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Mayor and City Council
City of Los Angeles
City Hall

Los Angeles, California

October 1, 1948

Gentlemen:

The Council and Mayor of the City of Los Angeles, on March 11, 1948, requested
the Automobile Club of Southern California, the Los Angeles Traffic Association and
the Automotive Safety Foundation of Washington, D. C. to loan certain engineers for
the purpose of creating a Traffic Survey Committee.

On April 5, 1948, an agreement was entered into with the City of Los Angeles
whereby the Committee was officially formed, consisting of Joseph E. Havenner, Manager,
Public Safety Department, Automobile Club of Southern California, whose services were
loaned without cost to the City; Stuart M. Bate, Chief Engineer, Los Angeles Traffic
Association; and D. Grant Mickle, Director, Traffic Engineering Division, Automotive
Safety Foundation, who was named chairman. Work was started promptly on an appraisal
of the street traffic problem to determine how various aspects of it were being handled
by the several city departments, and to determine existing deficiencies in traffic management.

The objective of the study was to develop “‘recommendations for the improvement
of the City’s traffic situation, including recommendations as to the reorganization and
coordination of the various departments and bureaus of the City having jurisdiction over
traffic matters.” In attempting to reach this objective the Traffic Survey Committee
has examined office records and reports, made independent field investigations, conferred
with all affected city department heads, and made careful review of all Charter provisions
and ordinances bearing on the subject.

The Traffic Survey Committee takes pleasure in transmitting to you this report,
“Street Traffic Management for Los Angeles.”

The editorial work of the Committee was given expression and graphic presentation
by E. Earle Duffy of the Automotive Safety Foundation.

Members of the Council’s Fire and Police Committee and Finance Committee
composed the Joint Council Committee to advise with the Traffic Survey Committee.
The Joint Committee was composed of Co-Chairmen John C. Holland and George P.
Cronk and members, J. Win Austin, Don A. Allen, and Harold Harby. Members of the
Traffic Survey Committee are grateful for their deep interest and counsel and for the
privilege extended of pursuing an unhampered course in preparing this report.

Respectfully submitted,

Y St Yl

Chairman
Traffic Survey Committee
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Member of the Committee
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HEN white men first beheld the site of Los
WAngeles in 1769 they saw the tiny Indian
village of Yang-na nestling by the :iver called the
Porciuncula. Not a wheel of any kind was to be seen.
Today probably more wheeled traffic moves over and
around that site than in any other city in the world.

In 1900 when cars were commonly called gas
buggies the population of Los Angeles was a scant
100,000. Likely by 1950, Los Angeles will break
through the 2,000,000 mark, reaching the rarefied
atmosphere occupied by only 15 cities in all the world.
This, the largest city of all in area, thrived on rubber
tires, self-starters and other developments that made
the wheeled vehicle mankind’s most useful device.

Los Angeles has made excellent use of transporta-
tion. It has played a vital role in rapid population
growth, in the character and spaciousness of the city,
and in the location and growth of industry.

Los Angeles has literally pulled herself up by her
own bootstraps. Her development is a phenomenon
of modern times. There was little water, so water
was brought in from hundreds of miles away. There
was no natural harbor, so Los Angeles built a better
harbor than most of those created by Mother Nature.
Meanwhile, the rough and ready city changed itself
into one of the recognized cultural and educational
centers.

Alone of the large cities, Los Angeles has had
opportunity to keep its growth in step with the bene-
fits and demands of modern transportation. Yet the
street traffic challenge is far from met. People and
their vehicles came too fast.

Spread over mountains, valleys and beaches, Los
Angeles has become a city of magnificient distances.
The geographic features that helped make Los Angeles
a great and attractive city bring with them natural
barriers to low cost and rapid travel.

Streets must be freed from the toils of costly con-
gestion and delay. The visible traffic hazards and the
hidden gremlins which today make Los Angeles one
of the most unsafe cities in which to walk or operate
a vehicle must be eliminated. Metropolitan Los

Angeles must have new facilities including express

streets, traffic facilities must be made to do a better
job. They must be fitted to meet today’s pressing
needs and the certain greater demands of tomorrow.
This can be done through efficient traffic manage-
ment, control and planning.

Of necessity, Los Angeles has done a splendid job
of providing a water supply system which has always
been ahead of the demands of a rapidly growing popu-
lation. This has been achieved through continuous
evaluation of water usage and of all factors which
enable the city to foresee and plan for consumption a
decade or more in the future. Not until recently has
anything like this far-sighted policy been applied to
street traffic. A free flowing traffic is equally vital.
Streets are the arteries and capillaries that feed the
city, occupying a position comparable to the water
trunks, mains, and lead-in lines that supply factory,
store and home. Clogged traffic routes are as damag-
ing as pipes in which there is only a trickle of water.

The street traffic problem can be met only by
applying the same foresight, planning and factitude
that has been given water supply. The size and
urgency of this work, the necessity of doing it well
and soon, can be judged only by recognizing the im-
portance of street traffic to the economic and social
life of Los Angeles and the entire metropolitan region.

Business and Traffie

Transportation has always molded the shape and
growth of cities. Steam railways, horsecars, elec-
tric transit, the motor vehicle, all have left their
marks on the city.

In earlier days men had to live close by their work.
Not until the coming of mass transit did cities tend
to break away from tight, compact population centers.
When the trolleys arrived on the scene cities began
to explode at their boundaries. Suburban areas de-
veloped along the principal routes of travel. With
the coming of the flexible motor vehicle and the
extension of bus transit, the gaps between the
ribbon-like developments began to fill in.

Los Angeles has become huge and sprawling.
Actually in this complex metropolis there is no rapid

highways and improved mass transit, and much more

transit, for either people or merchandise. Today’s

off-street parking space. But modern roadway or old

transit is slow transit, moving over the surface




through intersections and other obstructions.

Over the streets flow all of the city’s commerce.
Goods must move by streets to store and factory, and
they must move by streets from there to customer,
railroad or other transport. Trucks carry goods to
and from other cities. They carry immense quan-
tities of food, groceries, furniture, building supplies
and myriads of goods to customers within the city.

By truck, dairies daily deliver more than 1,500,000
quarts of milk, cream and miscellaneous products.
Some 600 laundries serve 500,000 dwelling units.
The traveling hamburger stand and ice cream truck
move up and down hundreds of streets. Taxicabs
pile up a daily mileage of 175,000.

In judging the importance of streets to commerce,
full weight must be given Los Angeles’ position as
the nucleus of a huge metropolitan area. In Los
Angeles County alone there are 45 other incorpor-
ated cities which along with the four adjoining
counties account for large volumes of commercial
traffic on Los Angeles’ streets. In 1947 the estimated
retail business in Los Angeles County alone was
nearly $5,000,000,000—nearly all of it moving in one
way or another over streets. The efficient operation
of streets, to permit traffic to flow over them freely
and safely, is a matter of vital concern to business.

It matters a great deal to the customer, too, as to
whether a delivery truck is able to reach say 40
homes in a day rather than only 30. Wages and
delivery truck overhead continue when the truck is
held back in traffic. High accident rates directly
result in loss and high insurance charges. In calcu-
lating the cost and price of much merchandise, the
merchant must figure on the cost delivered at the
door-step. One merchant recently reported costs for
delivery of merchandise to customers has gone up
about 50 per cent. Reasons were increased wages
and delays in traffic.

Industry and Traffie

Industrial growth in Los Angeles and environs has
been so rapid that perhaps many citizens of Los
Angeles are unaware of its stature.

Since 1929, $872,609,531 has been invested in
new industries and expansion of old. In the postwar
years $364 millions were invested in industry, $61
million more than was invested by government and
private interests during the war years. Important is
the fact that corporate and private industry spent a
greater portion of its own money for plants in Los
Angeles County than in any other industrial area.
The Los Angeles area has become the most diversified

production center in the United States.

Today, there are 8,100 industrial establishments in
Los Angeles County, an increase of 3,600 since 1939.
These have a total employment of 240,000, of which
more than 70,000 were created during and following
the war. An incredible maze of moving people takes
place on the streets as workers in factory and store
head to or from home. Only eight per cent of in-

dustrial workers use public transit, according to a

study reported in 1942 by the Regional Planning
Commission.

Freight car loadings, in step with industrial pro-
duction, have soared. In 1920, freight car loadings
were less than 270,000. In 1947, 608,218 cars were
loaded, with goods coming from hundreds of widely

scattered origins over city streets.

In rooting itself solidly into the Los Angeles scene,
industry has placed new burdens on the streets, and
increased the responsibility of providing for and
maintaining a free moving traffic.

Recreation

To those who live in Los Angeles, and are not con-
nected with enterprises that deal with touring, recrea-
tion is a matter of enjoyment. But to those in
commerce, recreation takes on an added meaning,
for touring is one of Los Angeles’ major businesses.

The multitude of recreational attractions found in
Los Angeles and environs is a golden heritage. Prob-
ably nowhere else in the world are lodged so many
and such a wide variety of natural and man-made
attractions. These attractions, however, are scattered
widely from the desert and mountains to the valleys
and shore. Enjoyable and profitable as they are,
recreational attractions generate vast volumes of
highway and street traffic which on countless occa-
sions jam many arteries beyond the saturation point.

A measure of the tourist business lies in the out-of-
state cars entering California. In 1947, 984,764 cars
crossed into California carrying 2,700,719 passengers,
a record influx. Cars entering through Southern
California stations totaled 527,719 carrying 1,483,507
persons.

Out-of-state visitors to Southern California in
1947 spent an estimated $467,000,000. While not
all of that money was spent in the Los Angeles area,
almost the entire amount was at least exposed to
Los Angeles’ attractions.

Space does not permit discussion here of the recre-
actional facilities in use or planned for the Los
Angeles area. It is important to recognize, however,
that recreation beckons in all directions. On week-
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.ends and holidays, the resulting shift in traffic volumes,
places tremendous demands on thoroughfares which
are adequate or lightly used during the working week.
As the city grows and as recreational and tourist
travel increases, the trying problems faced today will
be greatly accentuated. Here again is found im-
portant reason for establishment of the best possible
administration and handling of traffic.

Publie Health and Safety

Congestion and delay so commonly found on Los
Angeles’ streets constantly threaten public health
and safety. :

A leading citizen of a large southern city often
declares that if a fire started in any one of several
congested districts during rush hour much of the
city would go up in flames by reason of jammed
streets which prevent quick movement of fire equip-
ment. Whether that would happen in Los Angeles is
of course, a matter of conjecture, but the fact re-
mains congestion often delays arrival of fire-fighting
and life-saving units.

Present street facilities, inadequate as they are,
constantly perform vital services in the many activ-
ities which are intensified in a community where
populations are so widely spread. During the course
of a year, police runs on call total some 900,000.
The fire department answers more than 22,000 fire
and rescue calls. Emergency calls for ambulance
service from Georgia Street Receiving Hospital alone
total 36,000 a year. On the average a city vehicle

starts on a mission of mercy or protection every
minute of the day and night.

Public health and safety benefits performed by the
streets are seen in a review of the City Health
Department’s work. That department operates one
or more of its services in 30 different strategic loca-
tions. The nature of the work requires that staff
members journey from place to place either by car or
by public transportation. Field workers number 534,
of which 184 are nurses who make home calls in
addition to work at clinics. Sanitation inspectors
total 271. Clinics in different parts of the city are
served by 79 physicians.

Traveling thousands of miles daily, these workers
constitute only a small part of the street traffic
stream, yet an extremely important part. The delays
suffered by the average citizen bears down to an even
more costly degree on those in public or private
service who have so much to do directly with the
city’s health and welfare. Those costs are written in
terms of fewer patients visited and served, fewer san-
itation inspections, and in higher costs to taxpayers.

It was a big day at the races, but only a fraction
of the recreation seekers in the Los Angeles
area were there. It was a big day also at the
baseball park, at the beaches, in Griffith Park,
and in the mountains. Traffic facilities must be
operated for the heavy week-day demand, and
geared to the needs of an outdoor loving people.




g PERSON may do a lot of driving in Los Angeles,
gaze at the city from atop Griffith Park or the

City Hall, and pore over a detailed map and still fail to
fully comprehend the vastness of Los Angeles’ traffic
problem. In a recent survey, city people throughout
the nation agreed traffic and parking were the most
pressing dilemmas faced by cities today. The traffic
problem assumes mammoth proportions in Los
Angeles where almost everything flourishes that
generates street usage.

Population

Of the nation’s major cities, none has equalled the
rapid growth of Los Angeles. The 1900 city of
102,479 souls expanded to a city of a million about
1925. By 1940 population had soared to 1,504,277.
War-time activity brought in hundreds of thousands
of new faces and many of them remained. The more
than 1,900,000 population of today ranks Los Angeles
among the first four cities of the country.

Estimates' made by the Department of Water and
Power and by the City Planning Commission place
the 1960 population at over 2,600,000 and that of
1970 at well over 3,000,000.

As population increased the city has pushed its
borders further and further afield. Los Angeles now
covers 11 per cent of Los Angeles County. Her 452
square miles are more than is covered by any other
city of the United States. But by no means is Los
Angeles’ destiny written in terms of Los Angeles
alone. The city boundaries, except for taxing and
political purposes, mean little to a mobile people.

Much of Los Angeles’ general well-being, business,
and street usage come from contiguous and nearby
territory. In Los Angeles County, outside the city,
live as many people as do in Los Angeles. The adjoin-
ing counties of Kern, Orange, San Bernardino
and Ventura make Los Angeles the focal point of
4,500,000 people.

Since Los Angeles is the central core of a lusty
growing metropolitan area, sound planning requires
consideration not only of her own growth and needs,
but also of the commerce and traffic evolving from
the expected growth of adjacent areas. In the decade

between 1930 and 1940, the population of Los
Angeles County outside the city increased at a rate
exceeding that of the city itself. During that period
total population of the four adjoining counties almost
doubled. The 1960 population of the five counties is
expected to be almost 6,000,000.

Total population indicates in general the size of
the traffic control problems. In planning for the
future, however, it is also necessary to consider the
distribution of population within the area and changes
which can be expected to occur.

Central Section extends from the eastern city limits
to near Beverly Hills and from Glendale southward
to the “‘shoe string”” which connects San Pedro with
the main body of the city. This area contains the
largest number of people. It is estimated that the
present population of 1,328,000 will expand by 1970
to 1,560,000.

Valley Section is roughly the area between Glendale

_ and the western city limits and between the northern

boundary and Mulholland Drive. Today’s population
is 195,000 and the 1970 expectancy is 650,000 people.

West Los Angeles Section is situated between the
Central Section and the western city boundary, and
between Valley Section and the general vicinity of
Culver City. Present population is 185,000; the
1970 estimate is 560,000.

Harbor Section embraces the “strip”” southward
from the Central Section and the San Pedro area.
The 1948 population is 104,000 and the 1970 forecast
is 250,000.

Venice Section is bounded by Santa Monica, El
Segundo, the ocean, over to Culver City and adjacent
area which it includes. Here again a large population
increase is anticipated, from the 88,000 of today to
360,000 by 1970.

Los Angeles has been and will doubtless continue
to be a city predominantly of one-family dwellings.
This type of development requires a more extensive
street system. At the same time, multi-family dwell-
ings are being built both inside and outside the city
which are changing population densities and will con-
tribute more passengers either for motor cars or
mass transit on routes already congested.




Motor Vehicle Registration

In the Los Angeles metropolitan area, on a popula-
tion basis, is found the heaviest concentration of
motor vehicles in the world.

As the motor vehicle and the roads and streets
improved over the years, registrations mounted
rapidly. In 1918 Los Angeles County had what was
then considered a sizeable car ownership, about
100,000. By 1924 the total increased four-fold to
410,000, a figure that was more than tripled by 1947
when 1,333,718 vehicles were registered. Of these,
117,283 were trucks and 117,653 trailers. Motor
vehicles registered in Los Angeles probably exceed
700,000.

The per capita registration of 2.5 persons per car
prevailing in Los Angeles and Los Angeles County is
paralleled by the ratios in adjacent counties. San
Bernardino County has a ratio of 2.6; Kern County,
2.55; Orange County, 1.93; and Ventura County,
2.5. These four counties had a combined registration
in 1947 of 315,737 making a total for the five counties
1,649,455, about one out of every 25 motor vehicles
in the U. S.

In considering the over-all traffic problem sight
should not be lost of the fact that vehicles in the
congestion whirlpool are primarily those from the
normal trading area. In Los Angeles’ central busi-
ness district, 60 per cent of the vehicles came from
within five miles of the district, and 86.9 per cent
from within 10 miles, according to studies of parked
cars made by the Los Angeles County Regional
Planning Commission in 1941.

Expenditures for Traffie

Provision of traffic facilities, and their management -

and operation, run into costs that place the street
traffic problem in the realm of big business.

The Los Angeles street system occupies valuable
land, yet without that system all land in the city
would be relatively worthless. Applying assessed
valuations for various parts of the system in accord-
ance with real estate values, the right of way worth
of streets is roughly $1,330,000,000.

Grading, draining, bridging, paving, lighting, laying
sidewalks and curbs are procedures necessary to
convert right of way into useful arteries.

The following table lists expenditures for street
improvements and traffic operation for the 22 years

between 1923 to 1945.

Street and Traffic Control Expenditures
July 1, 1923 to June 30, 1945

Street Construction . .$170,170,255

Street Maintenance 62,426,254
Special Assessments
Opening and Widening . 39,191,478
Interest on Street
Bond Issues 8,051,675
Street Lighting . 40,874,461
Traffic Control 5,724,873
Total . . . o0 . . . .$326,438,996

The value of rolling stock operating over this
system in Los Angeles County is itemized in the
following table:

Rolling Stock Value
of Street Traffic
(Estimate for 1947)
Trucksaiz: 0 == 0= e ST 201000000

Truck-trailers . . 177,000,000
Public Transportation . 200,000,000
Motoreyeles . . . ... 9,000,000

Passenger Cars . . 1,100,000,000

Total -0 a0 $1,697,000,000

Los Angeles people have a sizeable investment in
their transportation plant. The right of way value,
the street expenditures, and the rolling stock value,
produce a total worth of more than $3,350,000,000.

Revenues for Traffic

The following table, supplied by the Bureau of
Budget and Efficiency, shows where revenues came
from to match the street expenditures tabulated
previously.

Sources of Funds
For Street Purposes

July 1, 1923 to June 30, 1945

Federal Grants . . . . . . . .$ 4,609,031
State Apportionments . . . . . . . 32,153,752

County Alleeations, .. . . (.- 29,476,234
Public Carrier Contributions . .° . 4,026,402
Gty Rinds o000 o seags - =256:173:577

Totalersis o B e L. .$326,438,996
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The table below lists estimates of revenue from
several sources, as shown in the City Budget, for the
purpose of estimating permissable expenditures. The
tabulation includes only those traffic generated rev-
enues available for expenditure by the city.

At present, revenues and outlays for street traffic
are large. There is every indication they are going
to be greater. Not including freeways and state

highways, critical deficiencies exist in street con-
struction alone, which total in excess of $88,000,000,
according to the 1946 report of the Los Angeles
Metropolitan Parkway Engineering Committee. Like-
wise, there are deficiencies in traffic management.
Only by attacking the traffic problem on all fronts
can there be coordinated and satisfactory progress,
and economy.

City Revenues from Traffic Sources

Estimated Budget
1946-47 1947.-48 1948-49

Traffic Safety Fund (Fines State Motor Vehicle Code) . . $ 4,884,739 $ 5,905,563 $ 3,300,000

State Motor Vehicle Tax Apportionment (In lieu tax) . 2,169,455 4,058,494 6,283,744

State Gasoline Tax Apportionment . ] 2,050,963 4,141,644 4,935,700

Gasoline Tax Allocation from Los Angeles County 1,286,420 1,301,835 13132625

Fines (City Ordinance) . 485,500 410,000 410,000

Truck License Fees 94,690 i 1101000 160,000

Total . $10,971,767 $15,927,536 $16,222,069
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Congestion

Congestion has been increasing on Los Angeles’

streets for many years. Long before World War II
on some arteries as much speed could be made with a
horse and buggy as with a motor vehicle, and a
pedestrian sometimes could pass a street car in the
downtown area.

Congestion’s extent is indicated by the 200 to 250
street intersections estimated by the Traffic Engineer-
ing Bureau to have a six-hour traffic flow in excess
of 20,000 vehicles. A count made in January, 1948,
gave a six-hour volume at Sunset Boulevard and
North Figueroa of 34,257 vehicles—sufficient to
form a bumper to bumper line of traffic almost 100
miles long. Often as much as five to seven thousand
vehicles pass through an intersection in a single hour.

Causes of Coﬁgestion
Not only does the Los Angeles region have more
vehicles on a population basis, but they are probably
used more than in any other community.
On the measure of gasoline sold for motor vehicle

usage in Los Angeles County, in 1947, when
1,126,554,867 gallons were pumped, vehicle miles of
travel totaled more than 16.9 billion.

Southern California climate encourages motor
vehicle usage. Routine travel continues throughout
the year in the Los Angeles region and tourist travel
maintains a fairly even pace in all seasons.

Summed up, the causes of congestion, described
in detail in this and other chapters, are as follows:

1. Rapid growth of Los Angeles and the con-
sequent huge volume of traffic.

2. Climatic and other conditions which encour-
age street usage.

3. Scattered concentrations of industry, business

and other generators of traffic.

Absence of modern system of traffic facilities.

Improper use of existing facilities.

Irregularities in street pattern.

Limiting capacity of street intersections.

Promiscuous mixing of different types of traffic.

Natural and artificial obstructions to circulation.

10. Lack of off-street parking facilities.
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Even the best of street traffic management
faces a real challenge in congestion which
breeds careless driving and accidents, and
burns up gasoline for which the motorist gets
no return.

Cost of Congestion

Congestion to the average driver is measured in

terms of his own discomfort, exasperation and loss
of time. Rarely does he calculate the cash cost to
him, or reckon that the total charges paid directly

and indirectly reach stupendous amounts.

Significant evidence of the toll exacted of all
drivers by congestion is contained in special studies
made by the California Public Utilities Commission.
Recently the Commission made studies of truck
travel time, using the resultant data to formulate
revised rate schedules. Allowance is made by the
Commission for undue delays by reason of congestion,
steep grades and other hindrances. Adjustments are
made by adding mileage to the actual distance. The

How Congestion Adds to the Mileage And Cost of Hauling Goods

Proposed “Constructive” Mileage Changes

Increase Increase
Constructive In Mileage In Mileage
Actual Mileage Proposed Proposed Over
Route Mileage 1937 Proposed Over 1937  Actual Mileage
Beverly Blvd.
to¥banta Monica . . . . . . 165 175 19:5 11.4% 18.2%
Figueroa, Alameda
or Long Beach Blvd.
ioflons' Beach . . . . . . . 2045 21.5 23.0 7.0% 12.0%
Garvey to El Monte . . . . . 125 13.5 14.5 7.4% 16.0%
San Fernando Road
o Fernando . . . . . . 215 23.5 255 8.5% 18.6%
Manchester, Inglewood
el k. . . . . . .0 165 17.5 19.0 8.6% 15.1%




Truck Trips Show Low Average Speed

Length Average Possible
of Trip . Time Speed Distance at Distance
Area (Miles) (Hrs. Min.) (m.p.h.) 25 m.p.h. (Mi.) Lost (Mi.)
Downtown . . 12 2:06 2.7 52:5 40.5
Eastside .- et 36 3:32 10.2 88.3 92.3
San Fernando Valley. . 72.7 5:44 12.7 147.5 74.8
Suburban (West) . . . 41 4:00 10.3 100.0 59.0

total is called “constructive’ mileage. For example,
the distance between two points may be 20 miles,
but an additional three miles may be granted, making
the constructive mileage 23. The miles added de-
pend upon the amount of delay caused by hindrances.

The table on page 17 shows only a few of many pro-
posed constructive mileage increases on Los#Angeles
streets because of congestion increase since the
current rates were adopted in 1937.

Figures in the last column which show the per-
centage increases in constructive mileage over actual
mileage also may be applied to costs. For example,
on the run to Santa Monica, delay by reason of con-
gestion, adds 18.2 per cent to the haulage bill.

To determine the recommended constructive mile-
age changes, the Commission made careful studies
of actual delays confronting trucking operations.
Observers accompanied trucks on runs, recording
actual driving times. The table above gives results
on four typical trips. The table also shows distance
that could have been covered at legal speed of 25
m.p.h. in the same period of time if there were no
congestion.

Another measure of congestion delay is provided
in time checks made in 1937 and 1947 by the Traffic
Engineering Bureau. Travel by passenger car today
on the average is somewhat slower than a decade ago.

Population and vehicle registration increases have
counterbalanced progress in street improvement and
traffic routing and in such matters as signs, signals
and pavement markings. The following figures indi-
cate the resistance of the traffic problem to all but a
vigorous attack.

Comparison of Average Travel
Time on Test Runs, 1937-1947
Average Speeds of
Random Test Runs (m.p.h.)

1937 1947

(From City Hall)
Inside 1-mile circle . 13.9 1373
1—4 Mile Circle . . 26 .4 25.0
4—17%% Mile Circle . 28.2 26.0

Some of the individual test run data used in
compiling the above average figures are shown in
the table below.

Speeds at rush hours are much slewer than the
averages shown in the tables. .

To obtain a further check on the hidden costs of
congestion, the Traffic Survey Committee requested
the assistance of the Motor Truck Association of
Southern California. That group made special studies

at two railroad crossings on principal truck arteries.

At one intersection on Washington Boulevard, in a

Individual Test Runs

Distance Speed— (m.p.h.) Time (Min.) Increase
(mi.) 1937 1947 1937 1947 in Time

Pico Blvd. from
Western to LaBrea . . 1.5 27.3 14.5 i 6.2 170%
Hollywood Blvd. from
Cahuenga to Western 1.2 18.9 15.1 3.9 5.05 30%
Alameda from
1st to 6th . . AD 27.9 15.4 1.72 31 80%
Third St. from
Vermont to Western . . 24.0 18.4 2.5 o 32%

o 10




period of 12 hrs., 50 minutes, 821 trucks of four-ton
capacity or larger suffered a total time loss of 1 hour,

4}% minutes. At the rail crossing near 25th and
Alameda in a period of 8 hours, 3 minutes, 325 trucks
were delayed 15 minutes. Applying the minimum

rental rate of $5 per hour, the total delay cost during

the two periods for the two crossings was more

" than $4,800.

"~ Actually, delays at railway crossings account for
only a small portion of the congestion cost. Unnec-
essary delays on ordinary streets, through inefficient
signals or for other reasons, exact heavy losses of
time and money, not only to truck operators but to
all street users.

All too often the driver and family or friends sit
futilely in the car while the motor eats up gasoline
and oil and the clock ticks away precious minutes
that could be advantageously used at work, in the
garden, for recreation or other pursuits for which at
best there is too little time. Multiply the losses of
the individual, by the hundreds of thousands who are
daily subjected to this trial by torture, and add in
the losses suffered by business and industry, and
totals are reached high in the millions of dollars.
A more extensive study would be required to pin the
cost down to a reasonably accurate figure, but the
total waste would be sufficient to more than justify
an all-embracive program for reducing congestion.

( Mass Transit )

A stimulant to motor vehicle usage are conditions

affecting mass transit, which is slow and over-
crowded. Within the city, many local street car and
bus lines are fed by buses operating in other cities.
Transit companies, mfore, cannot operate suffi-

cient service through the business districts to carry
both the resultant transferees and local patrons.
Cars on some lines are completely filled at the outer
ends of the lines. Local patrons are unable to board
the cars and so resort to their automobiles.

While the early pattern of Los Angeles, like that
of other American cities, was primarily established
by the public transportation lines, the automobile
has guided much of Los Angeles’ later and faster
growth. Car lines were spaced considerable distances
apart and ran for relatively short distances. The
result was that areas between the lines and beyond
the ends were and are served by motor vehicles.
With one-family dwellings prevailing, it was not
profitable for the transit companies to extend lines.
Much of the city has grown without mass transit.

Slow rates of transit travel for many years has

discouraged use of the car lines. Stop signs, traffic
signals, slow speed zones, cross traffic, and many
other deterrents hold street cars except on a few
streets to speeds of about 12 miles per hour, terminal
to terminal running time.

The problem is complex. Mass transit conditions
are forcing many people to use motor cars and over-
crowded streets, yet provision of rapid transit by
rail to meet demands for speedy long distance travel
imposes problems which have not yet met solution.
As described in Chapter III, solution is essential for
good transit can materially reduce street congestion.

Parking

Parking in Los Angeles has been a neglected urchin
of the streets, with private operators and business
firms imdependently attempting to meet demands.
Off-street parking facilities have come and gone. A
report published by the Downtown Business Men’s
Association early in 1945 placed the shortage at
10,000 spaces. The situation today is worse than at
any other time.

Lack of parking hampers the city and its people
in many ways. Failure to provide parking in a busi-
ness area is to deny access to motor vehicle users.
Insufficient facilities causes cruising and further
clogging of streets. Itresults in high parking charges,
delays, long walks to destinations, and, like con-
gestion, works to alter the desired pattern of city
development.

Parking shortages and poor locations, coupled with
congestion, have caused customers to drift away
from both the central city and other established
commercial areas. That was forcibly shown in a
recent survey made for the Traffic Survey Committee
through the cooperation of leading business estab-
lishments, most of whom reported they were not only
losing old customers but potential customers. Some
reported increasing difficulty, because of poor park-
ing, in hiring and retaining employees.

Traffic is forcing the elimination of curb parking
despite the growing shortage of off-street facilities.
In 1946 curb parking was prohibited along 1,800
blocks, and in 1947, 213 blocks were added. Rush
hour restrictions last year were in effect on an addi-
tional 692 blocks. The vehicle driver is caught in the
middle, for since 1941, off-street accommodations
have dwindled by 3,500 spaces in the Central Busi-
ness District, according to City Plan Commission
studies.

Gains in off-street parking are in prospect under

the new city ordinance requiring business building




projects to include parking space within 1,500 feet.
But those gains are of a long-range nature and slow.

Traffic Aecidents

In the 30’s Los Angeles was regarded as the
nation’s most unsafe city for pedestrians and motor
car riders, with annual traffic deaths sometimes more,
sometimes less, than 500, and injury accidents ex-
ceeding 11,000. That reputation carries on, for the
records show that Los Angeles still is one of the
most unsafe cities.

In 1947, the street traffic death toll was 409, while
accidents involving injury or death numbered 13,893.
In death total, even though 96 below the 1946 figure,
Los Angeles ranked seventh among the cities of
500,000 population or more.

On the commonly used basis of deaths per 10,000
motor vehicles, Los Angeles was ninth. Only twice
since 1936 has Los Angeles been under the average
death rate, on the motor vehicle basis, of the large
cities. Continuously since 1933 Los Angeles has had
the highest traffic death rate per 100,000 population

in cities of its group.

A part of the traffic problem is
which must often poke along in heavy traffic

ass transit,

and work its way through intersections and
other obstructions. The complex transit prob-
lem has not yet met solution.

In the 1947 National Traffic Safety Contest, con-
ducted by the National Safety Council, Los Angeles
ranked fifth, and was given honorable mention, in the
group of 14 cities of more than 500,000 population.
Los Angeles’ grade was 63.7 out of a possible 100.
Large cities, however, gerderally have much worse
records than smaller cities, indicating the failure of
large cities to keep in step with intensified and con-
stantly increasing needs. By reason of Los Angeles’
extreme dependence upon street traffic, there is little
satisfaction in a comparison with other large cities
which too have fallen short of their responsibilities.

No appraisal of traffic safety in Los Angeles can be
made without regard for the accident poientials
which here exist perhaps to a greater degree than in
any other city. The far reaches of the city with its
4,800 miles of streets, the high concentration of
motor vehicles and the intense use of them, force
Los Angeles to seek an extremely high level of
efficiency in traffic management and operations.

Some 28,000 street intersections are lurking scenes
of disaster, death and injury. Of that total, on the
basis of three or more accidents in 1946, there are
1,617 more than ordinarily dangerous intersections
located on a dozen streets.

At these intersections there were a total of 7,284
reported accidents involving injury or death, or




e

s

s

)

L

Jammed parking facilities force customers to drift away from the central area and
from other established commercial districts. Lacking facts and a planned program,
Los Angeles is marking time in solution of this urgent problem which is distorting

economic and social development.

nearly half of all those reported in the city.

In a special study of street lighting needs, the
street lighting bureau found there were 13 streets of
varying lengths which by reason of inadequate light-
ing and other conditions were most hazardous at
night for pedestrians.

Things to be done to make travel safe present a
formidable array. Location and regulation of traffic
signals, determination of street lighting needs, loca-
tions of signs and markers, traffic routing, and the
use of other tools described in Chapter VI, make it
clear that in traffic safety work there is no room for
dilly-dallying or uncertainty, personal opinion, special
interests, or any but skillful, technically trained
administrators and key staff members.

As has been recognized for many years, street
traffic safety is the product of effort. On that ground,
Los Angeles must work unrelentingly, and on all
fronts, to overcome the stigma of being a dangerous
city for walking, driving or riding.

Effort expended for traffic safety pays huge divi-
dends not only in the saving of life and limb but in
the saving of dollars. Personal liability and property
damage insurance rates are determined by accident
records; the worse the record, the higher the charges
paid by the vehicle owner for his protection. On the
basis of national estimates made by the National
Safety Council, Los Angeles’ citizens are out of pocket
some $35 million a year—through property damage,
wage loss, medical expense, and insurance overhead.
No cash value can be placed on loss of life, permanent
injury, and human suffering.

Traffic safety in Los Angeles has made commend-
able progress during the last few years. In line with
the Action Program of the President’s Highway
Safety Conference, which was drafted by safety
officials and leaders from all parts of the country in
1946, city departments, particularly the police, and
private groups have followed safety programs which
are bringing progressive accident reduction.







0s ANGELEs, in government affairs, geography,
L and population, has the characteristics of a
state. Business districts such as Van Nuys, San
Pedro, and Westwood are small cities in themselves
with community feelings and loyalties which set them
apart both physically and psychologically from
Hollywood ‘and the Central Business District. The
uncommon characteristics of Los Angeles present a
galaxy of problems and sub-problems that tend to
complicate every administrative phase of the munici-
pal government.

Movement of people and materials with freedom,
safety, comfort, reasonable cost, and dispatch are
the end results desired in providing city transporta-
tion facilities. Ability to give such service is de-
termined by a variety of elements. Some may appear
remote, yet when they are studied fully it can be
seen that they have a direct bearing on solutions to
questions that arise when a city determines to solve
the traffic problem. The intent of this chapter is to
describe major elements so that the potency of
adequate traffic management and operations may
stand out clearly. .

Disregard of some of the elements not only cripple
traffic administration but may jeopardize city welfare.
For example, traffic controls applied without con-
sideration to land use, or zoning without heed of
traffic needs, likely will result in congestion or
traffic bottlenecks, and loss in usefulness and value
of property.

The Economie Element

Commercial and industrial areas are widely scattered,
as shown on the maps on pages 9 and 10. The vast,
complex needs of the downtown and other established
business centers, and of the many industrial areas,
of which no single one stands out as the major area,
are of prime importance in determining any program
for improvement of street transportation.

Population

Unused stretches of land, even the bean fields in
southeastern Los Angeles, are disappearing as the
demands of the growing population persist. More
and more homes are hugging hill and mountainside.

Somewhat more than 71 per cent of the citizens live
in one and two-family dwellings—another way in
which Los Angeles is unique among large cities. Less
than 20 per cent live in multiple dwellings, and no
where are to be found the vast areas of huge, high
apartment buildings that mark such cities as New
York and Chicago. Angelenos believe in living in
their own private domains, and so here is another
element vital to progressive traffic management.

Motor Vehicle Registration

With more than 1,500,000 motor vehicles in Los
Angeles today, and with expectation of an increase
to 2,000,000 by 1960, traffic administration must not
only recognize present needs but those of the im-
mediate future. Vehicle increases must be considered
not only in terms of numbers but of location and use.

The elements briefed above are more completely
discussed in preceding chapters. Other elements
explored or treated further in this chapter are land
use, the street system, mass transportation, parking,
operating elements, and the social element.

Land Use

Natural Barriers

Cities usually have a few natural barriers to a free
circulation of traffic. Los Angeles has them all—
mountains, hills, canyons, a river and an ocean.
These natural obstructions obviously have not been
a serious handicap to the growth of the city, but,
they have tended to guide land use and to make
solution of traffic problems more difficult.

Lying on the coastal plain wedged between the San
Gabriel mountains and the Pacific Ocean, the political
boundaries encompass 452 square miles with the
land used for just about every namable purpose.
Administrative matters are made no easier by the
Santa Monica mountains which break away from
the shoreline to terminate within a short distance
of the Central Business District, in the process
separating the agricultural and residential areas of
the San Fernando Valley from the coastal plain.

Spreading as it does from the mountains to the
sea, Los Angeles lies in the path of all north-south
traffic which traverses the southern portion of the




state. And that travel must pour over relatively few
mountain pass highways.

Mother Nature has a tight grip on much of the
land. Of the 1,233 square miles recorded as the Los
Angeles Metropolitan Area by the County Regional
Planning Commission, more than 100 square miles
are occupied by stream beds, lakes, reservoirs, flood
control channels or are so ruggedly mountainous
as to be unavailable for use by man.

The stern resistance to a free flow of traffic put up
by the natural barriers can be overcome, and then
only partially, by ingenuity and dollars in building
such things as bridges over the concrete paved,
sometimes tempestuous Los Angeles River, and ex-
pensive tunnels. Highways and transit lines, like
the railroads, have been forced to follow along the
Los Angeles River northward. Such facilities as the
Figueroa Street tunnels and open cuts, Cahuenga
Boulevard and Arroyo Seco Parkway, all are costly
projects borne of necessity. The topography of the
northern part of the city has forced movement of the
business district southward and westward, a move-
ment that is still continuing.

Character of Land Use

Careful and intelligent management of traffic must
include an understanding of the effects of the various
types of land use upon the demands of traffic. All
traffic is created by the use of land for business,
industry, recreation, public service or residence.
Individual trips in the traffic stream are generated by
the point and purpose of destination. The ability of
sufficient numbers of purposeful trips to be made is
a determining factor in the economic health of the
traffic generator—and the ability of those trips to be
made is measured by the efficiency of the transporta-
tion system. :

The character of abutting land use directly affects
traffic needs, sometimes of a single street, sometimes
of a large community. Consequently, efficient traffic
administration in Los Angeles must remain abreast
of the problems of many streets and of many widely
scattered communities. In many instances these
communities are separated by topographic features
which are traffic barriers. Usually the first concern
of these communities is their own problems.

Zoning

In city planning and zoning, prime consideration
must be given to the ability of the transportation
system to meet the needs of that type of land use
created by zoning. Failure in the past to thoroughly

consider this factor is evidenced in the practice of
zoning the frontage of all principal major streets for
business or industry. Long before all of such property
is occupied by gainful business or industry the
resultant congestion of the street impedes further
development, and so gaps are left of vacant, un-
sightly, unproductive property.

Adequate management and control of traffic re-
quires close cooperation with the several departments
of city government whose work naturally involves
traffic. Of particular urgency is close cooperation
with city planning and zoning agencies. For instance,
the pattern of ground level street usage and of land
use will be materially changed by construction of
limited access freeways designed to end the ineffi-
ciencies created by abutting property. In providing
easier access to all areas which they serve, it is to
be expected the freeways will rejuvenate much of the
land. This makes it doubly important that the city
planning and zoning information be given full con-
sideration by the traffic administration and other
agencies in determining freeway location. Only by
so doing can freeways attain maximum benefit.

The Street System

In reviewing the unique characteristics of Los
Angeles it is clear that no set pattern of street opera-
tions can be borrowed from any other city. Los
Angeles’ traffic safety problem, for example, involves
heavily congested ground level streets, free flowing
freeways, mountain roads, busy recreational roads,
and strictly rural roads. No where else in the world
can be found a similar proportioning of the several
types of streets and highways.

Streets are of three general types: streets of access
and distribution, major streets or arterials, and free-
ways. Each type, either by intent or dedication or
by use developed by growing traffic needs, serve a
different purpose essential to the over-all traffic
movement.

According to the 1946-47 classification by the Los
Angeles Bureau of Engineering, Los Angeles’ system
is composed of:

Access Streets . 3,551.39 miles

State Highways . 21544

Major Streets . 1,044.39
Total. v i - 481122 miles

Alleys and Trails 653.41
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Access Streets

Although composing nearly three-fourths of the
entire system, the 3,551 miles of access streets
actually carry a relatively small share of the traffic.
Their prime purpose is to provide access to abutting
property and to give connections to major streets.
The pattern and development, management and op-
eration of these streets must be entirely different
than that given prime movement arteries. Their
character should be preserved and their limitations
should be recognized in providing for large volumes
of traffic disinterested in abutting property.

Major Streets

Heavily traveled major streets compose about one-
fourth of the street mileage. For the most part these
arteries follow the Master Street Plan of 1924 on
which steady progress has been made. The major
streets are the connecting links between concentra-
tions of population and the generators of large
volumes of traffic—business, industrial, educational
and recreational centers. Carrying the bulk of traffic,
it is upon these streets the inefficiencies of the traffic
system are most visible. Here are found congestion
and the hazardous conditions that produce the major-
ity of accidents and deaths. The job is to preserve
these streets as prime movers of traffic, to minimize
the inefficiencies, and to recognize and control the
elements which limit their ability to serve.

At best, these surface streets are inefficient. Too
few of them have continuity of alignment without
jogs or bottlenecks. Intersection frequency reduces
the potential traffic movement by more than one half.
The engineering task of providing adequate controls
at the more than 28,000 intersections alone is one
demanding the most intelligent administration.

Wide and not so wide street sections join one to
another, which coupled with the many places where
the rectangular street pattern changes direction,
further prevent a free flow of traffic. Illustrative of
bottleneck conditions is that of Wilshire Boulevard
which was planned for extension through the Central
Business District between Sixth and Seventh Streets.
But the Wilshire extension ends at Grand Avenue,
and there serious congestion occurs when traffic
piles up during the peak inbound movement in the
morning. Moreover, secondary jams are caused on
Figueroa Street both north and south of Wilshire.

Further retarding travel on arterials are the mar-
ginal frictions arising from parking at the curb,
inadequately controlled access to off-street parking

facilities and the use of curb space for loading and
unloading of trucks. Sharing of the same street by
the motor vehicle with street railway, heavy truck,
bus, pedestrian and emmay, has re-
tarded traffic on some arterials, making them prac-
tically useless for their intended purpose.

Freeways

Inevitable was the decision of city, county and
state agencies to construct a new type of facility, the
freeway, which can move large traffic volumes
smoothly and safely. Sharing no right of way with
pedestrians or mass transit without segregation or
design provisions, and having no intersections at
grade, with all remedial and marginal frictions elim-
inated, the properly designed freeway becomes the
logical answer, and one that has won general public
approval.

The 163-mile “10-year plan” of freeways now
being built will give through movement of traffic to
and from concentrations of populations and the
major traffic generators. Although the ultimate sys-
tem probably will never exceed one per cent of the
street mileage, it will possibly carry as much as 50
per cent of the total vehicle miles.

Less than 20 miles of freeways are in existence
today, but heartening progress is being made.
Because of the statewide and even national import-
ance of the freeway system, large-scale assistance is
being extended the city and metropolitan area, by the
California Division of Highways, with Federal
Highway Aid. Cost of work done in 1947 and 1948
and scheduled for the current fiscal year is estimated
by the District office of the California Division of
Highways to be as follows:

Hollywood Parkway . $17,200,000
Santa Ana Parkway 4,950,000
Terminal Island Parkway . 5,585,000

Arroyo Seco Parkway and
Harbor Parkway 7,800,000
Total . $35,535,000

Many problems now existing will be ended or
minimized as the freeways are completed. Many
more problems will be created or accentuated. Large
volumes of vehicles cannot be summarily dumped
and left to shift for themselves. Terminal facilities
will have to be constructed both for access and
egress and for parking.

Construction of a system of freeways is akin to

creating a new transportation facility such as was the




system of airlines. When the airlines were formed,
travel was created that didn’t exist before. Experi-
ence here and elsewhere indicates the freeways will
induce additional motor vehicle usage, through new
and more frequent trips. Major ground level streets,
freed of much heavy travel by the freeways, like-
wise will tend to create new travel, and they will
continue to perform the essential function of dis-
tributing traffic. The belt of parkways around New
York City does not fulfill its true function because
access streets and terminal facilities are not available
to handle the volumes of traffic the freeways can
deliver. The freeways alone by no means will com-
pletely solve the traffic problem, but it can’t be
solved without them.

@ass Transport;mm

The motor vehicle does not represent the whole
traffic problem. Were mass transit to be lost, un-

doubtedly the motor vehicle would fail to meet
demands, as was well evidenced by the transit
strike of 1946.

Unlike the motor vehicle which grows with the
influx of population, the street railways in Los
Angeles were built for the most part before sufficient
patronage was available to make them self-liquidating.

Natural barriers and inadequate planning controls have given much of Los Angeles an irregular street
pattern which hinders traffic flows and makes traffic management difficult.

The owners of mass transit were also the sellers of
real estate. Existence of the rail systems meant the
ready sale of property. Actually, this was good
planning, with some provision for transportation
intergrated into the planning of new subdivisions.

Such has not been the case in recent years when
huge new subdivisions became populated almost
before the homes were finished, leaving transporta-
tion to the individual and his car. At later dates, if
sufficient demand appeared to exist, motor coach
lines were installed to be operated as profitably as
possible and only as long as the operation was self-
sustaining.

Mass transit can and should operate wherever
desired lines of mass movement exist. It is highly
impractical to depend upon the motor vehicle, with
the average occupancy of 1.6 persons, to move large
numbers of people from the same general origin to
the same general destination. Where movements
are scattered, irregular, or relatively few it is of
course impractical to operate mass transit.

Every city transportation system must meet the
distorted rush hour demands brought about by the
universal habit of business and industry to have
common office hours and hours of shift changes.
Every attempt to stagger office hours, recreational
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periods, and days-off, has failed miserably except
perhaps during the war years. But even then Los
Angeles’ attempt to stagger office hours fell far short
of its goal. With ride sharing plans motivated by a
call to patriotism and the pressure of gasoline ration-
ing, the highest car occupancy counts recorded were
in the vicinity of 1.75 passengers per car. This
indicates there is great resistance by the motorist
to relinquish the freedom of individual movement
which he feels is his. How great this resistance is in
the face of growing congestion is perhaps debatable.
But there is sufficient evidence that any facility to
compete with the automobile in Southern California
must offer comparable convenience if it is to lighten
the burden upon city streets.

A helpful contribution mass transit could make,
aside from serving people who cannot afford or do
not desire to own a car, would be the freeing of
some off-street parking space now required by the
industrial and office worker. The well-defined desire
lines built up by these commuters are susceptible to
the services of mass transit. The importance of this
may be seen when it is realized that a commuting car
occupies parking space which in a day could be used
by several shoppers who need the flexibility and

bundle-carrying convenience of the car.

Parking

No matter how good it is, a street system lacking
parking facilities is somewhat like a water main
without an outlet. Failure to provide parking is to
deny access to a district. Where parking shortages
occur, as they do in the downtown and many other
areas, potential business is forced to go elsewhere.
This is a major factor in wasteful decentralization,
declining property values and blight.

Los Angeles, as is true of any city, must preserve
the health and vitality of established centers, other-
wise the entire city will lose tax dollars, civic spirit and
enterprise. A city can no more maintain health with
a dried-up core than can a tree with a hollow center.

A problem related to parking and use of curb space
is that of loading and unloading of goods. This is a
particularly trying problem in Los Angeles where
most business houses in several business districts are
without adequate off-street facilities for dispatching
or receiving goods.

Solution of the parking problem depends upon
determination of needs and differentiating between
types of parking demand. There are three types:
all-day parkers, chiefly workers and employers; the

part-day parkers who visit shops and offices; and
errand parkers who can transact their business in a
short time.

Several studies made by civic and city agencies
focus attention on the urgency of a bold attack and
contain helpful information on types of off-street
facilities and means of financing.

Yet, with the interests of the three types of parkers
often in conflict, with shortages for all types plainly
evident, and with deficient loading and unloading
facilities, the need stands out for an objective study,
on a city-wide basis, to determine the answers to
fundamental questions.

This type of study, being made in a growing
number of cities with Federal and State cooperation,
determines the quantity and location of present
facilities, the needs of customers and workers, and
the quantity and location of needed facilities. More-
over, the studies relate parking to general traffic
needs and trends and to the desired city growth. No
such scientific, city-wide study has been made in Los
Angeles. Little can be done toward a permanent
solution of the street traffic problem, including rapid
transit, until the facts are known.

The importance of planned action is emphasized
by the fact that the efficiency of the street and free-
way system, the volume of sales in a district, and the
amount of labor available for a district, rest on the
ability of the terminal facilities to meet demands.

To meet this many-faceted problem requires the
best thinking, planning and action of business and
government leaders.

Under the wide latitude provided by California
laws and by city ordinances, the door is open to
private enterprise and to the city government for a
planned, step-by-step program based on the facts
which a city-wide study would disclose.

Operating Elements
The Traflic Stream

If intelligent control and regulation of traffic is to
be achieved, the make-up of the traffic stream itself
must be evaluated and related to regulation, control
and enforcement measures.

Automotive traffic is composed of passenger cars
with wide range in size and operating characteristics,
trucks varying from small pick-ups to huge truck-
trailer combinations, motorcycles and scooters. Add-
ing further to the complexity are requirements of

transit vehicles of several types, trolley coaches,

street cars and buses. Intermingled with this heteto-




The traffic stream itself with its varying mixture of all kinds
of vehicles is an important element in the traffic problem
which demands special study and careful use of control

measures and devices.

genous collection of vehicles, is, of course, the
pedestrian. Where he travels in large numbers, his
“operating” characteristics must be analyzed as well.

Traffic Control

Traffic control devices to fully perform their duties
must be used in a manner actually fitting the needs
of the traffic stream. At some locations the per-
centages of the various types of vehicles may be
extremely important in fitting the facility to operate
efficiently, for instance, in provision of progressively-
timed traffic signals where large numbers of trucks
and combinations may or may not be operating.

Clearly traffic control is an absolute necessity. It
is equally evident that those controls must be applied
intelligently and in a manner suited to the needs and
characteristics of vehicles and people.

Traffic Regulation

When the motor vehicle rolled into the scene, it
became necessary to draft a code covering rules of

the road to govern its operation. This code began
its growth at the turn of the century and today it is

a complicated set of rules. Legal responsibilities of
ownership and operation are defined by State and
Federal law. The California State Code alone lists

five and one-half pages of types of violations. Opera-
tion is further regulated by city ordinance.

In contrast, the driver, not having to meet rigid
licensing requirements, all too often is untrained
and relatively unskilled. Usually he learns by trial
and error, perhaps being taught by someone with a
heavy foot and a light head. Operation of a motor
vehicle is a revokable privilege but too many regard
it as an inalienable right.

The traffic enforcement agency, therefore, has
inherited an extremely complicated code to enforce
upon a great number of individuals with a wide
variance in operating ability who use a street system
of great complexity and weakness. Here again,
efficient traffic administration and control depends
upon understanding the limitations of drivers as
related to street facilities.

The Social Element

Of the many elements that make up the traffic
problem, perhaps none is more important than the
habits and customs of the community which might
be called the social element. Citizens of Los Angeles
and all of Southern California are devotees of out-
door living. This, of course, is directly attributable
to favorable climate and the flexibility of the motor




Many Los Angeles arteries perform a dual purpose. U. S. 101, serves as a recreational highway along
the shore, and it carries large volumes of through traffic to and from the northern and southern parts

of the state. At this intersection the heavy left turn of homeward bound resort traffic creates a problem
requiring the special attention of traffic and highway engineers.

car. Of necessary consideration are not only the
peak traffic flows at rush hours, but also the peak
flows of recreational travel. Consequently, in traffic
management and in the provision of facilities, failure
to consider the habits of a mobile population and the
desired freedom of outdoor living, will cause efforts
to fall short of the goal.

The economic element, population, vehicle regis-
tration, land use, the street system, mass_transit,
parking, truck load'ing and unloading, operating ele-

ments and the social element, each has an important
bearing on traffic engineering decisions and program-
ming. To cope with these inter-related elements,
traffic administration must be a full-fledged operation
geared to the development and use of facts. Traffic
administration must possess authority and standing
not only to conduct its routine traffic operations,
but to carry on the leadership and guidance which
traffic administration must assume if the elements of
the traffic problem are to be brought into proper focus.
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REVIOUS chapters of this study have depicted the
Pimmensity of the street traffic problem and its
bearing on the economic and social life of Los
Angeles. The welfare of all people, and their very
lives, depend in large measure on the way the daily
floods of vehicles and people are handled. Traffic
management and control, therefore, compose an
administrative work of an importance at least equal
to many other city functions.

In Los Angeles, traffic management and operation
today are far below par. There is a traffic agency,
but its responsibilities are limited in vital aspects.
There are no provisions insuring cooperation or
exchange of information with other city or outside
agencies. Lacking the administrative stature such as
held by water supply, sewage disposal and other
utilities, the traffic agency, even though staffed with
engineers and expert technicians, cannot function
efficiently.

Under the present arrangement, there are nine
city agencies which have, under city charter or
ordinance, varying measures of control or activity in
traffic operations. In some instances, the traffic
duties are properly lodged in these agencies; in other
cases they rightfully belong to the traffic agency.
The agencies are: the City Council, Bureau of Street
Traffic Engineering, Department of City Planning,
Department of Public Works, Bureau of Engineering,
Bureau of Street Lighting, Bureau of Street Mainten-
ance, Department of Public Utilities and Transporta-
tion, and the Police Department. In addition, the
city departments must work with state and county
agencies.

In order to obtain a true picture of present traffic
administrative functions, the Traffic Survey Com-
mittee not only analyzed charter and ordinance pro-
visions, but studied activities and responsibilities of
the various departments and bureaus involved. This
information was gathered by reviewing available
annual reports and by interview with department
heads or designated representatives.

Charter Provisions

In Section 2, Article I, of the Charter, the
City is granted among others the broad powers; to

enforce law and promote the public peace, health,
safety and welfare; to grant franchises for the opera-
tion of public utilities; to regulate the operation of
privately owned public utilities and to compel from
time to time reasonable extensions of the facilities
for service; to acquire, construct, maintain, operate
or sell public utilities; and to provide for the acquisi-
tion, construction, improvement or alteration, main-
tenance, use and control of streets, tunnels, sub-
ways, rights of way, and other public or local
improvements on, above, or below the surface of the
land or water.

Included in these powers, which are as the Charter
states, a ‘‘partial enumeration and in no sense a
restriction or limitation upon the rights and powers
of the city,” are provisions so far-reaching and so
enabling that there is little limitation upon the extent
to which the city may go to provide safe and expedi-
tious movement of persons and material throughout
the municipality.

For a full understanding, it is necessary to examine
provisions of the Charter in implementing these
broad powers with organization for execution. Under
Article III, The Powers and Duties of The Council,
Section 36 provides that

“The Council shall, by ordinance, within ninety days
after this charter becomes effective, provide for the study
of the problems of street traffic and for the recommenda-
tion of rules and regulations in relation thereto. The
duty of making such study and recommendations may be
conferred upon one of the boards established by this
charter, or upon a board created by said ordinance, and
the Council may thereafter, by ordinance, transfer all of
said powers and duties to a different board therein or by
this charter established. The board so created by ordi-
nance shall be appointed and organized, and the business
thereof conducted pursuant to the provisions of Article VI
of this charter. Said board shall recommend such rules
and regulations for enactment into ordinance by the
Council which shall vote upon any such recommendation
within thirty days from the date of receipt thereof by the
Council. It shall be competent for the Council, by
ordinance, to provide that said board may, by resolution
which shall become effective when published once in a
newspaper of general circulation in the city, adopt rules
regulating parking or other use of vehicles upon the
streets or other public ways of travel, and any other use
thereof, when determined by said board to be necessary




to meet an emergency, and to provide in such ordinance
a penalty for the violation of any rule so adopted; pro-
vided that no rule so adopted shall remain in force longer
than thirty days unless incorporated into an ordinance,
as herein provided.

“The Council shall not have power to adopt any ordi-
nance regulating the manner of the use of public streets
or other public ways of travel by persons, the manner of
the use or operation of vehicles upon the same, the making
of excavations therein, or the placing of obstructions
thereon unless such ordinance shall have first been
recommended by said board, or unless two-thirds of the
members of the council shall vote in favor thereof; but
nothing in this section shall be construed to restrict or
otherwise affect the granting of franchises as elsewhere
provided in this charter, nor shall any of the provisions
of this section apply to the routing or the re-routing of
street cars or motor bus lines.”

There are several significant features of this section
worthy of comment:

1. The problem of providing “for the study of the
problems of street traffic and for the recommendation
of rules and regulations pertaining thereto” was left
unanswered by the Charter. This appears to admit
that the judgment of the Council as to what Board
of the city could best administer the functions of
traffic would be more reliable than the judgment of
the Charter framers. Further, there seems to be a
prediction that the Council would find the proper
solution by trial and error, for if the Council erred in
placing this function it could be transferred to
another board, and so on.

2. No specific duties are enumerated by this sec-
tion. Other sections pertaining to other departments
outline specific departmental responsibilities. For
example, Section 91 provides that the Department of
Building and Safety has charge of construction,
operation and maintenance of police and fire alarm
systems. No such assignment of responsibility in
regard to the traffic signal system is found in the
Charter. The Council must, therefore, draw on the
powers of Section 32 which states that it may provide

by ordinance the duties of all boards where such
duties are not defined by Charter.

3. At the present time, the provisions of Section
36 are implemented by Ordinance 73,014 of Septem-
ber, 1933, which places certain duties relating to the
study of street traffic in the Bureau of Street Traffic
Engineering, with the Bureau reporting to the Board
of Police Commissioners. The duties of the Bureau
are listed on page 36.

The City Council

By Charter provision the City Council is in the
position of being able to grant the powers for the
study of street traffic to any one of the city depart-
ments and to remove that power at will. Whatever
department has had the responsibility for the study
of street traffic has been constantly aware of the City
Council’s interest and of the Council’s power to
re-establish the functions of street traffic engineering
in another or a new department.

As outlined in the next section, the history of the
Traffic Bureau indicates its almost constant adjust-
ment. Under at least one of the ordinances enacted
under Section 36 of the Charter, the City Council
assumed direct responsibility for that Bureau.

Broad matters of policy, such as restriction of
street parking, are determined by the City Council
on the advice of the Traffic Engineering Bureau
through the Police Commission and enacted into
ordinances. Such matters as contractual agreements
with the State involving construction of freeways
requires the Council to seek the advice of the several
city departments and bureaus. In many instances
the city departments are not in agreement. This
places the Council in the position of having to make
decisions without the technical background to weigh
the conflicting departmental viewpoints.

The City Council operates as 15 committees, in-
cluding Committees on Planning, Public Works,

Among Los Angeles’ traffic headaches requiring special study and coordination of various city and
private agencies are those involving mixed traffic. Here on Alameda private cars, mass transit and

railroad share the same right of way.
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and Police. The Police Committee handles street
traffic engineering functions. The diverse and varied
interests, functions, and responsibilities of the
Police Department makes it difficult for the Council’s
Police Committee to develop a specialized back-
ground in traffic.

Evolution of Traffie Ageney

How the city has dealt with traffic administration
is well shown in a condensed review of ordinances
since 1924, which traces the evolution of the Bureau
of Street Traffic Engineering from its beginning as
the office of city electrician. Clearly manifest is the
failure of Section 36 of the Charter to provide ade-
quately for the study of street traffic problems. This
chronological review, furnished by the Traffic Bureau
of the Police Department, is recommended reading
for all who believe in adjusting governmental func-
tions to meet today’s problems efficiently.

1. 1924—May. Installation of traffic signals executed

under the supervision of the City Electrician of the
Department of Electricity.

2. 1925. City Charter Adopted.

A. One provision consolidated the Department of
Building and the Department of Electricity into
what is now known as the Department of Building
and Safety.

B. Section 36 of the Charter directed the Council
to provide, by ordinance within 90 days, for the
study of the problems of street traffic and for the
recommendation of rules and regulations in rela-
tion thereto. The section further provided that
the duty of making such study and recommenda-
tions could be conferred upon one of the boards
established by the Charter.

3. 1925—OQOctober 14. Ordinance No. 52,995 adopted
as a result of Section 36 of the Charter. This ordi-
nance provided for the study of the problems of
Street Traffic and authorized the Board of Police
Commissioners to make such study and to make
recommendations of rules and regulations in relation
thereto. It further authorized the Board of Police
Commissioners to adopt temporary rules regulating
parking and other uses of the streets.

4. 1925—November 6. Ordinance No. 53,191 adopted
which provided for the number of persons to be
employed in the Department of Building and Safety.
Maintenance of traffic signals is retained under the
Chief of Electricians in the Department of Building
and Safety.

5. 1927—December. Traffic Signal Division of the
Department of Building and Safety established with

10.

1l

an electrician in charge as Chief of the Division of
Street Traffic Signals.

1928—March 2. Request made by the Department
of Building and Safety to the City Council for
creation of the following position: Chief of Traffic
Signal Division.

1929— April 24. The position titled “Chief of Traffic
Signal Division,”” Code 8285, created by Ordinance
No. 63,557. The Council over-rode the veto of the
Mayor in creating this position.

1930—June 19. Ordinance No. 66,883 approved.
This ordinance repealed Ordinance No. 52,995 (Item
3 above.) Under the terms of Ordinance No. 66,883
a Bureau of Street Traffic Engineering was created
and placed under the administrative control of the
Board of Police Commissioners. The Bureau was
headed by a Street Traffic Engineer and all its
personnel were to be appointed by the City Council,
subject to Civil Service. The Police Commission
thus replaced the Building and Safety Commission
as a body to make recommendations covering traffic
regulations.

To the newly created Bureau of Street Engineering
was assigned all the duties formerly performed by
the Traffic Signal Division under the Department of
Building and Safety as well as the installation and
maintenance of traffic markings.

1930—July 28. Ordinance No. 67,187 approved.
This ordinance provided for the number of persons
to be employed in the Bureau of Street Traffic
Engineering of the Police Department of the City
of Los Angeles.

1931—October 8. Ordinance No. 70,380 passed by
the City Council over the Mayor’s veto, created the
Department of Street Traffic Engineering under the
jurisdiction of the Council.

This ordinance provided for the appointment of a
Chief Engineer by the Council, subject to civil service
provisions. Operation of signals was left under the
jurisdiction of the Police Department and the Board
of Police Commissioners retained the power to make
recommendations on traffic matters.

1931— November 25. Ordinance No. 70,611 was
approved. This ordinance placed the operation of
signals under the Department of Street Traffic with
the provision that the times of turning them on and
off was to be designated by the Police Department.
It further provided that the Chief Engineer of the
Department of Street Traffic Engineering was to be
appointed direct by the City Council, subject to Civil
Service rules and regulations.

Employees of the Department were to be appointed
by the Chief Engineer, subject to Civil Service rules
and regulations.
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13.

14.

1933—September 14. Ordinance No. 73,014 was
approved. This ordinance repealed those provisions
of Ordinances 70,380 and 70,611 which were incon-
sistent with No. 73,014. Ordinance No. 73,014
provided for the study of street traffic problems and
authorized the Board of Police Commissioners to
make such study and to make recommendations of
rules and regulations in relation thereto; established
a Bureau of Street Traffic Engineering as a part of the
Department of Police of the City of Los Angeles;
authorized the Board of Police Commissioners to
conduct studies, prepare plans and make recom-
mendations and other investigations relative to street
traffic signals, signs, markings, etc.; and provided for
the transfer of the personnel of the Department of
Street Traffic Engineering to the Bureau of Street
Traffic Engineering of the Department of Police.
Section 5. of this ordinance states ““it shall be the
duty of the Board of Police Commissioners, acting
through the said Bureau of Street Traffic Engineering
of the Department of Police, to conduct studies of
street traffic accidents and congestion, and other
conditions affecting the safe and convenient use of
the streets, etc.”

Section 6 of this ordinance states “‘Said Bureau (of
Street Traffic Engineering) shall perform such other
and further duties as may be from time to time dele-
gated to it by the Chief of Police of the City of Los
Angeles. Any of the aforementioned work shall be
done by said Bureau under the management of the
Chief of Police.”

Prior to 1943, the Board of Police Commissioners,
under Sections 80.07 and 80.08 of the Municipal
Code, was authorized to maintain traffic control
devices, and to install and maintain traffic signals,
safety zones and lane markings—ALL OF THE
ABOVE SUBJECT TO THE DIRECTIONS AND
APPROVAL OF THE CITY COUNCIL.

1943—March 18. Under the terms of Ordinance
No. 87,515, Sections 80.07 and 80.08 were amended
and sections 80.07.1, 80.07.2, 80.07.3, 80.08.1
and 80.08.2 were added to the Municipal Code. The
amendments and additions gave the Board of Police
Commissioners the sole and exclusive responsibility
and authority for the installation and maintenance
of traffic signals, stop signs, crosswalks, parking
signs, limitations and markings, directional signs,
lane lines, turning buttons and any other traffic con-
trol devices. Section 80.7 (c) reads ““Authority of
Commission Exclusive. No other officer, board, or
department of this city and no ‘private’ agency or
person shall install, place or maintain any traffic
control device within the purview of this chapter,
except upon the order of the Commissioners.”

The most recent arrangement provided by ordinance

has resulted in sufficient confusion to inspire at
least one request for the legal opinion of the office of

the City Attorney (9-12-46) which in brief stated:

1

. Under Ordinance No. 73,014 the Principal Street
Traffic Engineer is required to report directly to
the Board of Police Commissioners on matters
of street traffic accidents and congestion, and
other conditions affecting the safe and con-
venient use of the streets, etc.

. On matters which are not inherently police

work and are under the province of the Traffic

Engineer it is “required that the Board seek the

advice and counsel of the Traffic Engineering

Bureau and avail itself of the services of the

Bureau. The Board is not bound by any recom-

mendation of the Bureau.”

The activities of the Board, the Chief of Police

and the Bureau may be duplicated in many

instances because of the dual source of authority.

Bureau of Street Traffie
Engineering

The present effective ordinance (73,014) provides
that it shall be the duty of the Board of Police
Commissioners acting through the Bureau of Street
Traffic Engineering:

1.

To conduct studies of street traffic accidents and

congestion and other conditions affecting the

safe and convenient use of the streets.

. To collect facts regarding the effect and opera-
tion of regulations controlling street traffic.

. To conduct street traffic studies and other in-

vestigations relative to the location or placing,

maintenance and operation of all street traffic

signals, beacons, flashers, signs, and markings.

To prepare recommendations and plans for the

installation, relocation or removal of all signs,

signals, beacons, markings, etc.

. To install, relocate or remove or cause to be

installed, relocated or removed signs, signals,

beacons, markings, etc.

To maintain or cause to be maintained all signs,

signals, beacons, markings, etc.

To operate all traffic signals.

To recommend rules and regulations pertaining

to parking or other use of vehicles upon the

streets and public ways.

Other important functions of the Bureau not

specifically enumerated by charter or ordinance are:

2

Investigation of traffic complaints.

Consultation service on traffic matters to the
other several departments of the City.

The keeping of records pertaining to all func-
tions and duties of the Bureau.




4. The maintenance and repair of automotive and
other equipment used by the Bureau.

A rough classification of the personnel of the

Bureau as listed for the calendar year 1947 in the

annual report of the Police Department is as follows:

Clerical it e 14 Construction super... 1

Laborers "5t o 42  Checker-investigators . 13

Painters - 1 0 0% 63  Traffic engineers. . . .. 8

Auto Mechanics. . 5  Electrical engineer. .. 1

Electricians. . . . . . 43  Principal traffic eng’r.. 1
Total — 191

The 1948-49 Budget contains provision for increas-
ing the number of employees in some classifications,
to give the following totals:

(Elerieal Hrat i 20  General Foreman. ... 1
Eaborers.” . 02 59  Checkers-investigators.19
Painters il 77  Traffic Engineers. . . .. 10
Auto Mechanics. . 5 Radio technicians. . .. 1
Eleetricians. . . . .., 66  Principal trafficeng’r.. 1
Draftsmen. ... ... 7

Total —-266

Although many of these positions are not now
filled it is contemplated to materially increase the
number of employees in the skilled, semi-skilled and
unskilled classifications with only slight increases
in the clerical and professional classifications. (See
chart of organization recommended in Chapter VII.)

One of the current problems lies in traffic signal
installation. It has been estimated by the Traffic
Engineer that if no additional signal installations
were authorized by the Police Commission it would
take approximately two years for the outstanding
authorized installations to be completed at the pres-
ent rate. There are at least two primary limitations
to the number of crews that could be assigned to
accelerate the present rate of installation—the shop,
warehouse, and equipment facilities of the Bureau,
and the availability of traffic signal equipment for
installation.

Most traffic signal installations authorized by the
police commission are the result of a citizen’s
complaint investigated and recommended upon by
the Traffic Engineering Bureau. Many requests have
been made through city Councilmen who have
naturally carried the interests of their constituents
directly to the Traffic Engineer. In this way pressures
are brought to bear upon the Traffic Engineer and the
Police Commission which result in authorization of
signals which on the basis of need could not compare

in priority with other installations either already
authorized and not yet installed, or not yet author-
ized. Some installations have been authorized for
as long as two years before installation, while others
have been completed and in operation prior to ap-
proval by the Police Commission.

In a city where the variety of traffic problems is so
serious, and where the city lags in the provisions of
controls, it is doubly important that such controls
be placed in use so that the utmost benefit is realized
with each installation. .

Considerable time is spent by the Principal Traffic
Engineer in advising other city departments on
traffic matters. In every case this is entirely a volun-
tary cooperation and no other department is obligated
to abide the Traffic Engineer’s advice or judgment.
Although cooperation between city departments is
close, at times there is failure to coordinate activities
through oversight or through disagreement, which
means no action or possibly bad action.

Department of City Planning

As provided in the Charter, (Sec. 94) the “Depart-
ment of City Planning shall have and exercise all the
powers and duties which are now or may hereafter
be granted to or imposed upon City Planning Com-
missions or Departments by State law.” Consequently,
certain powers are granted and imposed by the Con-
servation and Planning Act of 1947. These powers
deal mostly with the master plan and its enforcement.
For example, Article V requires that each planning
commission shall prepare and adopt a long-term
general plan for the physical development of the city,
such plan to be known as the “master plan.” All or
portions thereof may be adopted by the legislative
body (council). It is required that the master plan
include a Streets and Highway Plan and a Transporta-
tion Plan including a comprehensive transportation
system, and a Transit Plan, including a proposed sys-
tem of transit such as street cars, motor coaches, etc.

A significant provision of Article VII requires that
whenever the legislative body of a city or county has
adopted a master plan, no road, street or highway or
other public way shall be acquired or abandoned, or
any public building erected until the location thereof
has been submitted to and reported upon by the
Planning Commission.

Section 95 of the Charter provides that the Director
of Planning shall:

1. Subject to direction of City Planning Commis-

sion, prepare the master plan for the physical
development of the city.




2. Prepare all proposed zoning regulations.

3. Investigate and report on the design of all

proposed sub-divisions.

Despite the close affinity between traffic adminis-
tration, planning and land use, as described in
Chapter III, and despite the fact that probably the
most important consideration in the master plan is
traffic, too little has been done in coordinating these
activities. The Charter (Section 95}4) provides for a
Coordinating Board composed of at least 11 officers
of the city to advise with and assist the Director of
Planning in preparing the master plan. Absent from
this important board is the Chief of Police and the
Principal Street Traffic Engineer.

Under Charter provisions, no council action may
be taken on the following matters unless the ordi-
nance, order or resolution has been submitted first
to the Planning Commission for report and recom-
mendation concerning the relation of the matter to
the master plan:

“1. The acquisition, establishing, opening, widen-
ing, narrowing, straightening, abandoning or
vacating of any public street, road, highway,
alley, square, park, playground, airport, public
building site, or other public way, ground, or
open space.

“2. The location and appearance of any bridge,
viaduct, subway, tunnel or elevated roadway

for the use of pedestrian or vehicular traffic or
any public building.

“3. The creation of districts or zones for the
purpose of regulating the use of lands, density
of population, the height, bulk, location or
use of buildings therein, or the size of yards,
open spaces or setbacks adjacent to buildings,
or the changing, amending or altering of any
such zones, districts or regulations.”

In the Annual Report of the City Planning Com-
mission entitled “Accomplishments’ 1947, 10 of the
48 pages are devoted to the Highway Plan, Freeways,
and Parking. This indicates an awareness of the
importance of the traffic problem to the proper
development of the city, and through zoning, sub-
division design, and the master plan, a certain amount
of the management of the traffic problem is in the
hands of the Planning Commission. In discussion
with the Planning Commission, it was found that
there is a considerable interchange of information
between the Principle Street Traffic Engineer and the
Commission, but that there is a growing need for
coordination.

In the report referred to above it is indicated that
the Planning Commission is conducting its own off-
street parking study. Listed among the objectives
are: to establish a sound basis for determining the
amount of parking space required in relation to




merchandising floor areas; and to determine the
relative amount of parking space required by different
types of commercial businesses. An off-street park-
ing study on a broader basis is needed. Properly this
function should be handled by traffic administration,
since off-street parking is a major factor in meeting the
responsibility of providing efficient street operation.

Under provisions of the Conservation and Planning
Act of 1947 the master plan must include a Plan of
Highways. The outstanding featur: of the highway
plan, is the freeway principle as applied to a 10-year,
163-mile program of freeways for the Los Angeles
area. Under present conditions the City Planning
Commission actually places only a stamp of approval
or perhaps aids in the origination of the general plan.
In the planning of detailed location, where there is
a choice of alternate routes of a freeway of the
general plan, the City Planning Commission has
little or nothing to say as to that location.

Nothing now in progress is so significant to the
development and future pattern of the City. Free-
ways are the framework upon which the City will
grow. They assist in rehabilitation and redevelop-
ment of blighted areas. The planner has the informa-
tion and ability upon which can be based judgment
as to specific locations insofar as each will affect
land use. Engineers, of course, have knowledge of
other factors bearing on actual construction which
must be considered in choice of specific locations.
But only when all factors, including land use and
service to traffic, are considered in proper balance
will the freeways bring maximum value to the
community.

Department of Publie Works

The Department of Public Works created by the
Charter is under the management of the Board of
Public Works composed of five full-time members.

The Charter provides that the Board of Public
Works shall have charge, superintendence and con-
trol of the construction and maintenance of all
streets, avenues, alleys, lanes, boulevards, crossings,
bridges, viaducts, subways, tunnels and other sub-
terranean avenues for travel, public places, rights-of-
way, etc. The Board shall have charge of all work
and improvement in, on, over or under all such,
streets, places and properties. Also, the Board has
charge of the cleaning, sprinkling and lighting of
all public ways. |

Powers and duties of the Board of Public Works of
specific interest to this study are performed by
three Bureaus—The Bureau of Engineering, the

Bureau of Street Lighting, and the Bureau of Street
Maintenance.

Bureau of Engineering

In addition to his position as an officer of the city
as named in the Charter, the City Engineer serves
as head of the Bureau of Engineering.

The Bureau of Engineering operates through four
district offices—Central, Harbor, Valley, and West-
ern—and is divided into the following divisions:
Administration, Special Projects and Co-ordinating,
Maps and Surveys, Street Opening and Widening,
Street and Parkways, Bridge and Structural Design,
Beach Design, Storm Drain Design, and Sewer Design.
The District Offices perform most of the functions of
the Bureau in a decentralized operation.

The Street and Parkway Design Division has
charge of all design of parkways in the entire city.
In the cases of State highway projects within the
City, the Division functions as an agency of the
State for designing the projects. Other functions
of this Division, however, apply only to the Central
District. These include the design of all surface
street and highway improvements including inter-
section re-design. Even though this division is staffed
with men with specialized experience in modern
design for traffic, it is not permitted to perform sur-
face street design functions for the District Offices.

Through its various districts and divisions, the
Bureau of Engineering finds it advantageous to con-
sult the Traffic Engineer frequently on matters in-
volving traffic. Design functions often require as a
prerequisite knowledge of traffic volumes, character,
etc. In many instances, the Traffic Engineer does not
have the information, and makes special studies.
However, because of staff limitations, this cannot
always be done, and the Bureau of Engineering often
must proceed with inadequate information.

Bureau of Street Lighting

Under the direction of a Street Lighting Engineer,
the Bureau of Street Lighting is responsible for the
lighting of all public ways. The Bureau, however, has
been unable to cope with lighting needs, and has
reported that of the 1,000 and more miles of major
streets, approximately 300 miles are lighted and less
than 50 miles have lighting which meets the min-
imum standards of adequate lighting for traffic needs.

The principal reason for difficulty in lighting for
night traffic is in the method of financing. Mainten-
ance of lighting systems comes from the assessment
of abutting property owners, and can only be done




where assessment Lighting Districts exist. At one
time this was proper, when major benefit from street
lighting was received by the abutting business. But
now good lighting is a necessity for safe movement
of both vehicles and pedestrians at night.

Some so-called “‘safety lighting” is installed by
the Traffic Engineer at hazardous locations. A con-
siderable amount of intersectional lighting is also
installed by the Street Lighting Engineer as a treat-
ment of high accident frequency locations where
numerous pedestrian fatalities had occurred. This
work has been effective.

Throughout the United States, street lighting has
demonstrated its effectiveness in reduction of night
accidents to vehicles and pedestrians. Street lighting
should be gauged to the needs of traffic and not
merely to ornament a neighborhood. Adequate inter-
section lighting has been proven particularly beneficial.

Bureau of Street Maintenance

The Bureau of Street Maintenance is responsible
for street maintenance, resurfacing, and replace-
ment or excavations, and for the installation and
maintenance of street name signs.

State and national aspects of Los Angeles’
traffic problem are emphasized by busy arteries
such as Cahuenga Freeway, a cooperative
project of the Federal government, state and

The Bureau utilizes a combination of traffic volume
figures with a roughness test to determine priority
of resurfacing and for projecting annual budgets.
The Traffic Engineer usually is unable to participate
in planning the scheduled resurfacing, thus eliminat-
ing the possibility in many instances of developing
some streets as heavy carriers. Traffic, in these
instances, must be attracted to poorly surfaced
streets before the justification for resurfacing is
demonstrated.

Through the use of the “formula” for determining
priority for resurfacing, the Street Maintenance
Bureau is able to circumvent pressure in the distribu-
tion of its services.

When a street is to be closed or its use impaired by
a resurfacing operation, the needs of traffic are
considered through a discussion with the Traffic
Engineer, or the Chief Engineer of Public Utilities
in some cases. The recent resurfacing of 5th and 6th
streets was worked out with cooperative planning
by city agencies and the abutting property owners
and operators. This particular project necessitated
night and Sunday work to minimize interference
with traffic.

city. To better serve traffic, it is essential that
city traffic administration be fitted to work
more efficiently and authoritatively with other
government agencies.

|
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Department of Publie Utilities
and Transportation

Since 25 agencies provide local transportation, and
with four major lines alone carrying a half billion
passengers yearly, the traffic responsibilities of the
Department of Public Utilities and Transportation
are heavy.

Charter provisions for the Department are broad.
Its duties cover everything from granting mass
transit franchises to determining proper services and
charges with major decisions, of course, subject to
Council approval or veto. Through the Motor Vehicle
Division, operation of motor vehicles for hire is
regulated. This includes examination of drivers and
issuance of identification cards and permits.

One trying problem faced by the Engineering Divi-
sion of the Department evolves around the sharing
of the same right of way by transit operators and
other motor vehicles. A variety of factors interfere
with the desired free flow of traffic when that traffic
is interspaced with mass transit vehicles—a few are:
location of car stops with respect to signalized loca-
tions, location of bus stops, and location and design
of loading zones.

Location of bus routes, for example, is a problem
which calls for the continual interchange of views
between the Engineering Division and the Traffic
Engineer. Here again, agreements are reached co-
operatively and voluntarily; there is no mandatory
provision for consultation on common problems.
When routes cross city boundaries the approval of the
California Public Utilities Commission is required.

Considerable time has been devoted by the Depart-
ment to planning for the future, with emphasis on the
working out of an integrated rail rapid transit system.
Much of the Department’s work has been in coopera-
tion with other interested agencies and with con-
sideration to independent studies. In its annual
report for 1946-47, the Department points out:

“The need for a rail rapid transit system for the
full and proper development of the Los Angeles
Metropolitan Area has been recognized in all mass
transportation reports in this area in the last
fifteen years. The practical solution to the problem
of routes is the establishment of rail rapid transit
facilities within the freeway rights of way.

“The problem is particularly pressing now be-
cause of the rapid development of the program for
freeway construction throughout the area. The
freeways will further add to the already serious
traffic conditions in the business and shopping

districts if they are not augmented by an adequate

rapid transit system capable of competing with the

private automobile.”

An increasing tendency is noted in the city to
distinguish between providing adequate facilities for
private automobile traffic and of providing for mass
movement by private carriers. The two problems,
in the opinion of the Traffic Survey Committee, are
identical in the end result desired, the safe and ex-
peditious movement of persons and material. Only
by attacking the problem with a basic factual ap-
proach, determining total volumes to be moved and
with accurate knowledge of the lines of travel desired
by people, can there be economy and an end to
guesswork. Such information does not now exist,
and it can be obtained only by fact finding such as is
done through the origin and destination study out-
lined in Chapter VI.

Police Department

Enforcement of traffic laws is a particularly vexing
problem in cities where street accommodations fall
far short of needs. In Los Angeles the problem is
accentuated by large volumes of rush hour traffic
which if it did not move with fair speed when it
could, would result in even more hopelessly clogged
streets. The shortage of adequate street facilities
emphasizes the need for the closest of coordination
and cooperation between the Police Traffic Bureau
and the Bureau of Street Traffic Engineering.

The Police Departmeht, under the Board of Police
Commissioners, handles traffic enforcement through
the Traffic Bureau, headed by a Deputy Chief of
Police. After this Bureau was carefully studied by
the International Association of Chiefs of Police,
many resulting recommendations for organization
and operation were adopted.

It should be noted that while the Bureau of Street
Traffic Engineering is technically in the Police De-
partment, the Traffic Engineer reports directly to the
Police Commission. In contrast, the Deputy Chief
of the Traffic Bureau reports to the Chief of Police.

Parking regulations often are posted which cannot
be enforced because of manpower shortages, or are
not enforced because they are believed unreasonable.
This leads to a growing disrespect by motorists for
posted regulations.

Since the Traffic Bureau at times receives no
notice of new regulations, signal or other installa-
tions, traffic officers are instructed to report new
developments so that headquarters’ records may be
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kept. Motorists have the right to expect ample
warning of changes in traffic control, but this cannot
transpire when the police are caught unaware also.
Without a “breaking-in” period, motorists feel they
are unjustly cited for violations.

Through the Accident Investigation Unit and the
Statistical Unit of the Traffic Bureau, an excellent
compilation of accident records is maintained. The
enforcement agency uses the data for applying selec-
tive enforcement, covering driving habits as well as
locations. The traffic engineering bureau uses the
data for processing complaints and in making special
studies. g

In an administrative study of this kind, it is im-
possible to measure the cost, in accidents and in
barriers to free travel, resulting from lack of co-
operative effort between enforcement and traffic
administration and control. It is clear, however,
that were full cooperation to exist, benefits to motor-
ists and taxpayers would be huge in safety and time
savings.

Los Angeles County Regional
Planning Commission

In making a complete inventory of present duties
and functions, it is necessary to list several govern-
mental agencies which are not part of the city
administration, but work with it. Of considerable
importance in this category is the County Regional
Planning Commission. Provided for by the Con-
servation and Planning Act of 1947, the Regional
Planning Commission is responsible for the master
plan of the region. This interest overlaps that of the
City Planning Commission when consideration is
given to streets and highways of regional character,
arteries which carry traffic through the municipality
from an origin and to a destination outside. There
is close conformance between the Regional Master
Plan of Highways and the City Master Plan.

An important activity of the County Regional
Planning Commission is that of making special
county-wide studies on such problems as land use,
parking, and traffic circulation. Consequently much
data of interest and value to the city has been
gathered by this agency. With these data gathered
for planning purposes and by the county rather than
by a city agency, it is doubtful that their full potential
value has been utilized by departments concerned
with the management of traffic. On the other hand,
absence of such data in a city agency has made it
necessary for the county to conduct studies. A

closer coordination and a better planned approach
no doubt would result in considerable savings in
overlapping activities.

The Regional Planning Commission is also a co-
operative agency in discussions which result in the
location of freeways for the region. There must, of
course, be continuity of the freeways through the
area and the Regional Planning Commission con-
tributes greatly toward this end.

State Division of Highways

The State Division of Highways has the responsi-
bility of the maintenance and control on State
Routes through cities. This makes possible uni-
formity of control and greater efficiency of movement
of regional traffic through the cities of the State.

In all but the largest cities, State Highways are
the most important and heaviest traveled thorough-
fares. In Los Angeles, however, recognition has
been given to the need for the primary consideration
of the overall urban problem of movement where
State highway routes are of lesser importance and
must be carefully integrated into the City’s master
plan. This recognition has resulted in a revocable
agreement between the City and the State which
provides for the City to maintain the operation and
control on State routes and to be reimbursed for its
work with State funds. The City, therefore, of
necessity follows State standards for uniform con-
trol and operation on State routes, and by choice on
all other streets and highways of the City. As new
work gradually replaces the old, non-uniform treat-
ment, there will be noticeable gains in the uniformity
of traffic control devices.

The State Division of Highways retains the primary
supervision of construction and design and main-
tenance and operation of new State freeways through
the city. In construction of the freeway program it
is necessary for the City to enter into a contractual
agreement covering the location, routing plans at
interchanges, etc. The Division of Highways by
reason of its organization is able to funnel all of its
functions related to location, rights-of-way, design,
lighting, construction, through one contact—the
Assistant State Highway Engineer located in the
District Office. The City, however, by reason of
present scattering of responsibility for street and
highway matters, is unable to offer a single office of
contact to the State.

In the present program the City Engineer has



coordinated the activities of the Bureau of Engineer-
ing, the Bureau of Street Traffic Engineering, the
Public Utilities Commission, the City Planning Com-
mission, the Bureau of Street Lighting, the Bureau
of Maintenance, and of all departments having juris-
diction over underground structures such as water,
gas, electricity.

A Substructures Committee of city departments
has been asked to assist and considerable improve-
ment in State-City relationships has been achieved.
However, the city situation caused difficulty in reach-
ing an agreement. This necessitated frequent changes
and delays. Such conditions add to cost considera-
tions in construction bids received by the State
Division of Highways. The Substructures Committee,
while only improvised, demonstrated the need for,
and value of, coordination on a continuing basis for
all matters having to do with traffic operation.

Los Angeles County Road
Department

Another county agency concerned with traffic is
the Road Department organized more inclusively of
highway and traffic functions than is any city depart-
ment, and paralleling more closely the organization
of a state highway department.

The three functions of traffic control, highway
construction, and highway maintenance are under
the Road Department. It is the Road Department
that provides continuity of control and maintenance
at the city boundaries. With the exception of the
functions of the County Traffic Engineer, there ap-
pears to be little need for consultation and discussion
between the Road Department and the various de-
partments of the city. No special County-City
problems appear to be created by reason of the
divided traffic administration of the City.



LTHOUGH sole responsibility for management and
A control of traffic rests with the city govern-
ment, over the years substantial assistance has been
given by private agencies. This cooperation takes
many forms, through special studies, through aid
directed at better public understanding of specific
traffic problems, through provision of helpful data
on business and industry, and through general educa-
tion work in traffic safety. i

Only through continued active interest of non-
official groups, and the great body of thoughtful and
aggressive individuals of which they are composed,
can come success in meeting any city-wide problem,
whether it be in education, park development, or in
traffic. Los Angeles is particularly fortunate in the
vast amount of time devoted to traffic by a wide
variety of groups. The activities of some of these
groups are briefly discussed in alphabetical order.

Automobile Club
of Southern California

This non-profit organization has the primary func-
tion of serving its motorist-members, and so con-
tributes heavily to solution of general and specific
traffic problems. As the natural repository of volumes
of complaints and suggestions, the Club has been
particularly helpful in supplying useful information,
and in conducting continual programs of traffic
safety education. Its work toward a uniformity of
laws and of regulatory devices has been of outstand-
ing value throughout the Los Angeles and Southern
California area. The Club’s report in 1937, one of
many special studies, proposing a motorway system
in its overall plan was a vital step in the current
freeway program.

Central Business District
Association

Although originally this association of general
membership devoted its attention to central district
problems only, it has expanded its interest to cover
the welfare of the entire city and metropolitan area.
This group was co-sponsor with the Traffic Associa-
tion in 1927 in organizing the Citizens Transportation

Survey Committe which resulted in completion of a
two-year study and report on both the Parkway
System and the accompanying rapid transit plan of
that period.

Chambers of Commerce

Throughout the Los Angeles area, local Chambers
of Commerce have long taken an active interest in
street traffic matters, many of them following through
in supporting official programs. Although primarily
interested in their own neighborhoods, a gratifying
amount of cooperation with other area groups is
evidenced.

Major effort is directed through the Los Angeles
Chamber of Commerce which serves as a coordinat-
ing agency. In 1946 the Chamber formalized its work
seeking street traffic betterment through the creation
of the Metropolitan Traffic and Transit Committee.
Today that Committee consists of some 200 members
from every segment of Los Angeles County. These
members represent business, industry, transporta-
tion and government and include technical advisors
from private and civic organizations. To expedite its
work the Committee studies the various parts of the
traffic problem through five sub-committees. In
addition to the Committee, the Chamber generates
aid and advice through its long established Transpor-
tation Department which provides information on
the services of railroads, steamship lines, aviation
and trucking.

Downtown Business Men’s

Association

Representing major retail stores, the Downtown
Business Men’s Association has recognized the im-
portance of a free-flowing traffic and of adequate
parking through special studies conducted by the
organization’s operating personnel. Provision of ade-
quate parking is a major interest of this group which
in 1944 issued a stimulating report on parking needs
and solutions which won both local and nationwide

recognition.




Los Angeles Chapter of the
National Safety Council

Reflecting the high standards and goals of its
parent organization, this non-profit group covers all
fields in its accident prevention work. A full measure
of attention is leveled at traffic safety. Composed of
public-spirited leaders from industry, business, gov-
ernment, schools and the professions, the Council
has made material contributions to traffic accident
reduction, particularly through its educational work
and analyses of accident causes and costs.

Traffic Association

The Traffic Association, continuously active in the
effort to improve traffic conditions, is the successor
to the Los Angeles Traffic Commission formed in
1924 to prepare a plan for a system of major thorough-
fares. The Association in 1933 contributed what is
known as the Baker Plan for a rapid transit system.
In 1937 it organized the Citizens Transportation
Survey Committeee which sponsored an exhaustive
study of traffic and transportation to formulate def-
inite plans for accomplishing traffic improvements
throughout the entire metropolitan area.

Transit Companies

With their vehicles composing a substantial part
of the traffic stream, transit companies have been
active participants in solution of a wide variety of
traffic problems both of a general and engineering
nature. They have given extensive assistance in
seeking more efficient use of streets in cooperative
work with traffic officials and civic groups.

Trucking Companies

Similarly, trucking companies have an all-important
stake in easing traffic flows and making travel safer

which they recognize in cooperative work. In addi-
tion to cooperation given public officials many of the
trucking companies conduct driver training programs
and follow policies aimed at improving street traffic
conditions.

General

Many other organizations in various ways make
vital contributions to traffic problem solutions. The
All-Year Club, for example, supplies helpful informa-
tion on tourist travel and expenditures. Service
clubs, often through special committees, women’s
clubs, fraternal societies, insurance groups, all are
potent forces. The Women’s Auxiliary of the Los
Angeles Chamber of Commerce and the Junior Cham-
ber of Commerce, in assisting with “Operation Safety,”
the Parent-Teachers Associations, in their contin-
uous concern with school child pedestrians and high
school driver training, are likewise key spokes in the
traffic wheel. Invaluable publicity and promotion
comes through newspapers, the advertising profes-
sion, radio and the motion picture producers and
theaters.

Cities owe much to public interest in civic affairs
made vocal through organized groups which provide
common meeting grounds for discussion, agreement
and action. The groups mentioned above are essen-
tially public support groups, the local centers that
have helped make Los Angeles the great city it is.
Yet they must look to their city government for
official programs which they can accept, amend or
deny. It is incumbent upon the city to conceive
sound programs, and of equal importance, is the
responsibility of the city to provide the public with
full knowledge of those programs. Solution of the
overall traffic problem in Los Angeles is dependent
in extremely large measure on the continuing support
that only organized groups can give.
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N A NATION surpassing all others in scientific
I achievement and standard of living, it is difficult
to understand why cities have been fumbling and
groping in solution of their traffic problems. Failure
to meet traffic needs is manifest not only in huge
losses in life, injury and property, but in distorting
the pattern of urban development and economy.

To find out if Los Angeles people really were con-
cerned about the traffic problem, and to get a measure
of thinking on cures, the Traffic Survey Committee
asked a civic group to query its members. Question-
naire response was excellent, with many leading
businessmen contributing lengthy, studied comments.
All were worried over traffic conditions; nearly all
suggested one or two solutions. Only one expressed
the need for a broad factual approach on all fronts.

Since controls used in traffic management appear
simple and are relatively few, many are inclined to
think traffic pains can be treated with a few signals,
signs and a paint brush. In actuality, all tools
must be used with care and in a scientific, planned
manner.

Proven controls and methods must be uniformly
applied, with facts forming the foundation for all

standards and policies. Facts should determine:
ways to make most efficient use of today’s facilities,
location and design of new facilities, needs and
methods of attack on the parking problem, and needs
of rapid transit. Again, only through facts can
divergent views be reconciled. Facts are necessary
to obtain public understanding and support and to
answer complaints and pressures.

In this area during the next decade, expenditures
of about $300,000,000 will be made for freeways
alone, and additional huge sums will be needed to
complete the system. Other large amounts will be
spent for routine street construction and mainten-
ance. The city cannot afford to spend unwisely a
single dollar for traffic.

Moreover, whatever is invested in freeways, or for
rapid transit, will not bring the traffic problem to
conclusion. Each development is urgently needed,
and each will perform a vital task in the general
solution pattern. But freeways will create new prob-
lems and generate more travel, as will rapid transit.

In view of all factors, it would be folly not to make
the best possible use of the streets that are here
today and will be tomorrow.

Section 1. Traffic Operations

To obtain utmost benefit from each control device
and regulation, sound traffic management will follow
a procedure such as is outlined:

1. Evaluate the problem by analysis of traffic, includ-
ing a qualitative study as well as quantitative.
a. Volume studies
b. Origin and destination of traffic
c. Analysis of traffic characteristics of specific
location
2. Locate the source of the difficulty by analysis of
experience
a. An accident analysis in detail
b. A careful study of the physical characteristics
of the area in question as they relate to move-
ment of traffic
3. Apply treatment on the basis of priority of need
a. Apply available regulations or devices on the

basis of priority placing treatment where the
need is greatest and where most can be ac-
complished
4. Evaluate results and adjust standards and policies

on the basis of experience

a. An accident analysis comparing “before” and
“after”” experience

b. An analysis of volume and flow characteristics
“before” and “after”

5. Report

a. To the City administration so it can more
intelligently and confidently support sound

traffic management

b. To the public through various media so that
greater public confidence and support will
accrue to the administration and to the sound-
ness of traffic management




Control Measures and Devices

Traffic signals, signs, and pavement markings are
the chief links between motorists and pedestrians,
and traffic administration. Unless properly used, of
clear meaning, visible, and convey instructions that
are reasonable, they fail of their purpose.

The need for facts and their planned usage, for
both individual installations and for a general overall
planned approach, can be made clear by understand-
ing the purposes of devices and control methods and
how these can be applied most effectively.

Traffic Signals. These have the purpose of assigning
right of way and regulating traffic so that it will flow
smoothly and safely. At this writing there were
1,220 signalized intersections in the city, of which
724 were of the semaphore type, now being gradually
replaced, and 496 were of the standard three-lens type.

During 1947 the Street Traffic Engineering Bureau
was authorized by the Police Commission to install
297 signals at intersections and to remove signals at
four others. A total of 135 new installations were
made at intersections and replacements were made of
outmoded equipment at 12 other locations. The box
score for the year was a lag of 154 intersections.
In terms of time, the Bureau was seven months
farther behind at the end of the year than at the
beginning. This incongruity results from the tend-
ency to grant approval for installations more rapidly
than equipment can be purchased and installations
made. Under this procedure a lack of priority exists,
with recent demands often met in advance of earlier
requests without regard to comparative benefit.

While progress has been made in synchronized
signals, most signals are not inter-connected. Out-
side the central traffic district, Sunset to Pico and
Figueroa to Los Angeles, which are predominantly
inter-connected, there are about 30 miles of cable
connected traffic signal systems. The value of inter-
connection lies in the fixed time relationship which
can be kept between various signalized intersections
so that traffic may move smoothly. On streets such
as Wilshire, where modern equipment operates, the
flexibility of timing permits adjustments to meet
fluctuating traffic demands at any time during the
day and on any day of the week. A factual study
undoubtedly would indicate justification for immed-
iate extension of inter-connected, flexible-progressive
traffic signal systems, and rapid replacement of all
present outmoded equipment.

For years Los Angeles has followed the policy of

placing signals on arterials at every quarter-mile
point wherever possible and where the traffic justifies
signal control. This policy is based on the fact that a
checker-board system of signals at quarter-mile inter-
vals provides a progression of traffic at 30 mph in all
directions when a 60-second cycle is used. However,
this cannot be achieved in Los Angeles for the street
pattern is such that intersections are not always
available at quarter-mile points, and sometimes a
quarter-mile point does not require signalization as
much as do other points not so conveniently located.
Traffic troubles are caused by the city’s religious
adherence to the quarter-mile points, whether a
signal is really needed or not, and by the practice
of stretching the green light where the street pattern
interferes. Speeding results, and pedestrians who
have a top speed of about four miles an hour have
difficulty crossing the arterial when the red lights
are short.

An advanced traffic engineering approach would
not zealously stick to the quarter-mile system, but
would place signals with flexibility of timing at
locations of greatest need to provide utmost progres-
sion of traffic.

To meet city-wide traffic demands, a priority system
of signal installation should be followed. The priority
of treatment should result from factual studies—of
traffic volumes and accidents and deaths. This, of
course means first attention to the heavy volume
arteries. However, at the same time there should be
a sister program aimed at expanding arterial signal
systems and for meeting, as they arise, serious inter-
section problems at isolated locations. Any avail-
ability of equipment and manpower above the first
priority should be used for the latter schedule, again
on a priority basis.

Such a program, geared to needs and with its
factual basis and established priorities, would mini-
mize unwarranted installations.

Traffic Signs. Traffic signs cover a wide range of
uses which fall under three classifications, informa-
tive or warning, directional, and regulatory. The
latter includes stop signs, speed signs, turning move-
ment controls, parking and kindred signs. All signs
should be used in a consistent manner, on the basis
of established ‘““warrants”™ or reasons, and only after
factual consideration. Judiciously used, traffic signs
offer the greatest benefit to traffic at the least cost.
Traffic signs of various kinds are indispensable in

effectuating major traffic control measures.




Stop Control. Promiscuous and inconsistent use
has been made for many years of stop signs in Los
Angeles, the abuse being greater than that of the
traffic signal. No accurate inventory of stop signs
can be made at present without a special study
covering the files of the traffic engineering bureau,
and field research. Again, the abuse stems from the
administrative system which tends to encourage
assent to complaints without factual study.

Improper uses of stop signs include installation
for speed control, for school child pedestrian protec-
tion, to discourage travel on a street, and to satisfy
exaggerated and mistaken opinions of citizens in
regard to hazards at intersections. A basic weakness
in such cases is that for all or most of the time
traffic should not be stopped. When that happens,
motorists become heedless of the signs. Often,
other types of treatment should be used.

Stop signs should be considered as an intermediate
step between no control and signalized control. The
three general warrants for stop signs are:

1. To designate a through artery and to protect

traffic on that artery from encroaching traffic.

2. To assign right of way at hazardous, low-

volume intersections.

3. To protect traffic at intersections of poor

visibility.

Trucks may be described as the red corpuscles
of Los Angeles’ traffic siream. Yet they impose

special problems in routing, signal installations,

Speed Control. At present, speed signs in Los
Angeles are of little value. Signs posting a limit of
25 mph are violated by most motorists in all but the
most congested areas. The basic reason for violation
is motorists will not tolerate unreasonable limits,
such as they find when 25 mph signs are placed in
many locations where higher speeds are proper and
permitted by present enforcement practices.

In many cases, the 25 mph speed is proper, but
believing the sign indicates an approximation, the
motorist is led to travel at a speed unsafe for actual
conditions. Similar conditions prevail in rural areas
where properly a 45 mph limit has been posted but
the disrespect created in the minds of motorists by
the “‘approximation” type speed sign reduces obed-
ience of the posted limit.

Until recent amendment of the code, for years
speed limits under state law were inflexible, varying
by type of district—business, residential, school, and
rural. The vehicle code now permits changing speed
limits to meet varying traffic conditions within a
district.

The only possible cure for the chronic and city-
wide ailment of heedless speed is an extensive speed
zoning program, to produce fair and reasonable
speed limits that can and will be enforced.

and other matters, which can be met only
through study, planning and intelligent action.




Pavement Markings. Los Angeles is noted nation-
ally for its extensive and able use of pavement
markings. In 1947, for example, the Traffic Engineer-
ing Bureau used 56,528 gallons of paint on the streets
which included the painting of more than 3,000
miles of lane and center lines. Areas of need in the
execution of this function are, however, develop-
ment and evaluation of standards and warrants for
painting and marking cross-walks, and for application
of special plans for pavement markings at specific
intersectional locations where unusual conditions
exist. It is the general practice to paint cross-walks
almost indiscriminantly at the request of citizens.
In the minds of the pedestrian there has arisen a
false feeling of security when walking in a painted
cross-walk. The motorist has wrongfully been led to
the false impression that pedestrian right of way as
defined by California law exists only in painted cross-
walks. An objective study of this problem is needed
with the adoption of rigid standards and policies.

Maintenance of Control Devices. Maintenance of
signs, signals and markings is of paramount import-
ance, for a burned out signal lamp, illegible traffic
sign, or indiscernible pavement marking, may impede
traffic, or cause accidents, for which the city may be
held liable. In maintenance, the traffic engineering
bureau has an excellent record, for rarely are indica-
tions of neglect sighted. At all costs this maintenance
performance must be held at its present high level.

Traffic Movement Controls

In a city of the varigated street pattern such as is
possessed by Los Angeles, traffic administration can
often accomplish startling results in freeing the
movement of traffic. However, such procedures as
banning turns, designating one-way streets, and using
off-center traffic lanes at rush hour, must be wisely
used. Unwisely used, such control measures can
cause more confusion than ever, perhaps transferring
an equally serious problem to another location.

Turning Controls. Although good progress has
been made in Los Angeles, there are several turning
control problems yet to be met.

At present, prohibiting left turns is accomplished
by the use of portable pedestal signs without the
complete prohibition by artery or area. Before
permanent prohibition can be achieved or before
intermittent turning movements can be well applied,

careful consideration should be given the incon-

venienced traffic. Los Angeles’ irregular street pat-
tern does not always lend itself to left turn bans
without disruption of traffic desiring to turn. No
attempt has been made in Los Angeles to apply a
factual evaluation of the inconvenienced traffic.
Moreover, no informative signs are placed in advance
of the banned area to warn motorists of the no left
turns or to tell him how to proceed. Correcting this
deficiency would add greatly to the respect of motor-
ists for the traffic administration.

Another turning movement problem exists at the
many tee intersections, where all traffic turns right
or left. While basic provisions of the motor vehicle
code make it illegal to turn from any lane but that
nearest to the turn direction, there is provision
made, however, for traffic engineering by sign post-
ing to legalize turns from additional lanes as justified.
Little use has thus far been made of this traffic
expediting measure.

One-Way Streets. Although one-way streets are
widely used throughout the United States and have
proven their ability to speed up flows, Los Angeles
has only one pair running for short distances. These
are on fifth and sixth Streets in the Central Business
District. Their success has resulted in popular
demand for other pairs of east-west one-way streets,
and for north-south flows on such streets as Figueroa
and Flower.

One-way streets, when properly designated and
controlled, will alleviate congestion, provide increased
capacity and average speed, reduce accidents and
lessen parking and signal timing difficulties. Yet
they have requirements and disadvantages which
must be carefully weighed.

To be effective, one-way streets should be in pairs
and have continuity with frequent inter-connecting
cross streets. Their full advantages can be reaped
only when, rather than isolated pairs, a system of
one-way routes is designated. The street pattern,
itself, is a hindrance, as for instance in the Central
Business District where there are few opportunities
for one-way operation without some physical changes.
Transit adjustments, possibly replacement of rail
equipment with buses or trackless trolleys, must be
considered. Inconvenience to motorists, too, must
be weighed for on one-way streets many motorists
must travel longer distances. A considerable amount
of signing is necessary to insure one-way operation,
and enforcement duties are heavy during the first

few months until motorists become acquainted with it.
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What may appear to be little things often are
big factors in creating congestion and delay.

Nevertheless, one-way streets have a definite place
in the traffic control kit of tools. With the advent of
the freeways, and their increased loads, Los Angeles
has but little choice in the broadened use of one-way
streets, particularly in the Central Business District.
To meet present and pending needs, a special study
should be made to develop a one-way street system,
a study that would consider the needs of all elements
of the traffic stream, the pattern of the street system,
and the needs for physical changes. Developing this
system would require the cooperation of the Board
of Public Utilities and Transportation, the utility
companies, the Board of Public Works and the City
Engineer, the Board of Police Commissioners, the
Traffic Engineer, and others. Carefully laid plans

'~'|l'l

Here left-hand turns block traffic movement
on the intersecting street.

would vastly increase the capacity of the street
system without undue cost.

Off-Center Controls. Los Angeles is one of the

pioneers and perhaps leads in the use of off-center
or unbalanced control, which provides traffic with
an extra lane in the needed direction at rush hour.

Off-center control minimizes delay and hazards
caused by left turning movements where they must
be permitted, and generally results in attracting
greater volumes of traffic to the arterials on which
the measure is applied.

In order to be effective, however, off-center opera-
tion must be incorporated in conjunction with pro-
hibition of curb parking during the time of its




employment. In this necessity probably lies the
greatest obstacle to more extensive use. It has been
the practice of abutting business to violently object,
particularly in districts on the fringe of the central area.

In Los Angeles the control of unbalanced flow has
been accomplished by the use of portable pedestal
signs which are placed and removed manually. This
results in the need of unskilled labor during only a
few hours of the day, who must have automotive
equipment for transportation, and whose efficient
employment during the remainder of the day is
minimized. Costs are not great during a month, but
they are continuing. Consequently, any control
measure which could accomplish the same purpose,
that of moving greater volumes of traffic more
rapidly during peak hours, at a reasonable initial
cost, would be more economical in the long run.

In order to accomplish the most judicious and
beneficial use of the off-center or unbalanced flow
principle, the following procedure is suggested:

1. Determination of policies and warrants

a. What ratio of unbalanced flow warrants
consideration of off-center

b. What lane-density of the predominant flow
warrants consideration of off-center

c. What lane-density of minor flow is to be the
allowable maximum

2. Application of same policies and warrants

adopted for the prohibition of curb parking
during rush hours

3. Factual determination of traffic characteristics

related to above warrants

4. Application of off-center movement only where

warrants are met

5. Evaluation

a. Determining benefits to movement on a
“before” and “after’” basis, on the artery
where off-center has been applied

b. Determining the effect on the movement of
parallel arteries

6. Report

a. To city administration

b. To abutting property owners and operators

Control to Assist Transit. Street cars, buses and
trackless trolleys have speeds and needs that differ
from those of passenger cars and trucks. Constant
attention must be given to the conflicting types of
vehicles and adjustments made in proper balance for
the greatest mutual benefit. This applies to location
and timing of traffic signals, location of street car
and bus stops, regulation of parking, and design of

streets and intersections. Closest objective coopera-
tion must be achieved between management of
utilities, the Utilities Commission, enforcement and
traffic engineering agencies.

At present, authority is divided, resulting, for
example, in frequent placing of street car and bus
stops at unsignalized intersections a block removed
from the protection of signalized control. The loca-
tion of bus and street car stops is closely related to
efficient street use and their determination should be
participated in by the traffic engineering agency.

Intersection Re-Design

There isn’t much that can be done about the
inefficiency of the right-angle intersection of the
ordinary pair of streets, but when more than two
streets intersect often times it is possible to materi-
ally improve over the original layout.

When streets cross in irregular patterns or form
multiple intersections, traffic movements are often
complex and hazardous, such as at San Vicente,
Fairfax, and Olympic, at Figueroa, Hoover, and
Exposition, and at Alvarado and Glendale. These
and many more form bottlenecks which ordinary
treatment with traffic signals and stop signs cannot
fully correct.

At complex intersections, the remedy is intersec-
tion re-design which would accomplish the channeliz-
ing of traffic into the smallest number of points
of conflict.

The principle obstacle to re-design of intersections
in Los Angeles is the complexity of the channels
through which agreement can be reached between
the engineering bureau, the traffic bureau, and the
Public Utilities Commission (if transit operations
are involved) and other departments of the city.
The Traffic Engineer cannot affect the re-design of
an intersection if the district engineer will not
complete the construction or if the Public Utilities
Commission or the transit operator will not agree to
the necessary adjustment of operation whether bus or
rail. Implementing the technique of intersections re-
design, by placing the work in the traffic administra-
tion agency, many long-standing hazardous and
congested intersections could be corrected.

Street Lighting

In the early years of street lighting, benefits were
considered to be reduction of crime and general
enchancement of property. Much of the light went
skyward; too little fell on the street. Now, however,




movement demands of modern traffic are such that
adequate vision must be maintained at all times if
there is to be safety. Urban lighting has developed
from an ornamentation to an integral part of the
street traffic facility.

But street lighting has yet to grow up in Los
Angeles because archaic methods of financing still
exist. As pointed out in Chapter IV, maintenance
of street lighting is financed by abutting property
owners, so much needed lighting is not installed.
Abutting property owners frequently, and properly,
refuse to pay for a traffic feature of major benefit to
passing traffic. On the majority of arterials, traffic
has no interest in property along the way, but it
does want light on the pavement.

Full benefits of one-way streets can be obtained
only when a system of one-way routes is desig-
nated, with the streets selected in pairs. Los

Since street lighting is so closely related to traffic
control, a growing number of cities, including Kansas
City, Mo., Milwaukee, Wis., and Syracuse, N. Y., are
placing lighting in the hands of the traffic administra-
tion agency.

Accident Analysis

Excellent records of all reported accidents are
maintained through the Accident Investigation Divi-
sion of the Police Department and the Statistical and
Analytical Units of the Department. In Los Angeles
where in 1947 there were reported 393 fatal traffic
accidents, 13,605 injury accidents, and an estimated
60,000 property damage accidents, a wealth of data

Angeles has only one pair, on Fifth and
Sixth Streets.




is accumulated to show location, causes, time and
date of accidents, and traffic conditions.

Yet full use of this information has not been made.
Enforcement has been selectively employed, but
positive corrective measures have not been applied
on a broad scale to the most hazardous locations.
A special tabulation of the most hazardous locations
for 1947 indicated that 7,284 fatal and injury acci-
dents occurred at 1,617 intersections. Fifty-nine
intersections experienced more than 10 fatal or
injury accidents and three had more than 20. Such
a worst corner list should be compiled each year.
Engineering, education and enforcement tools should
then be applied in full force at these killer corners.

Parking Controls

The parking problem isn’t one problem, but several
related problems. All of them stem from the simple
fact that there just isn’t enough space along curbs
to accommodate all vehicles.

Traffic administration, for the present at least, is
stymied. More and more street space is needed for
moving traffic, and at the same time need is increas-
ing for terminal facilities. The problem is sharpened
by the lack of commercial loading and unloading
facilities. Matters aren’t helped by the reservations
that must be made for transit vehicles. All of these
are legitimate and necessary uses of the street and
must be accommodated in an equitable manner.

Since supplying off-street parking is costly, and
there is lack of agreement as to responsibility, traffic
administration must make the best of a very few bad
choices. When regulatory decisions are made, ample
warning should be given so that people affected may
have time to adjust themselves to the changes. This
has not been a standard practice in Los Angeles.

Elimination of Curb Parking. This is a drastic
step, and when it becomes necessary to consider a
permanent ban, or prohibition during rush hours,
every effort should be made to balance conflicting
interests. Careful analysis must be made of facts
relating to volume of traffic, street capacity, parking
demand, and parking supply for those discommoded.
The recommended procedure is:

1. Determination of policy and establishment of
warrants for the elimination of curb parking.
a. What lane density (volume) warrants con-
sideration of elimination?
b. What exceptions, if any, will be made and on
what basis?

2. Factual determination

a. Of current volumes and lane densities with
parking at the curb.

b. Of estimated volumes and lane densities with
parking prohibited.

c¢. Of numbers of vehicles currently parking at
the curb during period of proposed elimina-
tion and the purposes of their business.

d. Analysis and evaluation of what provisions
are available for discommoded vehicles.

e. Analysis of estimated improvements in move-
ment vs. loss to abutting property.

3. Posting the regulation
a. After assurance that enforcement is available.
b. After abutting property has been notified of
facts, warrants, impending changes and
anticipated results.

Time Limit Controls. Sharing curb space through
time-limit controls is the only efficient way to utilize
curb space where parking begins to exceed the
supply of space.

Here again, consistency should be practiced, con-
sistency in policies and warrants for time restrictions,
and above all, in enforcement. In Los Angeles, ex-
tensive areas of time limit parking are subject to no
enforcement at all, or it is given spasmodically.
There is only one way to correct this deplorable con-
dition, and that is by a complete re-examination
along the following lines:

1. An inventory of all existing posted restrictions.
a. Location and type of restrictions.
b. Evaluation of present enforcement practice
of each location.

2. Adoption of policies and warrants for the post-
ing of time limit controls.

3. Factual determination of those locations which
meet those warrants.

4. An adjustment of all present posting.
a. Removing those time limit controls where
warrants are not met. :
b. Extending time limit controls to new loca-
tions meeting the warrants.

5. Consistent enforcement of all posted controls.

Parking Meters. In considering parking meters for
Los Angeles, advantages and disadvantages should be
realized. Important is the fact that meters do not
bring miraculous results; they do not provide more
curb space. They are an aid to enforcement but they

do not replace enforcement.




Ordinary street intersections are

, but sometimes traffic move ment

can be greatly improved by re-design of inter-

sections, such as shown here at Fifth.

and Beaudry.




Many cities are using meters to enable enforcement
officers to cover somewhat larger areas. Enforce-
ment, however must continue, else violators will go
uncaught, and drivers will place subsequent coins in
the meters to circumvent time limits.

Some cities use meters as a means of deriving
additional revenues for general purposes, but there
is a logical and growing trend to dedicate the fees
paid by motorists to traffic betterment and off-street
parking.

Were it decided to use meters in Los Angeles, the
following policies should be considered:

1. Parking meters should only be used

a. Where a factual study indicates the un-
questioned warrant for time limits.

b. Where effective enforcement can be em-
ployed.

2. Parking meters should not be used

a. Where in the foreseeable future there will
be the need for either a partial or total
prohibition of parking.

b. Where at the present it is necessary to
prohibit parking during rush hours.

3. The income from parking meters should be
expended
a. For the amortization of the parking meters.
b. For the operation and enforcement of the
parking meters.
c. For the purchase of off-street parking facilities
in the areas where the funds were collected.
4. The income from parking meters should not be
allowed to be diverted from the expenditures
enumerated above. When sufficient off-street
facilities have been provided, parking at the
curb should be eliminated.

Loading Zones. So long as provisions for off-street
loading and unloading facilities are not required by
law this operation will be continued at the curb. A
number of restrictions may be applied, however,
governing the locations of loading and unloading and
establishing hours. The most effective approach to
the problem would be:
1. Establish policies and warrants
a. Governing location, size, etc. of loading
zones.

“Full” signs at lots cause store customers to feel they are not wanted. Solution of

the parking problem can come only through special city-wide studies that determine
customer needs, desired locations and capacity, and other basic facts.
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b. Governing time restrictions of commercial
loading and unloading in congested areas

(1) Determining what lane densities or
volumes warrant elimination of curb
loading operations.

(2) Determining what concentration of curb
loading and unloading is the practical
maximum to impose by time limits.

(3) Determining what exceptions will be
made, if any, and on what basis.

2. Factual analysis of specific locations to deter-
mine if warrants are met.
3. Report to abutting property owners and com-
mercial operations.
a. Notifying them of anticipated restrictions
and factual reasons.
b. Soliciting their objective approach to a solu-
tion of the problem.
4. Apply consistent enforcement.

Angle Parking. Angle parking has ceased to be a
serious problem in Los Angeles, except in outlying
business districts where street traffic has grown after

angle parking has developed by custom. The current
city policy of restricting angle parking to streets of
greater than 72 feet in width is proper, but should be
implemented with firm policies restricting angle park-
ing even on the widest thoroughfares where there is
considerable traffic movement.

Angle parking provides some additional parking
spaces at a cost too great to movement in terms of
street space required for parking and maneuvering
and in terms of vehicle property damage resulting
from hazards of the practice. Where angle parking
still exists, its further elimination could be approached
by a factual study tabulating accident experience,
current volumes and lane densities, parking spaces
to be eliminated, and traffic volumes and reduction
of lane densities to be gained.

Off-Street Parking. Traffic administration has a
direct concern in off-street parking for a number of
reasons. Adequate off-street facilities relieve streets
of cruising drivers seeking a place to park. Ample
off-street space will free curb space where parking is
allowed because of parking shortages. Off-street

A chronic traffic pain is the loading and unloading of trucks at the curb. This problem,
too, requires special study to determine relief measures, such as time restrictions,

and the location and size of loading zones.
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facilities pose movement problems attendant with
rush hour surges of large volumes. In some cases,
off-street parking may disrupt mass transit loading
zones and areas. Finally, there is this important
reason. All that traffic administration can do to
relieve congestion, and make travel to congested
districts easier, will be of limited value unless at the
same time terminal facilities of far greater capacity
than exist today are made ready.

The proposed parking garage under Pershing Square
offers an example of why the city must be concerned
with the problem and cannot rely on private enter-
prise to make all decisions. The proposed garage
would provide 2,500 car spaces. On the basis of the
experience with the Union Square underground
garage in San Francisco, an average of about 1.5
vehicles per space per day will be parked, or a total
of 3,750 cars per day. This estimate is on the assump-
tion that all-day parking is permitted. If only shopper
parking were accepted in the garage this estimate
might be doubled and the impact in terms of con-
gestion on the surface streets be spread through the
day. If all-day parking is provided, a rush hour
problem of considerable magnitude will be generated
in the vicinity of entrances and exits. Simultaneously,
present use of Pershing Square as a terminal for mass
transit bus operations will be disrupted.

Consequently on this one current problem there
is need for a fact-finding study, conducted or super-
vised by the city which would:

1. Evaluate the parking needs in the Central Busi-

ness District separating
a. The problem of the all-day parker
b. The problem of the shopper parker
c. The problem of the errand parker
2. Estimate rather accurately the impact of the
garage on the surface streets
a. If all-day parking and hotel parking is accepted
b. If only shopper parking is accepted
c. Determining the ability of surface streets to
handle the impact of the garage as designed.

3. Provide for the re-location of mass transit rout-

ings which now terminate at Pershing Square.

4. Recommend how the garage should be built

and operated.

A procedure such as the above, of course, should
be followed on other proposals in any of the various
congested districts. However, parking needs cannot

‘be met on a piecemeal, unguided basis. Fact-finding

studies, city-wide, must provide the framework of an
overall parking program. The City Planning Com-
mission and the County Regional Planning Commis-

sion have made helpful studies, but a broader approach
is vital as outlined in the ensuing section under
Traffic Planning.

Investigations and Complaints

Problems of traffic management probably are the
source of more complaints from citizens of Los
Angeles than is any other area of city government.
This is not a desirable situation for several reasons.
First, if the city is to move ahead with concerted
effort toward solution of its vast and complicated
traffic problem it must have the support of the
citizenry. Second, problems encountered by a motor-
ist or pedestrian in traffic frequently give him his
only first hand contact with either the police or other
functions of the city. In his mind is formed an
erroneous opinion of the overall administration
based on his traffic experience. Third, if complaints
and resulting pressures are allowed to interfere with
a sound engineering approach to the traffic problem,
little lasting progress can be achieved.

The Traffic Engineering Bureau answers and rather
thoroughly treats every traffic complaint received
which has to do with its function. Complaints are so
numerous, a greater portion of engineering time is
spent answering complaints than in preventing them.

Factual studies and plans for future controls
should be far enough ahead of the problem that all
requests and complaints regarding establishment of
controls could be answered in relation to existing
plans. Routine investigation of complaints about
existing controls should be separated from and not
allowed to disturb the objective application of traffic
engineering on a city-wide basis.

Manpower having no other duties should be
assigned to the function of investigating complaints,
proceeding as follows: :

1. Relate the complaint, in the office, to a knowl-
edge of the location and plans for pending
improvement. If improvements are pending on
a priority basis, so notify complainant.

2. If recent factual data are needed to properly
answer the complaint, make the necessary field
investigation and secure the facts.

3. Relate factual findings to the established poli-
cies and warrants.

4. Report with recommendations to the Depart-
ment head or Commission.

5. Answer complaint relating factual findings to
policies and warrants regardless of source of
complaint.




Section 2. Traffic Planning and Research

The business of installing traffic signals, stop and
speed signs, lane markings and the many other traffic
control devices requires a factual, planned approach.

In Los Angeles, many special and costly studies
have been completed—and filed. Only a few have
resulted in activated programs. Some studies have
pointed to the absence of factual data upon which to
base sound recommendations for future traffic needs.
This need was clearly brought out in the engineering
study made in conjunction with the Legislature’s
Joint Fact-Finding Committee on Highways, Streets
and Bridges, and studies of the consultants to the
Mayor’s Transportation Clinic of 1944. Absence of
facts undoubtedly has resulted in objections to and
criticisms of such proposals as the locations of
freeways, and the recent rapid transit plan of the
Metropolitan Traffic and Transit Committee.

Accumulation of facts is not enough. To be useful,
the facts must be analyzed and interpreted by compe-
tent, skillful, painstaking personnel. The work must
be a continuing function of the city. Facts must
always be readily available for meeting day to day
exigencies and for solution of broad traffic problems.
This function, properly performed, should enable

Los Angeles to rely on the engineering abilities of her
own technical personnel. ,

Area-wide studies which should be maintained
continuously are of several types. These are dis-
cussed briefly.

Origin and Destination Studies

Engineers the country over regard as an important
step the conducting of origin and destination studies.
These studies reveal such things as the volume,
origin and destination of traffic, purpose of trip, the
proportion of traffic forced to use various arteries
because of the absence of better ones, and the
“desire lines of travel” which simply means the
routes drivers would prefer to use.

That sounds like an almost impossible task, but
through scientific sampling techniques the job can be

Guesswork cannot possibly cope with the
needs of the some 750,000 motor vehicles of
all kinds, plus transit vehicles, owned in Los
Angeles. Alert traffic management, which
plans scientifically, can greatly minimize con-
gestion and hazards by moving the vast hordes
of vehicles smoothly through balanced appli-

cation of devices, controls and measures.




done with a reasonable outlay of time and money.
This method was developed by the U. S. Public
Roads Administration in cooperation with the U. S.
Census Bureau, and state and local highway officials.
By reason of the lasting values of these studies, and
their fundamental character, Federal Highway Aid
funds are available on a cost-sharing basis when the
studies are made with state highway department
approval. Some 100 cities, of all population ranges,
have made these cooperative studies.

Such a study in Los Angeles would give accurate
measures for answering many problems. Determina-
tion of the desire lines of travel would throw a power-
ful searchlight on the needed improvement of ordi-
nary streets and of designation of freeways and their
interchanges and entrance and exit ramps. Accurate
knowledge would be obtained of the proportion of
traffic to be attracted by good rapid transit. Establish-
ment of truck routes, and determination of overall
parking needs, are other almost priceless benefits.

Once conducted, this type of study could be kept
up-to-date at relatively low cost, and thus provide
Los Angeles with the constant store of needed facts.
Under no consideration should origin and destination
studies, which take time to organize and complete,
be permitted to interfere with the well conceived
current freeway program. Later portions of the
freeway program, on which no binding commitments
have been made, properly should be reviewed with
regard to the developed facts, and whatever changes
appear practical and reasonable should be incorpor-
ated in plans of the future.

Parking Studies

In conjunction with the origin and destination
study, a special parking study is needed to round
out the picture of parking needs. Many cities are
now expanding the Origin and Destination study to
embrace parking.

Since parking needs are evident throughout the
city, only through a broad factual study can the
problem be met on even terms, with a determination
of locations of demands, type and time characteristics
of demand, and the current and ultimate needs. An
inventory of available facilities should be kept up-to-
date, for frequently parking sites are withdrawn for
more profitable commercial use. Evaluation of park-
ing needs and trends is essential to private enterprise
and the city, whether they work singly or in co-
operation. Today’s needs are such that a factual

summation of them might well jar private business
and the city into action.

Engineering Accident Analysis

Advantage has not been taken of the story that
accidents tell. Although a vast amount of guiding
accident data is available, the use of it has been
confined largely to enforcement, to answering of
complaints, and to making special studies. There is
real need for engineering analysis and engineering
treatment of high accident locations. Accident re-
ductions may be achieved easily and cheaply by a
study of the causes.

Currently, the Traffic Engineering Bureau is study-
ing locations of high accident frequency for 1947.
Limitations of technical manpower, however, result
in making only a gesture toward the accident analysis
needed.

Speed and Delay Studies

While an accident analysis can measure how safely
the traffic stream moves, speed and delay studies are
designed to measure the speed of the traffic streams
and the causes of delay. The present program of the
Traffic Engineering Bureau in speed and delay studies
is primarily interested in determining the average
speed at random times of several test runs of a
vehicle “floating’ with traffic between control points
on a given thoroughfare. Such figures are helpful,
perhaps, in getting a rough measure of traffic move-
ment in Los Angeles. But present studies should be
overhauled and placed on an extensive and objective
basis. Causes of delay should be carefully tabulated,
for here will be found clues as to how to facilitate
movement. Cruising speeds should be determined
at various times of the day and studied separately,
for the average of several runs made at different times
gives a meaningless average speed which does not
exist.

A continual city-wide program of speed and delay
studies would give a ready evaluation as to how
well traffic is moving throughout the city. This
would be a factual basis for establishing priorities
of improvements.

Traffic Volume Studies

It just isn’t in the books to do a good job of
meeting traffic needs unless you know how much
traffic there is and where it flows. Such data are not
available for Los Angeles.




Innumerable widely scattered volume studies are
made each year by the Traffic Engineering Bureau as
a part of the function of investigating complaints
and special problems. Even the volume counts of
traffic entering and leaving the Central Business
District are estimates based on spot volume counts
of relatively short length.

Area-wide volume data, if kept up-to-date, would
end the necessity for the many randem intersectional
counts. The data would be available for all special
purposes as well as for consideration of parking
restrictions, street lighting, one-way streets, main-
tenance, and arterial improvements. Moreover, the
data would be useful in evaluating new improvements
and newly installed traffic measures and controls.

Physical Inventory Studies

Accurate, city-wide inventories of signs, signals
and markings of various types should be readily at
hand. Such information is available but not until
searches are made, causing belated use.

Inventory maps should be maintained at a central
source which would clearly show locations of traffic
control devices and measures. These maps, too,
should picture the streets used as through arteries
and as feeder streets, and the locations of traffic
generators. Having all such information would be
of extreme value in handling complaints, in assisting
enforcement, and in developing plans for handling
traffic at special events and in emergencies.

Coordination With
Enforcement

The traffic problem is highlighted by the annual
traffic accident toll and the tremendous numbers of
citations for traffic violations—371,021 in the first
half of 1948 alone. The number of citations and
amount of money collected is not a measure of
enforcement effectiveness. What is needed is a
measure of whether improvement of driver behavior
has been achieved.

Since observance of regulations differ greatly,
and since traffic conditions vary widely, observance
studies should be made which would enable both
enforcement and engineering to do a better job.
While the problems of traffic violations are primarily
the concern of enforcement, the evaluation of con-
trol devices are the function of the traffic engineering
bureau which should extend every cooperative effort
to improve traffic law observance.

Coordination With Planning

In traffic planning, there are related factors falling
outside the province of highways yet which are of
vital importance. Much of this related data must be
supplied by studies made by the city and county
planning departments. In this class are data on
topography, land use, zoning regulations and popula-
tion. The closest of cooperation must be continued
between the planning and traffic agencies, not only in
meeting routine problems, but in special ones involv-
ing relationship of traffic to economic trends, and
integration of street traffic with the terminals of
airports, railways and the harbor.

Coordination With Transit

Since mass transit for the most part shares the
same facilities as motor vehicular traffic, the two
must be closely coordinated. Such transit operations
as turning movements, streetcar and bus stops, and
terminal lay-overs, create special problems related
to movement of vehicular traffic. Conversely, loca-
tion and timing of traffic signals and physical design
of facilities may seriously impair efficient operation
of transit.

To minimize the detrimental effects of the conflicts
of the two types of operation, it is essential that the
closest coordination exist between the Public Utilities
Engineer, the Traffic Engineer, and the Planning
Engineer. Much of the same data obtained by the
Traffic Engineer is of value to the Transit Engineer
in the planning and projecting of surveys.

Special Studies for Loecation
And Design of Improvements

In the section on traffic operations, stress is placed
on the value of intersection re-design and the treat-
ment of hazardous and congested locations. Such
re-design necessitates special studies and a continual
improvement in method and technique. Plans for
such improvements should be under consideration
and on the drafting boards prior to their actual need.

The freeway program requires that the city enter
into contractual agreements with the State Division
of Highways, with particular reference to location
and operation of entrance and exit ramps. The loca-
tion, geometric design, and operation of these ramps,
should be based upon special studies which would
forecast future traffic demands in relation to the
new facilities.




Researeh and Evaluation

Effectiveness of traffic control devices is frequently
limited by the dominant factor in traffic—the human
element. Continual research is necessary to obtain
the best possible operations and to guide the plan-
ning and design of new facilities. Los Angeles has
expended large sums of money for pedestrian under-
passes, for example, which have proved unsatis-
factory in many occasions because of reluctance of
pedestrians to use them.

Los Angeles’ traffic problem is so severe that the
city can afford to employ, where a choice exists, only
the most effective traffic control measures. In order
to select wisely, therefore, traffic administration must
continually evaluate and compare the experience of
the various types of devices utilized.

Research studies are needed to determine the
effectiveness of all types of traffic facilities and
equipment.

Development of Standards,
Policies., Warrants and
Techniques
Repeated mention has been made of the necessity

for adoption of clearly defined policies and warrants
for the installation and operation of control devices

The special and continuing studies needed to meet
Los Angeles’ traffic needs are not the kind conducted
within a remote office. Modern studies, such as the
origin and destination of traffic, extend out onto
the streets, sometimes in people’s homes, where
bed-rock data is collected at the source.

and measures, and for development of sound stand-
ards and techniques. Experience will indicate the
need for readjustment of such policies. Frequency
of adjustment will be minimized by objective factual
studies upon which can be based the most practical
of standards, policies, warrants, and techniques.

Citizens of Los Angeles in all walks of life are
aware that a severe traffic problem exists. Traffic
complaints flood the departments of city government
involved. Each motorist, each housewife, each busi-
nessman, each public official, seems to have an
opinion based upon his or her personal experience in
a limited phase of the extensive traffic stream as to
where, when or how, traffic should, or will, perform.
What is needed is factual knowledge as to where,
when, and how, it does perform.

The city administration must determine upon what
level it chooses to meet the traffic problem. If the
decision is to act upon requirements of traffic as
facts indicate, then clearly defined policies and
standards must be adopted. All traffic management
functions should then be based upon the factual
information necessary to place into operation those
policies and standards. Simultaneously, there must
be an objective evaluation of those functions. There
must be constant projection of trends so future needs
and requirements may be anticipated and met.



HE PREVENTION of fire and crime are age-old
Tprob]ems, and long ago were fitted into the
structure of municipal government in a manner that
has made possible a high degree of administrative
efficiency.

But the problem of managing street traffic is
relatively new. This phase of municipal activity,
born only a generation ago, has not yet been given
the respect and care accorded to its older brothers.
In Los Angeles, as in most other U. S. cities, street
transportation is still wearing hand-me-downs.

Already the problem of traffic has reached severe
proportions affecting every enterprise and every
individual. It is measured in the loss of life and limb
and in the staggering economic burden imposed on
the community by traffic congestion, accidents and
delay. )

With population, motor vehicle registrations and
mileage of street travel all increasing steadily the
problem will continue to grow. It can be efficiently
solved only through well planned and well coordinated
street and traffic management, in which duties and
responsibilities are clearly fixed, and the job received
the benefits of the very best of administrative prac-
tices and talent.

Opportunity exists in Los Angeles to treat its
traffic problem over such a wide area that benefits
will accrue to all of Southern California. Likewise,
strong management of street traffic problems within
the City will greatly aid the County and the State in
coordinating their traffic relief measures with those
of Los Angeles.

Summarized here are the Committee’s findings
with respect to this problem, together with its recom-
mendations, both general and specific, as to the steps
necessary to provide the kind of street transportation
essential to the future welfare of Los Angeles.

General Findings

Dependence on Street Traffic

Los Angeles’ economy is almost entirely dependent
upon movement of people and goods over the streets.
The $5,000,000,000 annual County retail trade, the

ir

8,100 industrial establishments, the vast recreational
demands and public health and safety requirements,
all point to the urgency of providing traffic facilities
and management commensurate with need.

Growing Population

Los Angeles, soon to become the sixteenth largest
city of the world and headed for a 1960 total of
2,600,000 persons, is today the focal point of
4,500,000 people living in the city and contiguous
counties. How well and solidly the city grows is
dependent in major measure on how well traffic
is administered.

Intensified Use of Streets

Los Angeles has one of the heaviest per capita
concentration of motor vehicles of any large city in
the world, one car for every 2.5 persons. Usage made
of motor vehicles in the Los Angeles area probably
exceeds that of any other section.

Huge Transportation Investment

Street right of way is valued at $1,330,000,000.
In 22 years $326,000,000 has been expended for
street construction, maintenance, lighting and opera-
tion, the latter composing less than two per cent of
the total. The value of private and public transporta-

tion vehicles probably exceeds $2,000,000,000.

Huge Congestion Cost

Although difficult to measure accurately, congestion
is exacting vast sums from all citizens of Los Angeles,
as indicated by the studies of the California Public
Utilities Commission which is recommending in-
creases in ‘“‘constructive’’ mileage up to more than
18 per cent on commonly used arteries in Los
Angeles. This added mileage for trucking charges,
over actual distances, is a formal recognition of the
wastes bred by congestion.

Mass Transit

Slowness of mass transit, and its absence in many
sections of the city, force many people to use private:
motor vehicles. This contributes in large measure to
congestion and to parking shortages. Any facility to
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compete with the private car must offer compar-
able convenience if it is to lighten the burden on
city streets.

Parking Far Short of Needs

Inadequate parking, like congestion, is altering
desired city development. Downtown and other
established business districts are suffering loss of
business. Increasing demand for traffic movement is
rapidly reducing curb parking.

Accident Toll Can Be Cut

For many years Los Angeles’ traffic death and
accident record has been one of the worst, although
improvement has been made recently in accordance
with a continuing program. Traffic accident costs in
1947 are estimated at $35,000,000. The appalling
suffering and cost can be reduced only by applying
all proven remedies embraced in engineering, educa-
tion and enforcement.

Freeways Accentuate Other Needs

The freeway program well underway, to cost
$300,000,000 in the next 10 years, justifies the
highest level of administrative efficiency. In serving
their invaluable purpose of carrying scores of
thousands of vehicles daily, freeways impose traffic
distribution and collection problems which can be
met fully only by constant planning and coordination.

Must Integrate Land Use With Traffic

Much use of land is at cross purposes with traffic
movement. Long established as well as new indus-
trial and business areas are widely scattered. Com-
mercial enterprises are permitted by current zoning
practices along heavy volume arteries, resulting in
ribbon developments; resultant congestion causes
gaps of unproductive property.

Complicated Street System

Geographic barriers, land use abuses, and the
inefficiencies of ordinary surface streets combine to
make traffic operations extremely complicated and
difficult in a city spread over 452 square miles and
served by 4,800 miles of streets.

No Single Cure

Freeways, rapid transit and off-street parking are
basic in any program for traffic relief in Los Angeles.
Equally important is the applying of all controls and

measures that will obtain the greatest service from
present streets. Traffic administration must meet
the popular demand for flexibility of travel, the
certain increases of population and traffic, and the
continuing need for integration of existing streets
into the developing freeway program.

Must Consider All Elements

Successful traffic administration must rest on a
firm foundation of knowledge and a breadth of view
covering all elements which directly or indirectly
affect not only the movement of people but their
welfare and desires. Principal elements which com-
pose the traffic problem are population, motor vehicle
registration, land use, the street system, mass transit,
parking, traffic control, traffic regulation, and the
social element.

Need for Continued Public Support

Organized groups, which have helped build Los
Angeles, should continue their interest in traffic
matters. It is a duty of the city to provide official
programs and to furnish full knowledge of them, so
that public support groups may better work for the
common good.

Traffic Administration
Findings
Need for Authority and Standing

Possessing a subordinate status, with responsibility
in traffic matters divided among nine city agencies
and with each of them lacking adequate traffic facts
and unavoidably subjected to opinions and pressures,
traffic administration in Los Angeles cannot be ex-
pected to meet satisfactorily present or future needs.
Over the years, the several city departments have
been granted or have assumed duties in the traffic
administration field which should be lodged in a
single traffic administration department, equal in
standing to other departments.

Need for Coordination

Under the present loosely organized machinery

for handling traffic matters, the several city depart-
ments too often operate independently of each other.
One department may not inform other departments
of its action or plans, despite the fact the work of
other departments is directly affected. Without
complete and assurred cooperation, it is futile to an-
ticipate noteworthy improvement in traffic conditions.




Should Augment Fact-Finding Personnel

The Bureau of Street Traffic Engineering, the
city’s present traffic administration agency, has an
inadequate staff of engineering personnel to conduct
the several types of fact-finding studies essential
to set up and execute an overall sound traffic relief
program.

Factual Data Needed

Today in Los Angeles, there is an absence of
adequate city-wide factual data, making it difficult
and hazardous to arrive at conclusions affecting
large numbers of people and large sums of money.
The complexity and vastness of the traffic problem
requires continuing factual study of wide coverage.

Need for Planned Program

The needs of a 4,800-mile street system and
millions of road users cannot be met efficiently with-
out an overall planned program, which in turn
should be composed of integrated programs involving
all controls and measures. No overall planned pro-
gram integrating new and existing facilities exists in
Los Angeles. None can be expected under the present
complex administrative organization with its divided
authority and lack of essential facts.

Full Use Not Made of Controls and Devices

Although much very effective traffic engineering
work has been done, traffic control devices and
measures in Los Angeles fall far short of the benefits
they can be made to produce. Installations are not
made on an actual priority basis and not in accord
with factual data. Congestion and delay can be
relieved considerably, and accidents reduced, by
planned application and extension of such things as
one-way streets (to form a system), turning controls,
progressive traffic signaling, and a planned system
of preferential streets.

Objectives

In consideration of the immensity and complexity
of street transportation, and to the need for maxi-
mum efficiencies of traffic administration, the Com-
mittee therefore recommends the following general
objectives:

Centralize Authority

Place functions of traffic operations and traffic
planning in a traffic administration department.

Department Status

Give traffic administration equal rank, authority
and responsibility with other city departments.

Expand Functions

Implement and expand present functions of traffic
engineering with more emphasis on factual studies
and planning.

Coordinate Departments

Coordinate functions of various city departments
whose secondary responsibilities relate to traffic.

Apply Planning
Establish traffic operations and traffic planning on
factual determinations of needs on a city wide basis.

Coordinate Program
Integrate area-wide activities, through policies,
warrants and standards, with regard to adjacent
cities and counties, and to the State.

Basic Recommendations

Although there is wide divergence between present
practices and the objectives outlined above, fortun-
ately, as described in Chapter IV, the Charter grants
broad authority to the City Council for administering
traffic, including the choice of conferring traffic
responsibility on either an existing agency or one
newly created. Nearly all of the recommended action
can be obtained by ordinance. However, to insure
permanency of the traffic administration structure -
and to relocate certain responsibilities, some Charter
changes should be made.

Charter changes take time, so the Traffic Survey
Committee has separated procedure into two steps:

. FImmediate Action

1. Traffic Commission. Creation of a five-member
traffic commission appointed in accordance with
present Charter provisions.

2. Department of Traffic Engineering. Establish
a Department of Traffic Engineering, with the
Director to be appointed by the Commission in
accordance with Civil Service standards and
procedures.

3. Technical Coordinating Committee. Establish
a Technical Coordinating Committee of city offi-
cials concerned with traffic.




Il. Action By Charter Change

1. Insure permanency by incorporating provisions
for the above structure in the City Charter.
This should be done as promptly as possible
following adoption of the ordinances.

2. Provide by Charter amendment for the transfer
to the Department of Traffic Engineering the
duties of

locating transit stops

street lighting

design of channelization and re-design
of intersections.

Detailed Recommendations
Traffic Commission

Members selected to serve on the Traffic Commis-
sion should have a broad interest and knowledge of
street traffic and its needs. The Traffic Commission
should serve in a policy determining capacity as do
other city commissions, referring matters requiring
Council action to that body, such as standards and
warrants for installation or removal of all traffic con-
trol devices. A new Council Committee on Traffic
Engineering should be created to handle all such
matters. As provided in Article III, Section 36,
of the Charter, the Traffic Commission may, by
resolution, adopt rules regulating parking or other
use of vehicles upon the streets, and any other use
thereof, when determined by the Commission to be
necessary. Such rules shall become effective upon
the erection of the necessary standard signs or
devices, provided, however, that no rules shall re-
main in force longer than thirty days unless incorpo-
rated into an ordinance of the City of Los Angeles.

Technical Coordinating Committee

Members of this committee should be composed of
representatives of the various departments whose
work involves traffic, as follows: Deputy Chief of
Police in charge of traffic, (Chairman); Director of
Traffic Engineering, (Secretary); and the following
or their designated representatives—Director of City
Planning Commission, City Engineer, Engineer of

Department of Public Utilities and Transportation,

General Superintendent Bureau of Street Mainten-
ance, Engineer of Lighting Bureau (until lighting is
transferred), and the City Attorney. Representatives
of State or local governments should be invited to at-
tend meetings in an advisory capacity whenever mat-
ters are under consideration involving their interests.

The Coordinating Committee should recommend

policies, warrants and standards to the Traffic Com-
mission whose action, in turn, should be approved by
the Council. Thereafter, installations would be in
accordance with the adopted standards, and no excep-
tions could be made without a two-thirds vote of the
Council. The Coordinating Committee should govern
bases of approval for all traffic regulations and
control devices.

Traffic Engineering
Department

Functions

All work concerning the movement of street traffic
should be handled directly or participated in by the
Traffic Engineering Department, drawing together
existing loose ends and coordinating all traffic opera-
tions so the greatest possible use may be made of all
streets. The following functions should be lodged in
the Department: (See accompanying Function Chart)
1. Collection, Analysis and Interpretation of Factual

Data. This includes all studies measuring present
and future street traffic characteristics and needs,
such as:

Origin and Destination

Volumes

Speeds

Effectiveness of regulations

Traffic control devices, signs and markers

Intersection re-design and channelization

Accidents (Utilizing Police Department data)

Congestion

Parking

Pedestrian use of streets

Economics of street design, operation and losses.

2. Traffic Planning and Research. Planning should
apply to all projects involving location, function,
and operation of routes and terminals, and to
other operational functions. This means use not
only of traffic study data shown above, but data
from land use and population studies, etc., made
by other agencies. Research should be carried
on in driver and pedestrian characteristics,
equipment, development, and other matters to
improve traffic handling.

3. Review of Design of Traffic Facilities. The author-
ity to review plans for structures dealing in any
way with traffic movement and safety is essential
as a double-check for eliminating future bottle-
necks and hazards. Suggest channelization and
re-design of intersections.

4. Signs, Signals, Markings and Lighting. Installation,




operation and maintenance of devices controlling
movement and safety in traffic. (Lighting ad-
visory only until Charter transfers function.)

5. Review and Act on Requests. All requests for
driveways, curb cuts, transit stops, cab stands,
loading zones, and other matters, prior to issu-
ance of permits.

6. Cooperation in Traffic Safety Education. Since
drivers and pedestrians are controlled by the
measures and devices applied by the Department,
it is vital that every cooperation be extended to
stimulate and assist public and private traffic
safety work.

7. Cooperation in Use of Traffic Data. All data
derived by studies of the Traffic Engineering
Department should be made available to other
city departments and used in making recom-
mendations.

8. Cooperation with Other City Agencies. In those
fields where secondary functions of other city
departments overlap functions of the Depart-
ment, methods of close cooperation should be
developed and maintained through members of
the Technical Coordinating Committee.

Central and District Offices

Because of the large area of the city, it is recom-
mended as a matter of greater efficiency, that a
Central Office be supplemented by four District
Offices, as shown on the accompanying organization
chart. This arrangement would insure speed in
handling installations and emergency cases, reduce
delay in routing maintenance, and would foster a
better knowledge of the individual district needs.

The Central Office would supervise and coordinate
the work of the District Offices, maintain records and
inventories, handle administrative matters and assist
in policy determination. In addition it would con-
duct city-wide studies and traffic planning, develop
standards and warrants, make city-wide signal in-
stallations, and coordinate the work with other city
departments.

Each District Office, under a District Traffic Engi-
neer, would make necessary field investigations,
handle complaints and requests, install and maintain
signs and markings, and make special studies relative
to District Office work. The District Office would
determine warrants, type, specific location, and
priority for signs and markings. The sign crews and
marking crews assigned to each District would re-
ceive direction and supervision from the central sign

shop on work methods and mechanical processes.
This will assure technical judgement on application
of devices and uniformity in work methods.

Director

Selection of the Director of the Traffic Engineering
Department, of department head status and compen-
sation, is one of the greatest responsibilities confront-
ing the Traffic Commission. Civil service require-
ments should be adhered to rigidly. The person
appointed to this extremely responsible position
must be a capable, energetic leader, as well as
thoroughly technically qualified.

Personnel

Traffic administration is largely a technical work.
Consequently, to meet the functions described in the
text and in the accompanying chart, emphasis has
been placed on technically trained men. The recom-
mended organization calls for a considerable increase
of professional and semi-professional men over those
now employed, yet the total employment and the
salary budget need be little if any greater than that
of today.

Under the streamlined structure depicted in the
organization chart, sufficient employees probably are
now in the sign, signal and marking crews to carry on
the work program. Some shifts in duties and work
locations can be made to fill initial positions in the
new organization. Consolidation of traffic operation
activities carried on by other city agencies also .
should minimize the need for added total personnel.

The most urgent need is for expansion of the engi-
neering staff to conduct fact gathering, warrant and
standard determination, planning and programming.

To obtain an index of traffic engineering staffs, the
Institute of Traffic Engineers, through its postwar
planning committee, made a survey of 17 cities.
Those cities averaged about 15 employees per 100,000
population, including all classes of personnel. This
average included in some cases, personnel in street
lighting and certain transit matters, and other func-
tions. On that basis the number of traffic employees
in Los Angeles would be about 300. However, under
the proposed immediate program, all of those func-
tions are not included, and so a smaller staff can
probably meet requirements for the present.

Herewith is a listing of 199 suggested positions
required as a minimum staff to activate the recom-
mended immediate program in Los Angeles. Person-
nel determinations should be flexible so that the




Traffic Engineering Functions

DEPARTMENT OF TRAFFIC ENGINEERING

TRAFFIC PLANNING AND RESEARCH

TRAFFIC OPERATION

STREET LIGHTING

ADMINISTRATION

Plan layout and execute field studies
such as traffic volumes, traffic move-
ments, cordon counts, parking, speed
delay, origin & destination, efficiency
comparisons, etc. of city-wide impor-
tance to traffic planning.

Analyze field data and prepare reports.

Analyze accident records of hazardous
locations & prepare spot maps, collision
& condition diagrams.

Prepare suggested geometric designs for
streets & intersections, channelization,
driveways, etc.

Prepare plans for traffic routing, one-way
streets, turn controls, curb & off-street
parking and other major remedial
measures.

Assist and advise with other official agen-
cies responsible for planning & construc-
ting traffic facilities.

Traffic control devices - determine need,
establish standards & warrants, program
improvements.

Design, erect, time and maintain traffic
control signals. Supervise signal shop
& erection crews. |

Study need for, design and schedule pave-
ment and curb markings.

Design, fabricate & recondition traffic
signs and related devices.

Cooperate in establishing bus and street
car stops.

Review requests for permits for curb
cuts, driveways, routing, parking lots
and other matters affecting traffic
operation.

Direct & supervise activities of District
Traffic Engineers. Establish policy &
standards, supply traffic signs.

Establish loading zones, cab stands, truck
routes, detours and other street use
regulations.

Coordinate work with Police Dept. for
effective enforcement.

When this function is transferred to Dept.
of Traffic Engineering it should develop
standards and warrant for traffic safety
lighting, plan and program improve-
ments, supervise installations and per-
form all functions now being carried on
by the Bureau of Electricity.

Maintain records of costs, inventory of
control devices, dates of installation, etc.

Provide stenographic, typing, clerical &
statistical service.

Maintain files of correspondence, informa-
tion, minutes of meetings, etc.

Maintain technical reference library.

DISTRICT T. E. OFFICES

points.

Investigate complaints.
Make spot field studies & reports.

Establish local control measures and
erect traffic signs.

Conduct pavement marking program.

Study hazardous locations and congestion

Advise with local groups and citizens on
traffic and safety matters.

Make recommendations to central office.




Director of Traffic Engineering may build the
organization on a sound and efficient basis. Adjust-
ments, especially in the non-professional positions,
will be necessary to meet changing conditions.
Temporary employees may be needed to make special
studies-from time to time.

In addition to those positions listed, it may be
desirable for the Director to select an Administrative
Assistant as provided for by Charter. His duties
would be to carry out functions prescribed by the
Director, assist in the general administration of
Department affairs, represent the Director at meet-
ings when necessary and perform other functions
appropriate to this position.

Suggested Office and Field Personnel

Professional and Semi- Number of
Professional Positions Employees
Director of Traffic Engineering . . . . 1
Principal Street Traffic Engineer . . . . 1
(Sr. Assoc. Tr. Engr.)
Associate Traffic Engineer . . . . . . 2
District Traffic Engineer . 4
(Sr. Asst. Tr. Engr.)
Assistant Traffic Engineer. 6
Assistant District Traffic Engineer . 1
Junior Traffic Engineer . LR N Sl 6
BaitlicClieeker . . . .. 0 oo 10
deaibe Investigator . . . . . . . . . 10
Senior Traffic Checker . e 1
BElVE s neer . . o o v s 1
Draftsman .
47
Skilled, Semi-Skilled and Number of
Unskilled Positions Employees
B S hecliean . . . . . - 1
Sicnal Shop Supervisor. . . . . . . . 1
Bleeiican Foreman . . . .. . .. . 1
Electrician Sub-Foreman . . . . . . . 1
Traffic Signal Electricians. . . . . . . 40
(Signal Shop and Signal Crews)
Sign Shop Supervisor 1
Sign Shop Foreman . 1
Sign Shop Sub-Foreman 1
Sign Painters . 2

Traffic Equipment Mechanlcs i 34 13
(1 each in the 5 Sign Crews and 1 each
in the 4 Pavement Marking Crews to
act as boss of the crew. 4 in Sign Shop)

Traffic Equipment Mechanic Helpers 55
(2 each in the 5 Sign Crews, 5 each in
the 4 Pavement Marking Crews, 10 in
the Sign Shop and 15 in the Signal

Crews)

Equipment Mechanic. . 1
Equipment Mechanic Helper 2
Janitor and Watchman . 3
123

Clerical and Stenographic Number of

Positions Employees
LTSRS el R () 3
SIENOBTADIErs = .. .o wee s e b 12
Typists 4
Clerks . 6
Accountant. 1
Statistician . . 1
29
Total Employees - ..., 27199

Suggested job descriptions and qualifications are
shown in the concluding section of this chapter.

Budget

It is recognized that the suggested organization is
somewhat smaller than at present and provided for in
the current budget. The difference lies largely in a
considerable expansion of technical and semi-technical
personnel for the development of standards, program
and plans and a reduction in the unskilled personnel
made possible through efficiencies in work planning,
district office operation and adherence to a fixed
program. Care must be exercised in making the
adjustment to not disrupt present activities severely
or abruptly.

The budget of the Department of Traffic Engineer-
ing should be determined solely on the basis of need,
with the end result an efficient, coordinated and
planned action.

The recommended organization can be set up with
little addition to the current budget, even though
many of the non-engineering employees are retained
for the present. An important consideration during
the next few years, however, is an increase in capital
items for signal modernization and inter-connection,

sign replacement and standardization, equipment,’
intersection re-design and channelization. The budget
must also provide for motor vehicles and office and




Recommended Organization of
Department of Traffic Engineering

Administrative Assistant

Mayor and City Council

Traffic Commis

sion

Department o

Traffic Engineering

Director of

Traffic Engineering

f

Technical Coordinating Committee

City Engineer

City Attorney

Director of Planning
Engineer Dept. of Utilities & Transportation
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shop space. These capital items are apart from a
normal annual operating budget.

Personnel costs, applying current rates of pay,
are estimated as follows:

Number of Approximate
Employees Annual Cost
Professional and

Semi-Professional . . . 47 $200,000

Skilled, Semi-Skilled,

anaalimckilled. - = 5123 380,000

Clerical and

Stendgraphic . . ... . 29 70,000
Totalis— = = 199 $650,000

With consideration to all items, not including
street lighting and certain non-recurring capital
items, the probable annual operating budget for the
next few years becomes:

Operating Costs

Salaries and wages . . . $ 650,000
Materials and supplies. . 250,000
Electrical power . . . . 175,000

$1,075,000

Capital Costs

Maintenance and modern-

ization of signals . . . 400,000
Channelization. . . . . 100,000
$ 500,000

Grand total . . $1,575,000

The element of cost is not a serious one in modern-
izing traffic administration in Los Angeles. Although
technical staff is greatly expanded, economies are
produced by the more efficient operations that go
with a district office set-up and with adoption of a
fixed, efficient program. The current 1948-49 budget
of the Bureau of Street Traffic Engineering is
$1,328,200, exclusive of estimates for new traffic
control equipment. The total estimate of $1,575,000
for the recommended organization contains $500,000
for signals and channelizing. Personnel and operat-
ing expenses, therefore, are less under the proposal
than they are at present. The cost of the recom-
mended program amounts to less than $1 per capita,
and only about $2 per motor vehicle registered in

the city.

Job Descriptions and
Qualifications

In determining the organization needed to moder-
ize traffic administratiorr in Los Angeles, the Traffic
Survey Committee naturally found it necessary to
give careful consideration to principal positions
upon which the strength of the structure depends.
Accordingly, here are presented general recom-
mended job descriptions and qualifications, several
of which cover positions not now provided for in
the city government. All personnel should be se-
lected under Civil Service provisions.

Director of Traffic Engineering
(City Traffic Engineer)

The person selected for this position should have
a high level of executive ability, be a graduate of an
accredited college, with at least a B.S. degree in Engi-
neering and, have at least 15 years of experience in
traffic engineering or the equivalent in related fields.
His is the job of administering all functions and
activities of the Department, and so should have
sound technical knowledge and experience in admin-
istration, traffic design, street pavement design and
maintenance, survey methods and techniques, traffic
control measures, traffic planning and street lighting.
Other requisites are writing and speaking ability,
talent for progressive thinking, ability to lead, and
knowledge of public relations.

Senior Associate Traffic Engineer

(Principal Street Traffic Engineer)

In this position should be a graduate of a recognized
engineering college or an engineer with at least 10
years of experience in responsible charge of traffic
engineering work. He should be familiar with prob-
lems of traffic control and with the methods, equip-
ment and principles involved in solution of traffic
problems. A reasonable knowledge of statistical
principles and practices is essential. He should have
ability to direct field studies of traffic conditions,
using the data obtained for effective traffic control
through electrical and mechanical devices. He
should possess leadership and tact in dealing with
subordinates.

Associate Traffic Engineer

In the jobs in this classification, should be engineer-
ing graduates who have specialized in fields related
to traffic engineering. Particularly important is ex-
perience in the study and installations of controls in




urban areas. He should have reasonable experience
in conducting and supervising statistical analysis
and reporting of traffic data, and should be otherwise
fitted to carry on the following important work:

Supervising the investigation of traffic conditions and
problems through field surveys and study of existing
statistical data; developing traffic survey techniques;
assigning investigations to subordinates, advising them as
to objectives and procedures; analyzing and critically
reviewing the reports and recommendations of subordi-
nates as to their adequacy and feasibility; in specific situa-
tions, devising methods of control including signals, signs
and other control devices; designing or selecting and
preparing specifications for such devices and inspecting
them for workmanship and suitability both during manu-
facture and upon delivery; studying the efficacy of existing
traffic regulations and formulating and recommending
desirable revisions or innovations; assembling traffic and
related data in report form and arranging for their dis-
semination; as aids to traffic studies and control directing
the preparation of maps and layouts of proposed traffic
structures with indications as to their general characteristics.

Senior Assistant Traffic Engineer
(District Traffic Engineer)

In these positions should be graduate engineers.
Each District Traffic Engineer should have specialized
in college and have reasonable experience in practice
in fields relating to traffic engineering. Experience
should include study and investigation of traffic and
related transportation problems in urban areas, with
some experience in a supervisory capacity. He
should be reasonably familiar with problems of
traffic control and with the methods, equipment, and
principles involved in their solution.

He should have reasonable knowledge of statistical
principles and practices as applied to engineering data;
reasonable ability in conducting field studies of traffic
conditions, in analyzing the data, in designing methods
and in utilizing mechanical and electrical devices for effec-
tive traffic control. He should possess good powers of
observation; be physically active; have tact in dealing with
subordinates and others; and initiative and resourceful-
ness in solving complicated problems of traffic control.

District Traffic Engineers should be in all ways capable
of conducting this work:

Investigating traffic conditions in designated areas or at

specified locations through field surveys and study of

existing pertinent data, determining traffic flows, locations
and causes of accidents, and efficacy of existing control
devices, marking and regulations; receiving and investigat-
ing complaints or reports on undesirable traffic situations
.such as hazards, accidents or impeded flow; assigning and
‘outlining detail work to subordinates, instructing them on
procedures, and reviewing their work during process and
upon completion; devising standard methods and forms

for collection and presentation of traffic data; preparing
detailed reports on investigations and traffic conditions
and formulating detailed recommendations as to methods
of improving conditions in specific locations; studying a
variety of traffic control devices with respect to their
applicability in improving specific conditions and recom-
mending the installation of appropriate equipment; pre-
paring maps and layouts or rough sketches of existing or
proposed traffic structures and devices with adequate
indications of their general characteristics and features.

Assistant Traffic Engineer

In his college work, the engineering graduate
selected for this position should have specialized in
traffic engineering or a related field. He should have
some experience in engineering field or office work
and have reasonable knowledge of the basic engineer-
ing subjects as taught in accredited schools. Reason-
able familiarity with practices in traffic engineering
should be required.

His work will involve responsible assignments of a
minor professional nature in both field and office.

Junior Traffic Engineer

Qualifications similar to those established by the
Civil Service Commission for Junior Engineer in
other professional fields but preferably with some
traffic engineering training or experience.

Draftsman

Qualifications as presecribed by Civil Service Com-
mission. .

Office Engineer

Qualifications similar to those now prescribed for
this position or that of Assistant Civil Engineer.

Traffic Investigator

In this job education should be equivalent to
graduation from an accredited four-year high school,
and preferably completion of two years in a college
of recognized standing. He should have schooling
and background to enable him to perform these tasks:

Making field studies of traffic conditions including
traffic flow, traffic speeds, street and curb layout, parking
needs, traffic hazards, and effectiveness of traffic control
devices; interviewing persons, suggesting or requesting
traffic control changes; recommending changes in traffic
control devices or physical conditions to overcome: traffic
difficulties; assembling data and writing concise reports
substantiating the recommendations; making measure-
ments and preparing work requisitions specifying location,
standard messages, and types of erection for traffic signs;
consulting with superiors with respect to traffic conditions
and solutions of traffic problems. Age limit, 24.-45.




Senior Traffic Checker

The minimum requirement to fill this job should
be education equivalent to graduation from high
school, with preferably some business or clerical
experience which has demonstrated a sense of re-
sponsibility. He should have knowledge of traffic
rules and practices in Los Angeles. He should be
capable of handling this work:

Analyzing assignments, determining and obtaining
equipment and supplies required; assigning subordinates
to posts, instructing them in their duties, seeing that they
are properly equipped; observing and evaluating employee
performance and attitudes; spot-checking to determine
accuracy; inspecting report forms to see that they are
properly filled out, reporting on equipment, supplies and
progress and performance of employees; individually,
performing any or all of the traffic checker duties.
Age limits, 24-45.

Traffic Checker

For this position, the minimum education require-
ment should be completion of two years in, and
preferably graduation from, an accredited high
school. The checker should possess superior powers
of observation and memory. His aptitude and ex-
perience should fit him to doing the following:

Making field traffic checks of various types, such as
running time check, traffic light check, traffic volume
check, speed check, observance check, and pedestrian and
vehicular check; making pertinent observations dependent
upon the type of check, and recording such observations
on a standard form; occasionally making house to house
canvasses to determine origin and destination of traffic.

Age limits, 18-35.

Sign Shop Supervisor

For this position the education requirement should
be equivalent to high school graduation and prefer-
ably completion of two years in college, with special-
ization in business administration or engineering.

It is desirable that he have had experience in manage-
ment of a small manufacturing or construction enterprise.
He should be familiar with the methods, equipment and
materials used in traffic control sign fabrication, erection
and maintenance. Essential is familiarity with methods of
cost accounting, purchasing and stores handling, ability
to plan and direct the activities from blueprints and
specifications, ability to prepare pertinent records and
reports, and tact in dealing with subordinates and general

public. His duties consist of:

Planning and coordinating the activities of a moderately
large group of employees engaged in fabricating, erecting,
and maintaining signs and paint markings on the streets
for traffic control; assigning specific work projects to

subordinates, developing and outlining work procedures
for the shop and field work; making or supervising tests
on paint and other materials used in sign construction;
preparing purchase orders for new materials and equip-
ment; making contacts with the purchasing department
and vendors and seeing that materials are delivered;
making field inspection trips to see that work is per-
formed according to instructions; estimating costs on jobs
for other departments and agencies; preparing monthly
reports on new signs for approval; preparing monthly
activity reports; preparing special reports on various
phases of traffic sign work; supervising the cost account-
ing and billing of other agencies and departments for
sign work performed.

Sign Shop Foreman

The holder of this job should be a graduate of an
accredited high school. He should have reasonable
experience, including supervisory, in sign shop work.
He should be able to work from blueprints and
specifications and otherwise qualified to handle the
following duties:

Supervising a large group of employees engaged in
fabricating, erecting, and maintaining traffic control signs,
involving both field work, such as washing signs, installing
posts, hanging signs and painting street markings, and
shop work, such as cutting sign blanks, making brackets
and hangers, painting signs, posts and hangers; assigning
skilled workmen and others to specific crews and designat-
ing the leadman in each crew; dispatching crews to field
assignments and assigning workmen to shop work; in-
specting work during process and upon completion; advis-
ing and instructing subordinates as necessary; seeing that
necessary materials are on hand; devising new or improved
methods of sign fabrication and erection; designing and
laying out the parts for new types of signs and new equip-
ment; instructing subordinates in the new work, the use
of safety devices and shop cleanliness; keeping simple
time records and records of materials used.

Sign Shop Sub-Foreman

The person qualifying for this job should be a high
school graduate, or equivalent. He should have
reasonable experience in fabrication and or erection
and in maintenance of traffic control signs, and be
able to work from blueprints and specifications.

His duties are:

Working with and supervising a moderate sized group
of employees engaged in the fabrication and painting of
traffic control signs by: seeing that workmen are perform-
ing the job to which they are assigned; inspecting work in
progress and upon completion to see that the quality is
satisfactory; shifting employees from job to job according
to the work load; instructing new employees in shop
procedures and the various wood and metal working and
painting operations. Individually he should perform some
of the more difficult shop work such as laying out and




assembling new jigs and fixtures, laying out and making
samples of new sign blanks and brackets, repairing and
trying out shop equipment, trying out new paint materials
or methods of application.

Chief Electrician and Traffic Signal Electrician

Qualifications as prescribed by Civil Service
Commission.

Signal Shop Supervisor and Signal Shop Foreman

Qualifications similar to those for sign shop super-
visor and foreman, except experience should be in
electrical field rather than in sign fabrication and
metal working.

Objectives of this study did not encompass an
appraisal of the qualifications of the present staff of
the Bureau of Street Traffic Engineering. No attempt
was made to correlate present staff with the recom-
mended job descriptions; rather effort was confined
to describing the jobs and qualifications of the per-
sonnel necessary to carry out the functions of the
recommended traffic engineering department. The
task of fitting present personnel to the recommended
organization properly is the responsibility of the
Civil Service Commission and of the Director of

Traffic Engineering.

The End Result

Adoption of a modern street traffic management program in accordance
with the recommendations of the Traffic Survey Committee will result in more
efficient use of the streets, in lessened congestion, and in fewer accidents.

Under a traffic administration fitted to needs and faithfully carried out, with
emphasis on professional and technical standards, the gains should far out-
balance the cost. Gains, however, will not be spectacular; rather they will
come gradually. But the gains will be accumulative and permanent.

As shown in the Budget section of this chapter, operating expense of the
recommended program would be in the neighborhood of present costs.
Consequently, if value is to be placed on prevention of death and accident,
on reduction of congestion, and on a more free-flowing traffic, there is but one
answer. That is adoption of a forward looking traffic administration and its
placement on a firm foundation comparable to that of other well established
functions of city government.




