
STATION AREA TMPACTS
[IT. TIncreased pedestrian
use around station * C, n, E, H
® 1V. Increased bus/auto rx
boardings, at station * G
V. TIncreased use of curbside
parking near station
VI. Increased use of off-street
parking near station
STATION COMPLEX TMPACTS
Vil. New station parking--
unsecured (1000 spaces) FEE = I
VITI. New public spaces-- N ¢

unsecured

Ysee mitigation text {Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected

patterns of use) _ .
***High potential for crime impact (based on physical analysis of station and environs and projected
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Civic Center

The proposed Civic Center station is Tocated between Hill and First
Streets within a zone of public and governmental buildings extending from
Flower Street to Los Angeles Street between Hill Street and Temple Street
on a north/south axis. The Civic Center Plaza and pedestrian mall are the
focus of the area and the Tocation of the primary station entrances.

Like the other Central Business District station locations (other than
Union Station), the area is primarily a 12-hour use zone and active pri-
marily during daylight working hours. In spite of the public nature of
the buildings, pedestrian spaces, and plazas in the vicinity of First and

Hill Streets, there is less tourist and visitor activity than might be
expected,

Land use in the quarter-mile area is dominated by public and quasi-publie
uses: goverpment buildings, Civic Center Plaza, the Mall, and the Music
Center Complex to the north. Along Hill Street, Just to the west of the
proposed station entrances, lies a portion of the high density Bunker
Hi11 housing development. Other commercial and residential uses do not
presently exist in the immediate area although important vacant areas,
currently used for parking, are reserved as potential development sites.

First Street 1is the primary traffic artery for auto, bus, minibus and
pedestrian traffic moving in a north/south direction. Hill Street i< a
Key connector to other Central Business District areas to the west. Music
Center traffic before and after evening performances typically use Grand,

Hope, First and Temple Streets. Pedestrians employed or visiting any of
the governmental facilities in the station area must cross Hill Stree: to
get to parking areas.

Los Angeles Police Department officials report that the Civic Center has

- no serious crime problems and do not identify amy particular areas in the

immediate surroundings which are generators of crime. The most serious,
frequently reported crime is burglary/theft fraom auto, occurring in the
extensive parking structures adjacent to the Civic Center. The high crime
rate in the station vicinity (346 Part I crimes/1000 population) is at-
tributable to the high number of auto related crimes and a correspondingly
small residential population. If the daytime population were considered
as a base of crime, the quoted rates would be far lower.

Potential crime impacts for the Civic Center Station stem from limited use
of the public zone surrounding the station entrances by day and night, and
the relative isolation of the Plaza and Mall during off-peak hours. While
bus transfers are significant, no park and ride or kiss and ride facil-
ities are anticipated. Because the station area is so close to "high-
crime" zones in nearby downtown areas, there is a danger of crime-dis-
piacement from Pershing Square or Central City East.

Long term crime impacts in this Metro Rail station site are fewer than
many other stations since it is not expected to induce a great deal of
development activity either of commercial or residential facilities. New
parking structures and extensive bus-transfers facilities are not con-
sidered. From a crime point of view, the primary issue is rerouting of
pedestrian traffic from nearby cultural, entertaimment, and residential
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facilities into this station during evening hours. There are a large
number of separate entrances proposed to accommodate peak volumes of
government workers; these become a major 1iability during of f-peak evening
hours.

Mitigation of these potential impacts can be achieved by reducing the
number of entrances on the Civic Center end of the station and/or Timiting
use of these entrances to business hours only. Alternatively, the public
zone around the station in the Civic Center area can be more clearly
articulated to provide an "oasis" of activity, especially at night. At a
minimum this can be achieved by integrating the proposed bus stop into the
design of the entrance; this would then form a kind of "front porch" for
the station.
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CRIME IMPACTS OF METRO RAIL SYSTEM: CIVIC CENTER

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robbery Residential Auto (Larceny, pick-
Assault Commercial {TFV) pocket, etc.) MITIGATIONSL
DEVELOPMENT IMPACTS
1. Residential density
increases in community
I[T. TIncreased mixed uses
(residential/commercial, etc.) * H
STATION ARFA IMPACTS
I11. Increased pedestrian N
use around station H
1V. Increased bus/auto
N boardings, at station
V. Increased use of curbside
parking near station
VI. Increased use of off-street
parking near station
STATION COMPLEX IMPACTS
VII. New station parking--
unsecured
VIIT. New public spaces--
* _ A, 6, H

unsecured

1See mitigation text (Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)
**Med fum potential for crime impact (based on physical analysis of station and environs and projected

patterns of use) . . . .
***High potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)



Fifth/Hill

The proposed station at Fifth and Hill Streets is the heart of the Central
Business District (CBD). The Pershing Square area offers pedestrian ac-
cess to a number of important activity centers--retail commercial shopping
on Broadway, the Jewelry Mart, Grand Central Market, Spring Street, the
Biltmore Hotel, and the Main Library. Lland uses in the immediate area

are high density, high-rise offices with street leyel retail. Housing and
hotel uses are limited.

The focus of the area for residents, employees, and tourists is Pershing
Square--a primary organizer of the downtown pedestrian patterns as well
as auto traffic. The plaza attracts strollers, tourists, vagrants and
winos, youth gangs, and downtown employees during Tunch. Pershing Square
is heavily used during daylight hours, especially between 10 a.m. and 2
p.m. After 6 p.m. the area becomes an unsafe area, deserted except for
youth gangs. Crime rates are significantly higher than the citywide
averages: 376.0 crimes/1000 population compared to 102.8 crimes/1000.
The rate refiects very high pedestrian volumes, extensive parking, and the
influence of the youth gangs.

Informants from the Los Angeles Police Department Central Division said
Pershing Square area is patrclled by patrol car and foot patrol. An
average of five patrol cars are Jlocated in the Central Business District
core at any time of the day. The heavy patrol reflects the reality of
crime. Mexican and black ycuth gangs use the square as their territorial
base. Although their presence is not overtly obvious, they are a threat
to tourists traversing Pershing Square during the evening, nightime, and
early morning hours. Police informants consider Pershing Square and
Broadway dangerous areas. Although gang activities are not targeted at
“outsiders" or visitors, the risk of assault or robbery remains very high.

The proposed Fifth/Hill Station area 1is within high density downtown
development. The location of entrances present the potential patron with
the greatest immediate risk of any station in the Metro Rail system. High
peak-hour pedestrian volumes will mitigate somewhat against c¢rime. Low
lTevels of evening and nighttime use will have the opposite effect. Proj-
ected patronage levels are very high and include Targe numbers of pedes-
trians and bus riders from residential areas within the CBD and surround-
ing parts of the Regional Core. Entry/exit points for the Metro Rail
station have the potential of developing into congregation points for
"street people," especially in areas where "street people™ are prevalent.
This might interfere with pedestrian uses, inhibit transit ridership, and
generally alter uses of parks-- Pershing Square and Library Lawns--leading
to a circumstance in which public fear of crime is heightened. This sta-
tion is Tocated in a transitional area between Central City East and the
business area of downtown. It will be the primary station stop for the
new Bunker Hill complex. Since fear of crime is a major issue in the
minds of visitors to the CBD, the "marketing" of evening uses of the CRD
to the general public will depend to a great extent on the control of
crime in the vicinity of this station location.

The character of the Fifth/Hill Station area is at present underdeveloped.
It is projected for office, commercial, and residential development.
These will increase daily use in the station area. This may provide
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mitigation against crime, depending on the sensitivity with which urban
design is used to channel pedestrian access to and from station entrances.
For scme time there will continue to be conflicts between these new uses
and existing community uses in Central City East, Pershing Square and
along Hill Street. For the immediate future mitigation of dangerous
entrances can be achieved by eliminating dog-Tegs, blind alleys and cul-
de-cacs in station entrances. Consideraticn should be given tc integrat-
ing station entrances into retail stores in order to provide informal
contral.
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CRIME IMPACTS OF METRO RAIL SYSTEM: FIFTH/HILL

Types of Crime

: Burglary Petty Crimes
Metro Rail Impact Rohhery Residential  Auto (Larceny, pick-
Assault Commercial  (TFV) packet, etc.) MITIGATIONS!
DEVELOPMENT IMPACTS
I. Residential density
increases in community ol K
IT. TIncreased mixed uses
{residential/commercial, etc.) ** K
STATION AREA IMPACTS
[IT. Increased pedestrian
use around station Tk E, H, J
o IV. Increased hus/auto
= boardings, at station
V. Increased use of curbside
parking near station
Vi. Increased use of off-street
parking near station
STATION COMPLEX IMPACTS
VII. New station parking--
unsecured
VITI. New public spaces--
* * C

unsecured

15ee mitigation text (Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)



Seventh/F1ower

The proposed station location at Seventh and Flower Streets serves the
important office, retail shaopping, and financial buildings of the Central
Business Oistrict, including 7th Street retail stores, Broadway Plaza,
Arco Center, and many major office buildings. Land use in the area fis
devoted to high-rise office towers, street level retail and commercial
uses, major department stores, shopping centers, and restaurants. As a
result, 7th Street is a major auto and pedestrian artery through the Cen-
tral Business District. Local, express, and minibus connections offer
access to South Park and other parts of the Centra?l Business District.

Pedestrian volume 1is heavy during the day. Housing is located on the
periphery of the station environs 1in the South Park and the Convention
Center areas. The residential population associated with the Seventh/
Flower Station will be less significant than daytime employment and visi-
tor population. While functioning rather independently of its peripheral
uses, the station is on the edge of a Tow-income, "high-crime" community.

Officials from the Los Angeles Police Departments' Central Division
indicated that the immediate station area is relatively safe and free of
serious crime problems. There has been little encroachment on the area
by unstable or transient populations and youth gangs. Crime statistics
for 1981, however, indicate Part I crimes for this station area are one
of the highest of all Metro Rail station areas in the Regional Core: 1248
crimes/1000 population compared to the Central Area rate of 497 crimes/
1000 and the citywide rate of 102.8 crimes/1000 population. This statis-
tic may be misleading because of problems with the population base in
estimating crime rate. In absolute numbers, there were 2381 Part I crimes
reported in R.D.s 152 and 171 for 1981. These are the two police report-
ing districts adjacent to the station sitea and included more than 200
robbery reports, more than 200 burglary reports and a relatively high
number of reported assaults. The growth of urban residental areas to the
south will result in increased use of this station location by day and
night, by pedestrians and as a place for bus-transfer. These patterns
suggest the importance of a careful urban design approach to station
design including bus stops and small scale streetscape designs to dis-
courage crime and provide for public safety after business hours and on
weekends.

The Tong term impacts on crime in this station area hinge on the fact that
the station is likely to induce a large amount of commercial development
to the south. Once achieved, this area is 1ikely to become quite stable.
Ouring the course of development some crime increases can be expected.
Occasional crimes in this area can be expected to continue as new offices
and associated entertainment areas are extended to the south of downtown,
drawing tourists and visitors away from more concentrated zones in the
center of CBD. The large "free" zone in current station plans may become
a source of problems, especially during late evening hours if stations are
not manned. Entrances dc not appear to be coordinated with significant
urban features. As Tong as volume is high, crime problems will be minimal.
As activity in the station environs and complex declines in evening hours,
crime concerns may become more prominent.
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CRIME IMPACTS OF METRO RAIL SYSTEM: SEVENTH/FLOWER

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Rohbery Residential  Auto (Larceny, pick-
Assault Commercial  (TFV) . pocket, etc.) MITIGATIONS!
DEVEL OPMENT IMPACTS
[. Residential density
increases in community
[I. Increased mixed uses
(residential/commercial, etc.) * J
STATION AREA IMPACTS
[1T1. TIncreased pedestrian
use around station * * J
&
1V. Increased bus/auto
boardings, at station * * J
V. Increased use of curbside
parking near station
VI. Increased use of off-street
parking near station
STATION COMPLEX IMPACTS
VII. New station parking--
unsecured
VIITI. New public spaces--
o D, E, G, H

unsecured

lgee mitigation text (Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)
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WILSHIRE EAST CLUSTER: Wilshire/Alvarado, Wilshire/VYermont, Wilshire/
Normandie

The Wilshire Corridor cluster of Metro Rail stations actually comprise a
variety of social and physical environments along the region's most
important office/commercial linear strip. Spaced along Wilshire Boulevard
at approximate intervals of one-half mile, these proposed stations serve
large numbers of Wilshire Boulevard office employees as well as a large
Wilshire Center population traveling east, west, and north to other major
regional activity centers. The Wilshire and Westlake "communities"
together have an employment population of approximately 200,000 compared
with the CBD's 280,000, and a resident population which is highest in the
Regional Core. Ethnic diversity and segregation is strong. The west side
of the cluster is predominantly white, with Asian and Hispanic neighbor-
hoods clustered to the south and west in older neighborhocods. The streest-
scape and spatial pattern of the Wilshire Corridor office core is typified
by high and medium rise office/commercial along Wilshire, low and medium
commercial/retail/mixed use on 6th Street and residential uses of varying
density north and south of 6th and 7th Streets.

The primary crime and security issues for Metro Rajl stations in the area
include transition from the public areas of Wilshire Boulevard to res-
idential uses and commercial uses over relatively short distances. Los
Angeles is no Tonger comprised of a series of sprawling suburhs. Areas
such as the Wilshire Corridor now are comprised of complex income, ethnic
and age mixes for which the environment was not designed. The locations
of commercial centers are relatively random and not coordinated with
residential density. Commercial office developments are unrelated to
nearby residential neighborhoods and serve to diminish security rather
than provide safe, Tighted ways through otherwise isolated areas. These
problems of coordination of residential uses and commercial development
affect each of the Wilshire station sites in a different way, but serves
as the key issue in assessing crime impacts for the cluster of stations.
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TABLE 7
SERIOUS CRIMES IN NILSHIRE EAST CLUSTER, 1981

Metro Rail Resident Part T Crime Rohbery Burglary Assault. Part I
Station Population Reported Reported Reported Reported Rates/1000
Environs . population
Wilshire /Alvarado - 12,288 2086 317 590 170
Wilshire/Vermont 25,641 3405 302 836 133
Wilshire /Normandie 11,762 1560 160 406 133
TOTAL 49,691 7051 779 1832 141.9

w Total LAPD

oo Rampart Area 237,690 24,649 2384 7500 103.7

Source: Los Angeles Police Department Statistics; RTD population data (SCAG Census Data Center)



Wilshire/Alvarado

Wilshire and Alvarado in the Westlake area is in transition. It is high
density, predominantly low-income, and contains a majority Hispanic pop-
ulation (65 percent Mexican or Cuban). MacArthur Park is the major Tand
use element in this area. The perception of most visitors is that
MacArthur Park is unsafe. MacArthur Park and a number of nearby streets
were casually referred to as "drug havens™ by the Los Angeles Police
Department officers who patrol the area. Grandview Street was until
recently considered the City's "secondary skid row". Special patrolling
efforts by the LAPD has largely removed some of the visible signs of vag-
rancy from the area.

Land use patterns in the area suggest heavy commercial activity on primary
streets--Alvarado, 6th and 7th--mixed use along Wilshire, east of the
park, and dense infill of medium and high density residential housing.
The park serves as a dynamic public space in the daytime, a vacant spatial
“void" at night. Pedestrian and auto movement is concentrated on Alvarado
with major intersections at 6th Street, Wilshire, and 7th Street.

The LAPD patrols the area with a single patrol car and foot patrol (1-2
officers) simultaneously, 24 hours per day. Foot patrolmen focus on the
park and Alvarado between 6th and 8th Streets, where the majority of
police calls are reported. The primary perception of these police offi-
cers about crime and security is that their constant surveillance and
presence have reduced the drug dealing problem. Generally they believe
there is an "acceptable" level of crime in the area. However, perception
of crime to the potential transit rider or visitor remains high. Crime
statistics for Alvarado show Part I crimes to be highest among the Wil-
shire Corridor station areas, especially for burglary, robbery, and
aggravated assault. Police account for these statistics by citing the
heightened opportunity for crime afforded by the park and the high per-
centage of elderly low-income population. The 1981 Part I crime index of
172.0 crimes/1000 population reflects the relatively high level of crime.

The patronage and mode of access projections for the Wilshire/Alvarado
Station indicate that a large number of transit patrons from outside the
Westlake area will transfer to Metro Rail from buses and there will be a
great deal of pedestrian access. This suggests an opportunity to design
a community that enhances the interface between the park, commercial
activity on Alvarade Street and Wilshire Boulevard, and the station
entrance itself.

Long term commercial and residential development in the area as a result
of the Metro Rail station is expected to be moderate to high. This will
produce still more mixed uses in the area. The urban area has no solid
core (other than the park) around which to create an urban focus. Crime
problems can be expected to increase due to Targer numbers of pedestrians,
many of whom are 1ikely to be transit dependent.

The proposed station design dis 1ikely to act as a deterrant to crime in
station platforms or concourses. It has only two levels. Previous stud-
jes have shown that three Tevel stations induce more crimes than two level
stations. Also, it has only one entrance. The greater the number of

entrances and exits the greater the likelihood of crime in station areas.
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In order to mitigate negative impacts of this station location, the sta-
tion entrance concourse could be designed as an intensely public place.
Paths of access from feeder streets in the surrounding environs should be
analyzed to provide safe passage to and from the entrance. Guidelines for
crime prevention through environmental design can be included in the pro-
gram used by architects for the station entrance and concourse. Urban
design guidelines for the larger area could include a crime-contral com-
ponent so that as new office building projects are defined they can each
contribute in some measure to environmental security in the larger area.
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CRIME IMPACTS OF METRO RAIL SYSTEM: WILSHIRE/ALVARADO

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robbery Residential Auto (Larceny, pick-
Assault Commercial  {TFV) pocket, etc.) MITIGATIONS]
DEVELOPMENT IMPACTS
[. Residential density *x L b b K
increases in community
IT. TIncreased mixed uses
(residential/commercial, etc.)
STATION AREA IMPACTS
ITI. Increased pedestrian s
use around station £, H
IV. Increased bus/auto **’
~ boardings, at station E, H
V. Increased use of curbside
parking near station
VI. 1Increased use of off-street
parking near station
STATION COMPLEX IMPACTS
Vi1. New station parking--
unsecured
VITI. New public spaces-- o
: unsecured * E, H

1See mitigation text (Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
***High potential for crime impact (based on physical analtysis of station and environs and projected
patterns of use)



Wilshire/Vermont

The proposed station near the intersection of Wilshire Boulevard and
Vermont Avenue is an important Wilshire Corridor Tocation, with a very
high daytime employment populaticn, resident population, and heavy volume
of pedestrian and auto traffic. The resident population in the area of
approximately 25,000 persons reflects a diversity of ethnic groups and
income groups in the Tow-income range. The population 1is 55 percent
Hispanic, 30 percent white, and 15 percent Asian. It is a relatively
young population--the median age is 30 years old, residing aTmost exclu-
sively in renter occupied units (97 percent).

The land use pattern of the area is well defined. Wilshire Boulevard is
devoted to high rise, high density offices, with ground floor retail.
Parallel streets to the north and south {6th and 7th Streets) are low rise
commercial and mixed uses. Sixth Street is especially commercially active
in the five blocks east and west of the Wilshire/Vermont Station. Further
north and south are blocks of medium and high density housing. Thus,
there is a shift from high rise commercial and office to housing in a mere

two blocks; with neighborhood commercial strips offering a buffer to this
"shift" in land uses.

The hierarchy of primary auto and pedestrian traffic arteries supports the
definition of the land use pattern. Wilshire Boulevard and Vermont Avenue
are clearly primary, 7th and 6th Streets secondary, and there are "ter-
tiary" residential streets. The intersection of Wilshire and Vermont is
a main bus transfer point.

Rampart police officers characterize this area as relatively quiet, night
and day, despite high pedestrian activity and with no specific "hot-spots"
for crime identified. There are a great number of burglaries from vehi-
cles parked in the many parking lots throughout the area. Residential
neighborhoods in the station area are Tow-income but generally stable and
ethnically divided, usually by nation of origin. Crime statistics reveal
a moderately high Part I crime rate in the station area (132.8 crimes/1000
population) compared with a citywide rate of 102.8 ¢rimes/1000. Crimes
against persons and street crimes are not significant here in spite of
heavy pedestrian activity. Reports of burglaries are relatively high due
to the high density of housing without adequate security.

The proposed Metro Rail station will increase the accessibility of mid-
Wilshire residents and employees to the CBD and will be a key transfer
point for South-Central Los Angeles. The station will become part of an
integrated system of bus and rail transit and will be used as a vital
‘transit node, day and night. The hierarchy of streets in the vicinity of
the station (from major cross-streets to neighborhood mixed use streets
to residential streets) suggests a good pattern for pedestrian use. High
density housing both north and south of the station are within pedestrian
access, and this housing zone can be expanded by new development efforts.

Long term impacts of the Metro Rail system for this area include inducing
major increases in the residential population in the station environs.

This in turn will increase the number of pedestrians vulnerable to assault
and robbery.
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The preliminary design of the station propecses to create a public zone
adjacent to the entrances for bus-transfer passengers. This is very
desirable as long as provisions are made in the design for high visibility
as passengers walk across the width of Vermont Avenue in the underground
tunnel companent. Since this station is on a mid-block location, it is
alsa important that the entrances be located to be highly visible from
passing cars.
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CRIME TMPACTS OF METRO RAIL SYSTEM: WILSHIRE/VERMONT

Types of Crime

Burgtary Petty Crimes
Metro Rail Impact Robbery Residential Auto (Larceny, pick-
Assault Commercial (TFV) pocket, etc.) MITIGATIONS]
DEVELOPMENT IMPACTS
I. Residential density N
increases in community * K
IT. Increased mixed uses
(residential/commercial, etc.)
STATION AREA IMPACTS
ITI. Increased pedestrian R
use around station J
IV. Increased bus/auto
= boardings, at station * J
V. Increased use of curbside
parking near station
VI. Increased use of off-street
parking near station * K
STATION COMPLEX [MPACTS
VIT. WNew station parking--
unsecured
VIIT. New public spaces--
*% E

unsecured

Ysee mitigation text (Section V) for a description of these measures.
* ow potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
***High potential for crime impact {based on physical analysis of station and environs and projected
patterns of use)
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Wilshire/Normandie

The proposed station located along Wilshire at Normandie will primarily
serve the high volume of daytime office employees in the Wilshire Boule-
vard high rise office buildings 1located between Harvard Avenue and the
Ambassador Hotel. It will also serve tourists and businessmen staying at
the Hyatt Wilshire or Ambassador Hotels. Residential areas north and
south of Wilshire {(north of Sixth, south of Seventh) support a large res-
ident population that is ethnically diverse: 30 percent Hispanic, 32
percent white, 10 percent Black, and 25 percent Asian. There is little
overtap in the spatial and movement patterns between the area's employment
and resident poputations.

The Tand use pattern again reflects a shift from high density high-rise
office and commercial uses along Wilshire Boulevard to medium and high
density residential uses north and south. Wilshire is the main traffic
artery. There is no "major" north/south interaction as the Wilshire
street-scape presents a nearly unbroken "unified" high-rise frontage.
The Ambassador Hotel's quasi-public garden and open space is the only
effective break in the streetscape along this segment of Wilshire.

Again, as with adjacent station sites, the LAPD Wilshire Division patrol
officers identify no specific crime and security problems in the area.
Crimes against office employees and tourists are minimal. Statistics
reveal no significant patterns other than high incidence of parking lot
and auto related crimes.

Long term crime impacts on the Metro Rail station are a function of the
types of development induced by value-capture efforts and the patterns of
urban use that result. It s projected that the station environs around
Wilshire/Normandie will be very heavily developed, both in commercial
office space and residential units. Projected development will utilize
up to 99 percent of available capacity within areas suitable for rein-
vestment. This will produce a highly dense urban community which includes
rapid contrasts between high-rise offices and low density residential
zones. It is important that the large numbers of new multiple-dwelling
buildings be carefully located from a crime perspective. They can be
sited to take advantage of the presence of Metro Rail by zoning and plan-
ning measures that induce development on feeder streets. This might be
done, for example, by reducing parking requirements selectively for
buildings which contribute to pedestrian safety,

-45-



CRIME IMPACTS OF METRO RAIL SYSTEM: WILSHIRE/NORMANDIE

Types of Crime

~__Burqlary Petty Crimes
Metro Rail Impact Robbery Residential Auto (Larceny, pick-
Assault Commercial  (TFV) pocket, etc.) MITIGATIONS!
DEVELOPMENT IMPACTS
I. Residential density N
increases in community * K
II. Increased mixed uses
(residential/commercial, etc.) * J
STATION AREA IMPACTS
ITI. Increased pedestrian
use around station * F, H
IV. Increased bus/auto
= boardings, at station
V. Increased use of curbside
parking near station
VI. Increased use of off-street -
parking near station
STATION COMPLEX IMPACTS
VIT. New station parking--
unsecured
VIII. New public spaces--
*k E, F, J

unsecured

Isee mitigation text (Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)
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WEST WILSHIRE (CORRIDOR CLUSTER: Wilshire/Western, Wilshire/Crenshaw,
Wilshire/La Brea, Wilshire/Fairfax,

The West Wilshire Corridor is differentiated from areas along Wilshire to
the east by the general change in land use. Unlike eastern parts of Wil-
shire, Wilshire Boulevard in this cluster becomes a connector between
relatively socio-economically diverse and contrasting residential commun-
ities. Crime in these station areas are somewhat Tess significant than
in the commercial and residential areas in the East Wilshire Corridor
cluster but rates remain gquite high in the areas arcund both the Wilshire/
Western Station and the Wilshire/Crenshaw Station.
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TABLE 8

SERTOUS CRIMES IN WILSHIRE WEST CLUSTER, 1981

Metro Rail Resident Part 1 Crime Robhery Burglary  Assault Part 1
Station Population Reported Reported  Reported Reported Rates/1000
Environs population
Wilshire/Western 24,773 3608 530 864 90 146
Wilshire /Crenshaw 9,253 1348 171 336 30 146
Wilshire/La Brea . 4,455 574 59 120 11 129
Wilshire/Fairfax 8,432 956 176 311 Kl 113

Fo

*® TOTAL 46,913 6486 936 1641 165 138.2
Total LAPD
Wilshire Area 189,926 23,370 - 2750 6114 1272 123.0

Source: Los Angeles Police DNepartment Statistics; RTD population data {SCAG Census Data fenter)
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Wilshire/Western

The pronosed station at Wilshire Boulevard and Western Avenue lies on the
western periphery of the high density, high-rise segment of the Wilshire
Corridor office core. A relatively dense population of approximately
30,000 persons is housed north and south of the office, commercial, and
retail uses along Wilshire Boulevard. This population is ethnically
diverse--22 percent Hispanic, 35 percent white, 25 percent Asian, and 14
percent Black--and predominantly Tow and Jow-middie income.

The land use pattern surrounding the station area is typical of the Wil-
shire Corridor: high-rise office towers with street level retail or com-
mercial on Wilshire Boulevard, shifting to mid-rise mixed use or commer-
cial uses on Sixth Street, then medium and high density housing north of
Sixth Street and south of Seventh Street.

The area s a blend of regional and Tocal influences: major office
buildings exist proximate to neighborhood churches, retail stores, and
housing. The resident and employment population are relatively indepen-
dent of each other. Although the residential areas north and south of
Wilshire have a reputation for being "tough™, the LAPD reports no unusual
sources of street crime or "hot-spots” in the immediate area. They per-
ceive, and the crime statistics corroborate, that the majority of crimes
(burglary and robbery) occur in residential areas. The Part I crime rate
for 1981 (145.7 crimes/1000 population) is highest among the station sites
in this fTuster (average of 123.3 and far greater than the citywide mean
of 102.8}.

Long term projections for this area call for moderate development as a
result of the Metro Rail system. There will be an increased urban focus
with the Wiltern Theater and office tower on the corner.

The station entrance is designed optimally. Though there is no reason to
expect crime rates to increase as a result of Metro Rail, some thought
might be given to the crime impacts of a substantial number of bus trans-
fer patrons which will use Metro Rail for travel to the east and west from
this central location.
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CRIME IMPACTS OF METRO RAIL SYSTEM: WILSHIRE/WESTERN

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robhery Residential  Auto (Larceny, pick-
Assault Commercial  (TFV) pocket, etc.) MITIGATIONS!
NEVELOPMENT IMPACTS
I. Residential density
increases in community
IT. Increased mixed uses
(residential/commercial, etc.)
STATION AREA IMPACTS
ITI. Increased pedestrian
use araund station * J
IV. Increased bus/auto .
@ boardings, at station * J
V. Increased use of curbside
parking near station
V1. Increased use of off-street
parking near station
STATION COMPLEX TMPACTS
VII. New station parking--
unsecured
VITI. New public spaces--
unsecured * * J

lsee mitigation text (Section V) for a description of these measures.
*ow potential for crime impact (based on physical analysis of station and environs and projected
.patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and proiected
patterns of use)
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Wilshire/Crenshaw

This proposed station, located at the intersection of Crenshaw Boulevard
and Wilshire Boulevard is not typical of the Wilshire Corridor pattern of
Tand use and spatial organization. The station is Tocated in an under-
developed, underutilized segment of Wilshire Boulevard which divides two
residential neighborhoods that are ethnically and economically a picture
of marked contrast. Wilshire Boulevard is very porous at this point with
a variety of vacant lots--sites for potential criminal activities—-on both
the north and south. There is no neighborhood level retajl sector on
Sixth and Seventh Streets, and there are no appreciable office and com-
mercial buildings on Wilshire,

The residential population is approximately 15,000 persons. The overall
ethnic distribution is somewhat misleading: 45 percent white, 23 percent
Asian, 17 percent Hispanic, and 12 percent Black. It 9s ethnically
diverse south of Wilshire and relatively homogeneous north of Wilshire.
The income distribution ranges from predominantly low-middle income south
of Wilshire to upper income levels north of Wilshire.

Spatially, the Wilshire/Crenshaw intersection is most important as a bus
transfer and connection point for access to Hollywood, Wilshire Corridor
and the Central Business District from the Crenshaw area and South-Central
Los Angeles. Fear of criminal elements moving north on Crenshaw Boule-
vard, committing crimes against the residential neighborhoods in the sta-
tion area, pervades the resident population.

The Tong term crime impacts of this station are not different from rela-
tively short term effects. There is Tow 1ikelihood of major development
in the station environs. Some mitigation might be achieved by providing
a public zone around the station entrance for bus-transfers and orienting
the station entrance more definitively toward Wilshire Boulevard. The
proposed station design is likely to act as a deterrant to crime. This
is because it is expected to be a Tow patronage station, has only one
entrance and is in a Tow density residential area. Each of these elements
is associated with low crime-potential of the station and environs in past
studies (Rouse Associates, 1980).
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CRIME IMPACTS OF METRO RAIL SYSTEM: WILSHIRE/CRENSHAW

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Rohhery Residential  Auto (Larceny, pick-
Assault Commercial (TFV) pocket, etc.) MITIGATIONS!
DEVELOPMENT IMPACTS
[. Residential density
increases in community
I[I. Increased mixed uses
(residential/commercial, etc.)
STATION AREA TMPACTS
IIT. Increased pedestrian
use around station h F, H, J
IV¥. Increased bus/auto .
o boardings, at station R * Fy H, J

V. Increased use of curbside
parking near station

VI. Increased use of off-street
parking near station

STATION COMPLEX IMPACTS

VII. MNew station parking--
unsecured

VIIT. New public spaces--
unsecured

Igee mitigation text (Section V) for a description of these measures.

*Low potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)

**Med ium potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)

***High potential for crime impact (based on physical analysis of station and environs and projected
patterns of use) .
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Wilshire/La Brea

The proposed Metro Rail station at La Brea Avenue and Wilshire Boulevard
is sited at a commercial intersection of a predominantly residential zone
in the Wilshire Corridor. Land use at this point on Wilshire Boulevard
is mostly low-rise commercial and retail with an exception in the land-
mark, small high-rise "Mutual of Omaha" building. The land use shifts to
residential housing, both low and high density, immediately north and
south of Wilshire Boulevard. The middle income resident population in the

station area is 68 percent white, 18 percent Black, 8 percent Asian, and
6 percent Hispanic.

The area is currently characterized by very light pedestrian traffic and

mostly "“thru" auto traffic. The area has no major destinations or public
spaces and attractions.

Crimes occur predominantly in residential areas of the station environs,
according to police officials. Street crime, burglary and robbery from
the commercial sector are a relatively minor concern. Part I crime rate
for the station area is 128.8 crimes/1000 population for 1981. This is

similar to the rate for other Wilshire stations and typical of the LAPD's
statistics for Wilshire Area as a whole (123.3).
No major long term changes in the area are anticipated as part of value-
capture projections. Passenger volume at this station is expected to
remain relatively light. The low volume of use and the presence of only
one station entrance will act as a deterrant to crime in the station com-
plex. This station should have very little impact on crime in the area
both over the short and Tong term: vrelatively 1ittle off-street parking
in the community is anticipated; the vast majority of riders will be bus-
transfer passengers; and the area is already a major transfer peint so
that a Metro Rail station will be readily assimilated into the community,
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CRIME TMPACTS OF METRO RAIL SYSTEM: WILSHIRE/LA BREA

Types of Crime

Burglary Petty Crimes
- Metro Rail Impact Robbery Residential  Auto (Larceny, pick-
Assault Commercial  (TFV) pocket, etc.) MITIGATIONS!
DEVELOPMENT IMPACTS
I. Residential density
increases in community
IT. Increased mixed uses
(residential/commercial, etc.)
STATION AREA IMPACTS
TI1. Increased pedestrian
use around station * H, J
IV. Increased bus/auto
* H, J

hoardings, at station

V. Increased use of curhside
parking near station

VI. Increased use of off-street
parking near station

STATION COMPLEX IMPACTS

VII. New station parking--
unsecured

VIIT. New public spaces--
unsecured

lsee mitigation text (Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected
patterns of use) ’
**Medium potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)



Wilshire/Fairfax

The proposed station, located between Spaulding Avenue and Curson Avenue
along Wilshire Boulevard, is in the center of an area that is a residen-
tial area and a major regional, public activity center. Tt includes the
following attractions: The Los Angeles County Art Museum, the Rancho La
Brea Tar Pits, and the Page Museum of Natural History. The zrea draws
visitors and tourists seven days a week and is especially busy on weekend
afternoons, when auto traffic and pedestrian activity around Hancock Park
is high. The resident population in the station area is homogeneous--80
percent White and predominantly middle dincome. Residents here have
excellent access and efficient bus connections to the Wilshire Corridor,
Beverly Hills, and Hollywood areas.

Land uses around the station area include public park areas, and a range
of housing from Tow to high density, including the Park La Brea Towers and
retail shopping. Wilshire Boulevard is the primary movement generator and
feeder for these uses. Major retail shopping in the vicinity includes May
Company and Ohrbachs, both at Wilshire and Fairfax. These add importance
to the area as a local and regional destination.

Because of the public nature of the Tand uses around the station area,
crime has not been a significant problem, according to the LAPD. Although
the park-like space around the Tar Pits has been used for some drug traf-
fic and as a congregation point, there are few signs of criminal activity
as in MacArthur Park. The Part I crime rate for 1981 for the area is the
Towest of any Metro Rail station area in the Regional Core (113.4 crime
reports/1000 population) compared with the Wilshire Area rate of 123.3 and
the citywide rate of 102.8. The majority of crime reports are residence-
related burglary and robbery with a relatively high incidence of burglary
and theft from vehicles parked near the Hancock Park public attractions.

Long term projections for this area suggest moderate levels of commercial
development and minimal residential development as a result of Metro Rail.
Major crime-impacts will result from the high volume of use of the pro-
posed station and the large (1000 space} parking structure that is planned
to accompany it. The vast majority of business and recreational trips
generated by Metro Rail will be during the day. The volume of bus-trans-
fer passengers from Fairfax Avenue 1is exPected to be very high. These
volumes of use provide a high degree of informal control as a deterrent
against crime. The transition from parking to station may become a source
of concern and can be mitigated by carefully designing parking structures
to insure visibility from the avenue and from bus-transfer areas.

Station design is excellently integrated into available land in prelim-
inary plans. Entrances are related to auto traffic Tanes:; and/or are
integrated into the Museum complex and future sites for commercial devel-
opment. Parking fis integrated into the Museum complex and bus drop-off
areas to provide paths of access and mutual security.

55



9%

CRIME TMPACTS OF METRO RAIL SYSTEM: WILSHIRE/FAIRFAX

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robbery Residential Auto (Larceny, pick-
Assault Commercial  (TFV) pocket, etc.) MITIGATIONS!
DEVELDOPMENT IMPACTS
I. Residential density
increases in community
I[T. Increased mixed uses
{residential/commercial, etc.)
STATION ARFA IMPALTS
IiT. Increased pedestrian
use around station
IV. Increased bus/auto
hoardings, at station
V. Increased use of curbside
parking near station
VI. Increased use of off-street
parking near station
STATION COMPLEX IMPACTS
VII. New station parking--
unsecured (1000 spaces) * * bl J, K
VIIT. New public spaces--
* J, K

unsecured

lsee mitigation text {Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)
**Medfum potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and projected

patterns of use)




WEST HOLLYWOOD/HOLLYWOOD CLUSTEZR: Fairfax/Beverly, Fairfax/Santa Monica,
La Brea/Sunset, Hollywood/Cahuenaa.

The West Hollywood and Hollywood Cluster of Metro Rail stations exhibit
differences in context, community composition, streetscape and general
crime characteristics from most other station areas and clusters.
Although each of the individual stations in this cluster are quite dif-
ferent from each other, the West Hollywood and Hollywood areas represent
identifiable residential, commercial, and entertainment foci. Crime in
these areas is generally very high compared to the rest of the city. The
Asian, Hispanic and Black population have increased significantly in
recent years and the white population has been reduced to less than 60
percent. Social and economic shifts in a short time frame can result in
neighborhood instability, which in turn makes areas quite vulnerable to
crime. The danger is that Metro Rail stations in this area might have a
"tipping" effect and result in a still more aggravated decline in commun-
ity safety. Metro Rail can also be catalyst to begin redevelopment
efforts in these areas.

57



TABLE 9
SERIOUS CRIMES IN WEST HOLLYWOOD/HOLLYWOOD CLUSTER, 1981

Metro Rail Resident Part I Crime Robhbery Burglary Assault Part I
Station Population Reported Reported Reported Reported Rates/1000
Environs population
Fairfax/Beverly 5,884 776 96 197 23 132
Fairfax/Santa Monica
{Count y) 9,100 1610 — 407 — 177
La Brea/Sunset 12,084 2908 342 556 146 241
Hollywood /Cahuenga 10,292 2672 325 549 202 260

(&3]

m -
TOTAL 37,360 7966 ——— S -— 213.2
Total LAPD
Hollywood Area S -— 2059 5288 1144

(excluding county)

Source: Los Angeles Police Department Statistics; Los Angeles County Sheriff's Department Statistics;
RTD population data (SCAG Census Data Center)




Fairfax/Beverly

The pronosed station located at Beverly Boulevard and Fairfax Avenue is
sited in the heart of the Fairfax "district" of West Hollywood. The res-
ident population is of predominantly eastern European, Jewish descent, and
quite elderly. The area has the highest median age (50.2 years) and the
highest percentage of population over 65 years old (34 percent} of any
Metro Rail station area in the Regional Core. The percentage of the white
population is highest (91 percent) in the Regional Core. The population
is sedentary, socially stable, and homogeneous. The cuttural and reli-
gious homogeneity is readily apparent in the physical structure of the
neighborhood and in activity patterns of residents. Generaily, residents
are low and middle income. More than seventy percent are renters. The
territorial definition of the area is further enhanced by the proximity
of neighborhood shopping, banking, cultural, religious, and enterainment
facilities. In additionm, two regional scale retail, tourist, and employ-
ment centers are in this immediate vicinity: Farmers Market and CBS
Television City. Both are important regiona! destinations located within
one block of the station site.

Land use in the area is characterized by retail, commercial, and mixed
uses along Fairfax and Beverly, with an immediate shift to residential
housing on other streets: Jlow density, single family housing to the west,
and medium and high density apartments to the east of Fairfax. The entire
southeast quadrant of the area 1is composed of the CBS/Farmers Market
complex.

Auto and pedestrian movement are concentrated on the primary arteries,
Fairfax Avenue and Beverly Boulevard, where most of the local destinations
can be found. The very heavy pedestrian activity reflects social patterns
that date back to the Eastern European origins of residents. The pedes-
trian activity on Fairfax, between Beverly Boulevard and Melrose Avenue
is very heavy during the daytime, especially near major Jocal foci such
as Canter's Delicatessen and the S&L produce market.

UnTike many of the other Metro Rail station areas, perceived threat of
crime and assault critically affects the activity patterns of the resident
poputation in Fairfax. The age, cultural homogeneity, and territorial
homogeneity tend to increase perceptions of danger. The elderly perceive
all vacant Tlots, and areas devoid of pedestrians as being dangerous
especially during evening hours. Fear of crime at times is more signif-
icant in this area than actual incidence of crime. Actual crime rates
reveal a pattern similar to the Hancock Park and Wilshire areas--a pre-
dominance of residence related crimes, mostly burglary. The Part I crime
rate for 1981 is 131.9 crimes/1000 population which is slightly above
average for the Wilshire area (123.3 is crimes per/1000 population) and
well below the average for the West Hollywood/Yollywood Areas.

Long term development potential for this area is very high, especially
with regard to new commercial buildings. This will further heighten the
urban density of the area and expose citizens to greater risks of criminal
victimization. The presence of a strong community can reverse this pro-
cess through crime-control efforts. The direct impact of Metro Rail will
be to increase pedestrian use of streets and to expand use of curbside
parking in nearby neighborhoods in the station environs. Careful use of
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urban design mechanisms can mitigate these impacts by 'creating safe
pedestrian areas that are supervised informally by retail stores, by con-

centrating on-street parking in suyitable Tocations, by street lighting
efforts, etec.

The entrances to the station is located with high visibility from Fairfax
Avenue. This station has the potential to act as a community catalyst
increasing transit service to its major, transit-dependent population.
By increasing the public character of the station,crimes that gccur as a
part of transportation activities such as those while waiting for a bus
or walking home following a bus ride can be reduced. The location of the
station entrance in the immediate proximity of the proposed parking area
offers the opportunity for connecting the two in order to enhance parking
security. This parking area is an extension of existing land uses.
Although there may be conflicts ogver parking use, crime-impacts will be

minimized if all-day park-and-ride autos can be integrated with business-
related parking in the area.
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CRIME IMPACTS OF METRO RAIL SYSTEM: FAIRFAX/BEVERLY

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robbery Residential Auto (Larceny, pick-
Assault Commercial  (TFV) pocket, etc.) MITIGATIONS!
DEVELOPMENT TMPACTS
[. Residential density
increases in community
IT. Increased mixed uses
{residential/commercial, etc.)
STATION AREA IMPACTS
[11. Increased pedestrian N
use around station E, G, H
— 1V. Increased bus/auto
= : boardings, at station
V. Increased use of curbside
parking near station
VI. Increased use of off-street N
parking near station * K
STATION COMPLEX TMPACTS
VII. New station parking-- N
unsecured (1000 spaces) I

VIII. Hew public spaces--
unsecured

1See mitigation text (Section V) for a description of these measures.
*_ow potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med fum potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
***{ligh potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)



Fairfax/Santa Monica

The proposed station is located at the intersection of Fairfax Avenue and
Santa Monica Boulevard at the juncture of two very distinct communities.
Each of these communities exhibits a high degree of territoriality--the
ethnically homogeneous Fairfax "district" and the West Hollywood "gay"
strip with its population of young single men. Santa Monica Boulevard
near Fairfax Avenue 1is an increasingly prosperous commercial strip
catering to the gay population and serving the general needs of a larger
residential poulation. The area is high density and ethnically homoge-
neous (90 percent white). It is also 40 percent single. The resident
population spans the full range of income groups.

Land use in the station area includes Tow-rise, mixed use commercial
buildings (storefront retail and small neighborhood shopping centers) and
a variety of housing types ranging from low to high density. Housing is
Tocated both north and south of Santa Monica Boulevard. Although the
scale is generally low-rise, the streetscape is not filled with buildings
along major avenues. There are alleys, vacant Tots, and parking Tots
interspersed with these widely diverse Tand uses.

The crime and security issues for this area are gradually changing as
major areas of the community are redeveloped. The County Sheriff's
Department reports crimes against the elderly are decreasing in frequency
and the prominence and visibility of male prostitution is increasing along
Santa Monica Boulevard. Perhaps the single most important improvement
affecting crime in the area has been the closing of the Starwood Club on
Santa Monica Boulevard, west of the station site. Since that time, street
crime and drug traffic have decreased significantly. The club was the
most important generator of crime in the whole of West Hollywood according
to County Sheriff's Department informants. They believe that the criminal
activities focusing on this club have dispersed, primarily to the north
(Hollywood and Sunset Boulevards, Sunset Strip).

Long term predictions for this area call for moderate development, mostly
increases in multiple-occupancy residential buildings. This will foster
neighborhood retail developments and pedestrian activities. In order to
mitigate negative crime impacts, urban design strategies can be explored
to prevent crime by enhancing neighborhood boundaries and by providing
buffers between incompatible land uses such as commercial, entertainment
and residential zones.
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" CRIME IMPACTS OF METRO RAIL SYSTEM: FAIRFAX/SANTA MONICA

Types of Crime

Burglary Petty Crimes
Metro Rail TImpact Robbery Residential Auto (Larceny, pick-
Assault Commercial (TFV) pocket, etc.) MITIGATIONS]
DEVELOPMENT IMPACTS
I. Residential density
increases in community
1T. . Increased mixed uses
{residential/commercial, etc.)
STATION AREA IMPACTS
I11T1. Increased pedestrian s .
use around station H, J
IV. Increased bus/auto
=) boardings, at station
V. Increased use of curbside N
parking near station K
VIi. Increased use of off-street
parking near station
STATION COMPLEX TMPACTS
VII. HNew station parking--
unsecured
VIII. New public spaces-- N
unsecured , H

lgpe mitigation text {Section V) for a description of these measures.
* ow potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)



La Brea/Sunset

The proposed Metro Rail station located at Sunset Boulevard and La Brea
Avenue is within a local environment where both fear of crime and actual
incidence of crime are high. Prostitution is common, as is drug traffic.
There 1is continuous pedestrian activity including criminal lingering
through most of the day. The resident population is seventy-five percent
white with a Hispanic population of fifteen percent. Approximately 55
percent of this population is comprised of single person households.

The station area is characterized by a pattern of mixed uses. Sunset and
La Brea have low-rise commercial uses, including the Safeway center,
retail stores, motels, an adult theater, and entertainment industry head-
quarters for KRLA TV Studios and A & M Record £o. Sunset and La Brea are

the Jocation for both the primary neighborhood commercial facilities and
more regional employment and activity centers. The residential infill is
mostly low density, single family housing. Hollywood High School is
another major land use that contrasts with nearby commercial uses.

Heavy auto and pedestrian activity add to the reasons the area is noted
as a high crime area. The LAPD vice squad for Hollywood Division indi-
cates that the motels, vacant Tots, and adult theaters, and any number of
parking Tots in the area are locations for drug trafficking and prostitu-
tion. They patrol the area continuously by patrol car--each unit respon-
sible for a very small geographic area. In spite of the overall residen-
tial character of the area, Hollywood Area LAPD personnel perceive La
Brea/Sunset to be the most potentially dangerous station area in the
Regional Core. Crime statistics substantiate these concerns with a ver
high rate of Part I crimes for 1981 (241 crime reports/1000 popuTation{
compared with the Hollywood area rate of 135.2.

The long term projections for this area forsee no major commercial or
residential developments due to Metro Rail. Also, the station is slated
to operate at very low passenger volume. Potential negative impacts will
be minimized by this Tow-voTume of use because low-volume reduces the
availability of suitable crime targets. The station is well designed for
crime control with a single entrance and a single platform level. Cuyr-
rently, there are many incompatible Tand uses competing for space in a
small urban area. Locating the station in this area could be part of a
more comprehensive urban strategy to stimulate the redevelopment of the

area and ultimately to contribute to crime-reduction through envirommental
design.
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CRIME IMPACTS OF METRO RAIL SYSTEM: LA BREA/SUNSET

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robbery Residential Auto (Larceny, pick-
Assault Commercial (TFV) pocket, etc.) MITIGATIONS]
DEVELOPMENT IMPACTS
I. Residential density
increases in community
I1. Increased mixed uses
{residential/commercial, etc.)
STATION AREA IMPACTS
ITI. Increased pedestrian ok
: use around station *kk E, H, J

IV. Increased bus/auto
boardings, at station

69

V. Increased use of curbside
parking near station

VT. TIncreased use of off-street
parking near station

STATION COMPLEX IMPACTS

VIT. New station parking--
unsecured

VITI. MNew public spaces--
: unsecured

lgee mitigation text {Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station. and environs and projected
patterns of use)
**Med ium potential for crime impact {baséd on physical analysis of station and environs and projected
patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)



Ho11 ywood/Cahuenaa

The station located off-street at Cahuenga and Hollywood Boulevards, is
statistically the second most dangerous station area in the Ragional Core,
after Fifth/HiTl in the CBD. 1In the heart of Hollywood, the area has a
resident population, a transient population, and a significant tourist/
visitor/patron population. The resident population of 14,500 includes 59
percent white and 24 percent Hispanic.

Land use is characterized by mixed-use and Tow-medium rise commercial with
a number of entertaimment uses. While Hollywood Boulevard is entirely
commercial, some industrial uses are located along Cahuenga. High-density
residential uses are found north of Hollywood Boulevard and west of
Cahuenga.

Both auto and pedestrian activities are significant during most of the
day. Pedestrian movement is particularly heavy at nighttime. There is a
high perception of risk and danger to visitors. Actual crime statistics,
although somewhat skewed by the Tack of an effective population base,
reveal 2 very high ambient crime level. The Part I crime rate of 260
crimes/1000 population is the highest in the Hollywood/West Hol1ywood
Cluster, average of 135.2 crimes/1000 population. The rate and number of
assaults, burglary/theft from auto, and robbery are among the highest in
the Regional Core, and the city as a whole.

Long term value-capture projections for this station anticipate a very
large increase in both commercial and residential properties. It s
expected to be one of the most intensively developed areas in the entire
- Regional Core. Without some intervention, current high-crime rates in the
area will continue to rise. Crime can be mitigated if value-capture
efforts include a comprehensive approach to crime prevention through
environmental design. Large areas in the 1/4 mile radius of the station
are available for a major independent development project. The design of
the station can be a focus of this redevelopment effort.
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CRIME IMPACTS OF METRO RAIL SYSTEM: HOLLYWOOD/CAHUENGA

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Rohbery Residential Auto (Larceny, pick-
Assault Commercial (TFV) pocket, etc.) MITIGATIONS]
DEVELOPMENT IMPACTS B
[. Residential density *
increases in community K
IT. TIncreased mixed uses .
(residential/commercial, etc.) K
STATION ARFEA TMPACTS
I1I. Increased pedestrian .
use around station ol H, J
[V. Increased hus/auto .
o boardings, at station ** J
V. TIncreased use of curhside . o ,
parking near station * K
VI. Increased use of off-street .
parking near station * H

STATION COMPLEX IMPACTS

VII. MNew station parking--
unsecured

VIII. New public spaces--
unsecured

1See mitigation text (Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and projected
patterns of use).



SAN FERNANDO VALLEY CLUSTER: Universal City, North Hollywood

After Metro Rail "emerges" from the Santa Monica Mountains north of the
basin, the contexts for crime and community take on a somewhat different
urban/suburban character. Tha Metro Rail stations in the San Fernando
Valley are related to major commercial mixed use office streets but with
excellent accessibility for Universal City and North Hollywood resident
commuters. fGenerally, crime in the valley is much less significnt than
for the rest of the Regional Core. Crime rates and reports are typically
much Tower than residential areas in Hollywood and along the Wilshire
Corridor.
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TABLE 10

SERTOUS CRIMES IN SAN FERNANDD VALLEY CLUSTER, 1981

Metro Rail Resident . Part I Crime Robbery Burglary Assault Part 1
Station Population ~ Reported Reported Reported Reported Rates /1000
Environs population
Universal City 3440 361 12 30 7 105
North Hollywood 4614 613 20 181 43 133
TOTAL 8054 g74 32 211 50 120.9
o Total LAPD .
Hollywood Area —- 15,118 660 5200 735 90.6

(excluding county)

Source: Los Angeles Police Department Statistics; RTD population data (SCAG Census Data Center)



Universal City

The proposed Universal City Metro Rail station is located within a zone
of commercial and mixed uses--park land, office, nearby tourist attrac.
tions and major movement generators. At the intersection of Lankershim
Boulevard and the Hollywood Freeway, there is direct access to major cor-
porate facilities, planned and existing; a historical landmark, Campo de
Cahuenga; Weddington Park; and the residential areas south of Ventura
Boulevard. The small, predominantly white, middle-upper income resident
population of approximately 5,000 Tive in mostly single family dwellings
in the hills south of the proposed station site, south of Ventura Boule-
vard. Although the spatial character of the station area is decidedly
suburban, the immediate station area is a high density urban concentration
of office uses and major public uses, particularly the Universal City/
Studio complex of office/tourist/hotel/restaurant. Crime in the area is
very light compared to the city as a whole and the Regional Core: The
Part I Crime Index of 104.9 crimes/1000 population in 1981. Most reported
crime is residence-oriented burglary of the houses south of Ventura
Boulevard. Street crime is very rare. Spatial patterns, Timited pedes-
trian movement, and well integrated parking structures presently mitigate
against crimes against persons and vehicles in the immediate station area.

The main crime related issue for this station concerns the massive parking
structure proposed for 2500 cars. This structure may be too Targe to
operate without direct supervision. Potential crime problems might be
mitigated if other activities were located in some parts of the parking
structure (e.g., RTD offices) to offer informal controls.
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CRIME TMPACTS OF METRO RAIL SYSTEM: UNIVERSAL CITY

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robhery Residential Auto (Larceny, pick-
Assault Commercial (TFV) pocket, etc.) MITIGATIONS]
DEVELOPMENT TIMPACTS
I. Residential density
increases in community
II. Increased mixed uses
_(residentia]/commercia1, etc.)
STATION AREA IMPACTS
ITI. Increased pedestrian
use around station
1¥. Increased bus/auto
o boardings, at station
V. Increased use of curbside
parking near station
VI. TIncreased use of off-street
parking near station
STATION COMPLEX IMPACTS
VII. New station parking-- N
unsecured (2500 spaces) * I

YITI. New public spaces--
unsecured

lsee mitigation text (Section V) for a description of these measures.
*Low potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med jum potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
***High potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)



North Hollwwood

The proposed North Hollywood Station is located at Chandler Boulevard and
Lankershim Boulevard. The site is a juncture of Tight industrial, retail,
public and residential uses. The resident population of about 1,000 per-
sons include 66 percent white and 27.2 percent Hispanic, and are predom-
inantly Tower-middle income. The area s spatially disjointed although
the land use pattern shows that retail use-types are concentrated along
Lankershim Boulevard, Tight industrial along Chandler Boutevard, and res-
idential predominantly northeast of the station site. Auto dealerships
are also concentrated along this segment of Lankershim Boulevard. Also
present in the area is the Lankershim Elementary School and a portion of
North Hollywood Park.

Crime 1in the area is relatively Tight, although the 1981 Part I Crime
Index of 133 crimes/1000 population is significantly higher than the North
Hollywood rate of 90.6 and the citywide rate of 102.8. rrime in this
station area is split between residential and commercial burglaries, and
a significant number of car thefts reported each year. The disjointed
physical and spatial patterns contribute to a general lack of cohesiveness
in the area. LAPD officers patrolling the area cite the area's anonymity
and the ease of escape as maior factors facilitating the commission of
burglaries.
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CRIME IMPACTS OF METRO RAIL SYSTEM: NORTH HOLLYWOOD |

Types of Crime

Burglary Petty Crimes
Metro Rail Impact Robbery Residential futo (Larceny, pick-
Assault Commercia)l (TFV) pocket, etc.) MITIGATIONS]
NEVELOPMENT IMPACTS
I. Residential density
increases in community
[T1. Increased mixed uses
(residential/commercial, etc.)
STATION AREA TMPACTS
IT!. Increased pedestrian
use around station
IV. TIncreased hus/auto
- hoard ings, at station
[ #% )
V. Increased use of curbside
parking near station
VI. Increased use of off-street
parking near station
STATION COMPLEX IMPACTS
VIT. New station parking--
¥ ¥ I

unsecured (2500 spaces)

VIIT. New public spaces--
unsecured

1See mitigation text (Section V) for a description of these measures.
*_ow potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)
**Med ium potential for crime impact (based on physical analysis of station and environs and projected
patterns of use) :
***High potential for crime impact (based on physical analysis of station and environs and projected
patterns of use)



V. MITIGATIONS

Environmental design techniques to reduce crime can be introduced early
in the design development process, at no additional cost, and serve as a
major supplement to formal law-enforcement efforts provided by the SCRTD
Transit Police. These techniques (see Rand, 1983 for review) have been
demonstrated to have broad usefulness in a wide variety of contexts, from
pubTic and private housing, to commercial facilities, schools, and a range
of types of transportation facilities; these results have been repeated
across many regions in the U.S. and other parts of the world. They depend
for the most part on the use of natura]l surveillance by citizens as a
supplement to formal crime control efforts of police and other authori-
ties. European mass transit systems tend to be more labor intensive.
With our automated operation and ]ean personnel budgets, these techniques
are all the more important. Mitigations all involve small adjustments in
the design of elements of the station-community interface to decrease

crime risks faced by patrons and by residents and businesses in the sta-
tion environs.

These mitigations can be divided into roughly three classes: station
entrance and concourse designs to reduce crime; designs to reduce crime
in immediate station areas, (incluing parking structures and parking sup-

ply in the community); and, urban design strategies to reduce crime in the
extended station area.

STATION COMPLEX

A. Reduce number of paid entrances in order to focus patrons into
a single area;

B. Reduce number of station levels. Providing direct access from
street to platform is preferable over mezzanine and split platform
designs.

€. Eliminate tunnels, cul-de-sacs and dog-leg routes from street
to entrance lobby. If needed, provide signs of activity en route so
patrons know they are approaching the entrance area and how far it is.

D. Improve visibility for station agent to see portions of
entrances and waiting platforms. Provide glimpses of station agent for
patrons when they are outside the station complex., A1l paths in and out
of the station should provide some indication of the imminent presence of
the station agent area so patrons feel they are always within communica-
tion distance.

E. Integrate entrances into other facilities which offer informal
sources of control such as retail shops and office building lobbies.

F. Orient station entrances so they face traffic on major nearby
thoroughfares, If necessary create new attractions near station
entrances, e.g., news-stands, small retai] businesses, and convenience
stores, to create traffic where none exists.
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STATION AREA

. Use stations to Tink existing activity nodes. If multiple
entrances are necessary 1ink sources of social surveillance and informal
supervision, e.g., 3 hote! Tobby and a government building.

H. Expand station entrance to include major public zones; e.g.,
areas for bus waiting and car drop-offs. Accentuate the public zone
through architectural design, 1lighting, etc. The extended station en-
trance area should have a clear and unambiguous border, expressed archi-
tecturally, in order to prevent lingering, and where necessary to enforce
this regulation by police action.

T. Design parking structures to insure visibility of spaces from
street where possible; eliminate parking zones that can not be seen from
more than one perspective; provide safe access from station to parking
areas by defining a clear path with adequate lighting and surveillance.

J. Plan entire intersection of subway stops, not merely entrances
and exits. In some instances this might entail an entire urban inter-
section which has special paving, paths of access, lighting etc. This fis
an important public node and should be treated as such in order to prevent
Tingering near station entrances.

STATION ENVIRONS

K. fmploy special urban design guidelines to reduce crime. These
guidelines suggest defining smaller spatial areas within the larger sta-
tion environs: preventing the station from destroying existing community
boundaries; creating a hierarchy of spaces from office commercial {high-
rise building zones) to low-rise residential areas; including adequate
buffers between these areas; strategically locating new public facilities
in the community to create a network of public zones; using spot-zoning
and overlay-zoning techniques to encourage commercial and retail develop-
ments that provide informal! surveillance for pedestrians; and concentrat-
ing neighborhood street-parking in areas adjacent to retajl shops rather
than allowing use of curbsides for park-and-ride parking in a diffuse
manner throughout a residential community.
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