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I-000 OVERVIEW AND PLANNING HISTORY

This chapter presents an overview of the Los Angeles downtown
circulation/distribution program. A summary of development
within downtown, the relationship of those developments to
regional transportation planning programs, and a.short histo-
ry of the planning studies that led to the proposal for a
Downtown People Mover are briefly summarized in this chapter.
Detailed planning studies are listed in the Technical Appen-

dix and briefly referenced here.

I-100 DEVELOPMENTS IN DOWNTOWN LOS ANGELES

Downtown Los Angeles was the core of the metropolitan area
from the turn of the century until the 1930s. After World

. War II the central city went through a period of almost con-
tinuous decline, primarily because of the development of
regional shopping centers and the construction of a regional
freeway system. In the 1960s the central city began a cycle
of development and redevelopment that reasserted the dominant
role of Central Business District in the region.

Early in the 1960s large areas of the west side of downtown
Los Angeles were cleared for the Bunker Hill Redevelopment
Project. At the same time, banks and financial institutions
that needed to expand or to build headquarters buildings were
looking for an area on which to build highrise office towers
{(now possible because the 1l3-story height limit in downtown
Los Angeles had been waived). Also, auto accessibility to
downtown from other parts of the region had been significantly
improved with the completion of the Harbor and Santa Monica

Freeways, joining the Pasadena, Hollywood/Santa Ana and San
Bernardino Freeways. Between 1960 and 1978, over 30 highrise
buildings were built in downtown Los Agneles, most of them

west of Pershing Square. At the same time, the north end of
downtown became the focus of government office building. With
the construction of numerous city, state, and federal buildings,

the Civic Center area has become the largest concentration of
government employees outside of Washington, D.C. The south-
western portion of the CBD did not develop at the same rate
as the western and northern portions, but public and private
sector development efforts were visible with the completion
of the Convention Center and the Occidental Center

Regional Transportation and the CBD. Although the regicnal

transportation system provided good access to downtown, it
became evident that the capability of that system and the
circulation/distribution system within downtown to handle the
projected numbers of people, cars, and buses would be severe-
ly limited unless some improvements were made. Reigonal trans-
portation improvements were being studied by the California
Department of Transportation (CALTRANS), the Southern Calif-
ornia Rapid Transit District (SCRTD}, and the Southern Calif-
ornia Association of Governments (SCAG). HNone of these
studies addressed the circulation/distribution problems with-
in downtown. The Community Redevelopment Agency (CRA) agreed
to participate with the other agencies in an analysis of down-
town transportation problems.

In 1974 and 1975 a number of interagency planning groups were
formed to guide this downtown transportation study. The first
step was to identify the numbers of people who would need to
get to and around in downtown. The various study groups and
planning agencies settled on 1990 as the planning year and on
a series of "mid-range" projections for CBD population and
employment in that year. For planning purposes, employment

in 1990 was projected at 230,000 in the CBD, and a residential
population of 25,000 was forecast. These estimates assumed a
moderate rate of private development in downtown, continuing
office and residential development in the redevelopment areas
(Bunker Hill, Little Tokyo, and the CBD redevelopment area),
an@ construction of an initial segment of a mass rapid transit
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line along the Wilshire corridor. These studies are summari-
zed in Phase I Technical Reports (see the Technical Appendix
for listings}.

As part of the cooperative transportation planning effort, the
4-part Regional Trarnsportation Development Program was defin-
ved in 1976. This program, which is currently underway, coor-
dinated the efforts of several agencies in the attempt to im-
prove regional and local transportation services. SCRTD is
responsible for development of a line-haul regional rapid
transit system (Starter Line); CALTRANS is responsible for en-
couraging high occupancy vehicles (HOV)} and the Bus~on-Free-~
way program; SCRTD and SCAG are responsible for the Tzanéport-
ation Systems Management (TSM) program; and the Community Re-
devleopment Agency is responsible for developing a downtown
circulation/distribution program. Details of the other parts
of the 4-Part Program are discussed in Section II-400, Relat=~
ed Projects.

I-200 DOWNTOWN TRANSPORTATION STUDIES

The Community Redevelopment Agency had been studying the traf-
fic and transportation needs that would be generated because
of the downtown redevelopment projects, since 196%. 1In 1974
and 1975, CRA cooperated with regional transportation agencies
and expanded these studies to include the entire downtown area.
Table I-20A givas an overview of the major analytical tasks
and the program milestones that have occured between 1975 and
the present.

I-210 PHASE I GOALS AND OBJECTIVES

One of the first tasks of the CRA planning effort in 1975 was
to establish the goals and objectives for a downtown circula-
tion/distribution system. The goals and objectives developed
in that task are fully reported in the Circulation/Distribu-
tion Program Phase One report (CRA, 1975) and are summarized

nere.

The goals enunciated in Phase I fall into several categories:
transportation service, economics, planning and environment,
social, and cost/implementation. The first objective was

to meet the transportation needs of the people who would be
living and working in the downtown area. These transporta-
tion needs should be met within the framework of regional
transportation planning (later called the 4-Part Program),
and within the framework of the adopted plans for the central
city area. Economic goals included maximizing employment,
productivity, and the level of business activity compatible
with adopted land use plans, and maximizing net tax revenues.
Social goals included maximizing accessibility to iobs,
services, social and recreational activities to people de-~
pendent on transit, and minimizing the costs of a circulation
system to people who could least afford it. The cost/imple-
mentation goals included minimizing the life cycle costs of
the C/D system, establishing a sound financial program for
operating and capital costs, minimizing the adverse impacts
of construction, insuring flexibility so that future tech-
nological developments could be incorporated, and coordinat-
ing the phasing of the C/D system with Bunker Hill and other
downtown or regional developments.

Setting the goals, defining the key population and employment
assumptions, and identifying the need for a circulation/
distribution system were all accomplished by 1976 and con-
stituted Phase I of the Major Analytical Tasks shown on

Table I-20A. Detailed reports on each of these areas are
referenced in the Phase I studies bibliography in the Tech-
nical Appendix.



TABLE I-20A

OVERVIEW OF MAJOR ANALYTICAL TASKS

PROGRAM MILESTONES

1975 90-Day Interagency Study 1975 1. Local agencies form group to study
1. Definition of study purpose, scope and area downtown transportation needs
2. Establishment of Study Review Group 2. CRA Board acts on recommendation of
. . s interagenc e and expands scope of
Phase I: Goals, Objectives and Key Assumptions g Yy group P P
NP : . : study
1. Definition of transportation goals and objectives
P . R . 3. Interage Study and Review Grou
2. Identification of Central City Community Plan gency udy € . e
i : . . and Public Involvement Program initi-
Comprehensive Goals and Objectives i
Coaas . ated
3. Dpefinition of key assumptions
4. Interagency review and consensus
a. employment
; . on downtown growth trends and tran-
b. residential
; . sportation assumptions
c. future transportation assumptions
4. Assessment of needs
1976 Phase II: Alternatives Analysis 1976 1. CRA Board review of system level
1. Design of alternatives alternative analyses study
a. Analysis leading to design of alternatives 2. CRA recommendation that the City
1) evaluation of parking needs pursue opportunities for implementing
2) evaluation of transit operations a downtown people mover (DPM)
3) evaluation of transit technologies 3. City Council approval of submitting
4) location of intercepts and initial a letter of interest to Urban Mass
segment of guideway Transportation Administration (UMTA)
b. Comparative evaluation of system alternatives re: Downtown People Mover (DPM)
c. Recommendation for further study Demonstration program
4. City Council approval to submit Down-
town People Mover (DPM) proposal to
UMTA
5. SCAG inclusion of DPM in the Regional

Transportation Improvement Program
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continued

6.
7.

10.

11.

SCRTD endorsement of DPM proposal

LA County Board of Supervisors
approval of DPM proposal

Project receives CEQA clearance for
completion of systems analysis re-
quirements

State of California allocation of
monies to fund preliminary engineer-
ing and project level environmental
studies of DPM

Public hearing on the federal grant
application for the Downtown People
Mover

U.S. DOT award selecting Los Angeles
as one of four DPM demonstration ci-
ties

1977

1977

Allocation of local monies to fund
preliminary engineering of the people
mover

City Council approval of 13-c resolu-
tions required by UMTA: Agreements
with affected labor unions signed

1978 Phase III:

Downtown People Mover Service
Definition of route refinement options

Preliminary Engineering Studies on

Comparative evaluation of route refinement options’

Detailed engineering ..nd environmental studies

of specific alignment

1978

City Council approval of detailed
engineering and project level environ-
mental studies for specific alignment
SCRTD design of a bus plan to comple-
ment DPM operations




I-220 PHASE II STUDIES

Phase II studies concentrated on identifying and evaluating

alternatives that would meet the goals identified in Phase I.

A number of studies were carried on concurrently that

identified: )

o parking options: on-site parking, fringe parking

o bus options: bus-to-bus intercepts, self-distribute bus,
paratransit, preferential streets

o technology options: bus technologies, guideway tech-
nologies, and other forms of pedestrian assistance

o possible intercept locations: size, location, impact on
adjoining land uses, and availability

o alternative sites for guideways: east side, west side,

central core loop

A complete list of these studies is presented under Phase II
Studies in the Technical Studies appendix.

. The result of these studies was definition of two systems
alternatives to meet the circulation/distribution needs of
downtown: an "Improved Bus Alternative® and an "Improved
Bus/Peocple Mover Alternative.” These alternatives were com-
pared with a no project alternative (the "Null" Alternative)
on a number of measures including transportation service,
economic benefits, conformance with adopted regional and
local plans, cost, environmental impact, and engineering
feasibility. The results of these studies are summarized in
Chapter VII of this report, Alternatives, and documented in
detail in Moving People In Los Angeles: A Summary Report of
the Los Angeles Circulation/Distribution Program. Addition-
ally, a Summary Draft Environmental Assessment of these

alternatives was prepared and released (CRA, 1977).

I-230 RELATED ACTIVITIES

In April, 1976, the U.S. Department of Transportation (DOT)
announced funding for a Congressionally mandated demonstra-
tion people mover program and issued a call for letters of
interest. The City Council approved submittal of a letter
from the Mayor to the Urban Mass Transportation Administra-
tion, notifying UMTA that the City of Los Angeles would be
interested in participating in the competition for funding.

© The letger of interest and the proposal that followed

several months later allowed the City Council to keep funding
options open while they analyzed the results of the systems
level Alternatives Analysis prepared by CRA.

In December, 1976, the U.S. Department of Transportation
announced that Los Angeles and three other cities--Houston,
Cleveland, and St.Paul--had been selected as demonstration
cities for people mover fﬁnding. Los Angeles received $1.3
million in federal funds for preliminary engineering and
environmental studies and a commitment of $125 million for
construction, pending final local approval.

In February, 1977, the Council voted to allow the Mayor

to submit a formal Capital Grant Application to UMTA specif-
ically for preliminary engineering and environmental analysis
of the Los Angeles People Mover Project. The information
generated in the preliminary engineering and environmental
studies would increase the level of information available to
Council prior to making a decision whether to proceed with

.~ the Downtown People Mover Program,

In addition to this Draft Environmental Impact Report, a
Draft Environmental Impact Statement will be prepared by the
Urban Mass Transportation Administration and circulated prior
to final federal approval of the project.
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II-000 DESCRIPTION OF THE RECOMMENDED SYSTEM

II-100 INTRODUCTION

Preliminary studies, conducted between January and August 1978, resulted
in a system description which is of sufficient detail that reasonably
certain costs can be determined and reasonably camplete impacts can be
identified. However, the system manufacturer will not be selected until
the envirommental process is complete, and therefore the system which is
finally selected may differ in sare respects fram the description in this
chapter. what changes do occur will be made during the final design
phase of the program. To understand this potential for change, it is
useful to outline how the studies of Phase II (see Section VII) of the
program evolved through the completion of preliminary engineering.

Transportation analysis, conducted during Phase II, estimated system
ridership. This figure, refined by preliminary engineering studies, pro-
vided the basis for the development of certain operational criteria {such
as station on and off volumes, maximum link volumes, desired service fre-
quency, operating speeds, and headways). Any candidate system, to be
cons.dered, would have to meet these criteria.

The technology assessment, also conducted Guring Phase II, imposed the
criterion that a candidate system Lust be presently operating with demp-
onstrated reliability, A design envelope was definei-dging the chara-
teristics of all the systems that met the criteria and preliminary
engineering. The design 2rwvelope defined station size (including width
ard length of platforms), guideway width, allowable grades and curves,
required quideway support systems, allowable turning radii, and other
parameters,

New data fram additional transportation studies resulted in refined pat-
ronage analysis and parking requirements. The preliminary engineering
phase used these data and parameters to establish a reference system
design. )

The result of these activities is a system design of suffi-
cient detail to allow reasonably close estimates of the
system's detailed alignment, physical characteristics,
operating characteristics, and capital and;Operating costs.
The reference system is representative of the final system ‘
design and configuration. However, certain minor changes
could take place which may affect the size of the guideway
and stations, the number of vehicles required, and other
aspects of the system. The system description that follows
is a reasonable description‘based on currently available
technolqgies and the results of Phase II studies. In general,
the final system facilities will be described here.

II-110 GENERAL DESCRIPTION OF THE SYSTEM

The Los Angeles Downtown People Mover has been planned as a
circulation/distribution system for the central business
district, It will run approximately three miles through the
north and west sides of the CBD, between Union Station on the
north and the Convention Center on the south (see Figure
II-11A). Total trip time between Union Station and the
Convention Center will be less than 15 minutes. The DPM

is planned as a grade-separated facility with automated
vehicles providing service to 13 stations along the proposed
route. The vehicles, operating singly or in trains, will
operate over an elevated guideway except for a short
underground segment under Bunker Hill.

Of the 13 stations, ten will be aerial, two (Union Station
and Convention Center) will be directly connected to in-
tercept and parking structufes, and one (Bﬁnker Hill) will
be underground. Additional improvements will provide

1000 parking spaces at the Union Station and 1750 at the
Convention Center intercepts. Preferential access and
parking will be afforded to carpools in both locations. It
will be possible to transfer to and -from regional and
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FIGURE II-1lA:

ALIGNMENT USED FOR DETAILED ENGINEERING
AND ENVIORNMENTAL STUDIES
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local buses at the two intercepts and at some stations along
the route. The DPM system will cross the route of the
proposed Regional Core Rapid Transit (Starter) Line at
several locations, thus providing additional transfer points
for circulation/distribution.

II-120 LOCAL AND REGINAL BUSES

ILocal amd regional buses fram the Southern California Rapid Transit
District (SCRID) and other municipal and regional systems will continue
to provide service to and within downtown. Same bus routes may be modi-
fied to camplement the DPM system, particularly the minibus route that
currently provides same circulation/distribution service to the west
side of downtown. Qurbside bus transfers will be possible at other sta-
tions along the system, such as the 7th and Figueroa and ilill Street
stations, to minimize duplication of bus routes.

Buses from the east and éoutheast areas of the region will be able to

use Union Station as either a terminus or transfer point. The Union
Station intercept will be linked with the planned El Monte busway exten-
sion, allowing buses going in either direction to be routed through the
intercept for passenger transfer to the DPM. Regional buses not termin-
ating at the intercept could enter the CBD for distribution of passengers
and to continue routes beyond the CBD. ILocal buses would also be able to
use the intercept as either a transfer or terminal point. The Union Sta-
tion intercept will also provide comnections to intercity buses and Amtrak
service.

Buses frum the west and southwest will be able to use the Convention
Center as either a terminus or transfer point. The Convention Center
intercept will include facilities for curbside unloading of local and
regional buses.

II-200 DESCRIPTION OF THE OFY

The Los Angeles Downtown People Mover is an autamated, grade separated
circulation/distribution transportation system. The system described in
this chapter will consiét of approximately 1.9 miles of dual-lane aerial
gquide—way, 2.2 miles of sincleclane aerial guideway, and 0.4 miles of
single guideway in a tunnel along the alignment shown in Figure II-11A.
All but four of the 13 stations will have side platforms. The center
platform stations will be located at the intercepts’(Union Station and
Convention Center) and at the transfer stations for the Bunker Hill loop
(the Hill Street and the Sth/Figueroa Street stations).

The system will operate on a scheduled basis with service
frequency ranging from approximately 1.5 to 5 minutes de-
pending on the time of day. Operating hours are expected to
be from 6 am to 12 m on weekdays and 8 am to 12 m on week-
ends. Vehicles would operate in train consists during the
peak periods to provide capacities of about 3500 passengers an hour.

I7-210 ALIGNMENT

~ The guideway alignment that has been recommended for final design is

shown in detail on plan and profile drawings Figures IT-21A through
II-21K. A one-way loop system operates through the Bunker Hill area.

The drawings show the recommended alignment, elevation above the ground,
and approximate colum locations. Both directions of the loop terminate
at transfer stations to be located at 5th/Fremont and Hill Streets. The
west-to-southbound portion of the loop uses a cut-and—cover tunnel to the
west of Hill Street, an existing tunnel beneath Hope Street, and an exist-
ing easement through the Security Pacific Plaza Building. Stations are
provided across fram the Central Library and at Pershing Square. All
other portions of the quideway are aerial, ranging in height above street
level from 17 to 57 feet, but generally at 28 feet to clear the city's
existing and planned pedway system. .
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Along Figueroa Street, south of 7th Street, colums will be placed on
the western edge of existing sidewalks and the guideway will use airspace
over existing property lines at several locations. Existing ordinances
require dedication of a ten-foot frontage for street widening when any
new building takes place. VWhen and if the street is widened, the guide-
way colums will be at the edge of the newly created curbline.

Figures II-21L M anrd N show an alternative aligrment located along the
center of Figuerca from 5th Street to the Convention Center with stations
near 5th, 7th, and 9th Streets over the street and connected to each
side with short pedways.

This alignment is included as an altermative because of its lower capital
cost for both construction and right-of-way and for the improved operat-
ing and service characteristics associated with the shorter aligument.
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II-21]1 Right-of-Way Requirements

The proposed route alignment takes advantage of public rights of way
along city streets and sidewalks wherever possible. Existing easements
through Bunker Hill are also utilized and additional redevelopment ease—
ments will have to be hegotiatai. .

I1I-220 STATIONS

DPM stations are designed to provide safe and convenient access to DPM
vehicles from city streets, pedways, and adjacent buildings. Although
station configqurations vary, sizes are generally the same because they
are based on passenger volumes expected during the peak hours and the
length of the longest train. All station platforms will be approximately
120 feet long. Single guideway stations will be approximately 20 feet
wide and double gquideway stations will be about 54 feet wide.

Every station will be equipped with elevators, escalators, and stairs.
Each station will also be equipped with information about the DPM route,
hus routes, and other operating information. Special phones will be
provided at each level of each station to report emergencies amd to ob-
tain information. Aerial stations will probably be of open design with
protective rails on the sides. The phtform edge will be separated fram
the gquideway by protective screens, with doors that autamatically open
when the vehicle is ready for boarding.

Elevators, escalators, and stairs lead directly from the paid area at
street level to the platform level at single ‘level stations. In other
‘places where fares cannot be collected at street level or in adjacent
buildings and where there are pedway connections, a mezzanine level is
provided in the station itself. Preliminary plans call for all the

aboveground stations except Civic Center and Pershing Square to have
mezzanine levels. The mezzanine provides access from the pedway system
and serves as an area for fare collection. The mezzanine level is
approximately 21 feet above ground and the platform level is approxi-
mately 38 feet above grocund. The one-level station will have fare gates
at ground level with patron access directly to the platforms. The
platforms, mezzanines, fare gates, and elevator areas will be under
closed circuit television surveillance for patron security. Special
consideration will be given to station layout and lighting to awoid
dark areas. The stations will be closed by security gates at the fare
barriers when the system is closed for the night. Only the intercept
buildings will have public restrooms and water fountains. Each station
will have a small nonpublic area for operation and maintenance supplies
and equipment. All stations will have full accessibility to the handi-
capped and braille aids for the visually impaired.

Representative site plans for each station are shown in Figures II-22A
through II-22M. Site plans for the middle of the Figuerva aligrment
are shown on Figures II-22 J1, K1, Ll. Typical station plans for aerial
stations are shown in Figure II-22N. The site plans are preliminary.
Final dimensions and locations of items such as vertical circulation
elements and transformer substations will be determined during final
design in coordination with the adjacent development.

Union Station (Figures II-22A) This station is a center-platform type
with crossover tracks ahead of the station to allow operation with
alternating operation allows cne vehicle to unload or load while the
other is entering the station, thus allowing faster service. The
station is located on top of the intercept building with access through
the building from the barking area or the busways. The guideway

line extends beyond the station to the maintenance and storage yards.
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Federal Center Station (Figure II-22B). This is a side-

platform, two-level station with a mezzanine-beneath the
platform level. Access is provided directly to the Los
Angeles Mall area via pedway, with a future link to an Olvera
Street pedway. Planned access from the east side is from the
sidewalk in front of the Federal Building.

Little Tokyo (Figure II-22C)'. This is also a side-platform,

two-level station, located adjacent to the parking structure
at Parker Center. A future connection to Little Tokyo could
be made via pedway across lst Street and to the City Hall
area via pedway across Los Angeles Street. Direct access to
the mezzanine level will be provided by escalators from the
sidewalk area.

Civic Center Station (Figure II-22D). This station is loca-

ted in front of the proposed state office building with
access near the ends of the block to City Hall and County
buildings. It is a one-level station with the fare area lo-
cated at ground level.

Hill Street Station (Figure II-22E). This station is located

south of 3rd Street, adjacent to a proposed retirement hous-
ing development. Direct access will be provided at one end
of the station to a proposed tunnel shopping arcade under
Hill Street connecting with Grand Central Market. The sta-
tion is a center platform type to provide direct transfer
across the platform to northbougd and southbound trains.

Bunker Hill Station - {(Figure II-22F). This is a one-direction,

single-platform subterranean station under Grand Street. The
station will have direct escalator connection with new office
complex planned for parcels between Grand and Hope Streets

as well as a direct connection to Grand Street.

World Trade Center (Figure II-22G). This station is located

on an existing easement on top of the World Trade Center.

It is a one-way station that will provide connections to the
existing Bunker Hill pedway system, the Bunker Hill Towers,
World Trade Center, Bonaventure Hotel, and Arco Plaza.

Future connections will be made to a new hotel planned on the
west side of Figueroca. Additional access to the station is
through the World Trade Cenéer building by elevator or
stairs.

Pershing Square (Figure II-22H). This one-level single-

guideway station is located on the northern edge of Pershing
Square above the parking garage entrance. The fare gate area
will be located on the ground and protected by fencing.
Access to the platform will be by means of escalators énd
elevator.

Library Station (Figure 1I-22I). This station is located on
the northbound one-way segment and is to be integrated with

the new Wells-Fargo Bank building. It is a side-platform
aerial station with a mezzanine. The Station is accessible
from the bank building, from the sidewalk along 5th Street,
and from the upper level at Hope Street. A future pedway

connection is planned across 5th Street to the Library.

Sth and Figuerca (Fiqure II-22J). This station is a center-

' platform type to facilitate easy transfer across the plat-

form for patrons wishing to travel on the leg of the loop
operating in the opposite direction. Primary access to the
station will be near Figuerca. Pedway connections could be
made across 5th Street to the Union Bank building and to
potential development at 5th and Figuerca. An alternative

location in the center of Figuerca is shown in Figure II-2271.



I1-21

FIGURE II-22A:
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FIGURE II-22B:

FEDERAL BUILDING STATION
SITE PLAN
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FIGURE

I1-22C:

LITTLE TOKYO STATION’
SITE PLAN
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FIGURE II-22D:

CIVIC CENTER STATION
SITE PLAN
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FIGURE II-22E:

HILL ST. STATION
SITE PLAN
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FIGURE II-22F:

BUNKER HILL STATION
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FIGURE II-22G:

: WORLD TRADE CENTER STATION
. SITE PLAN
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FIGURE II-22H:

PERSHING SQUARE STATION
SITE PLAN
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FIGURE II-22I:

LIBRARY STATION
SITE PLAN
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FIGURE II-22J:

5th AND FIGUEROA STATION
SITE PLAN
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FIGURE II-22J1:

5th AND FIGUEROA STATION ALTERNATE 2A: CENTER LINE OF FIGUEROA ST.
MEZZANINE AND SITE PLAN

i
&
1
£
JONATHANK CLUS BLDG PRIVATE PARKING EXIST_PARKING LOY ‘:
_____________________________________________________ =
_ Pe] 0o ) P
basinnd — T~ - L FIGUEROA STREET
- ——— S — e ] I N
= ~ >
~_ N
~ AN
N N £ N AN
O @ © @ N Vo
v AN
=2 Fs N
—7 — A
S| \ ‘\
FUTURE ESCALATORE DOWN TO
3:::::'IC RICHFIELD PLAZA \
'—'D——_D'"U_—_D_“D_"q 5 [t 5 A 5 A 66 S 6 S 0 o l \|
. | P !
ARCO TOWER 30UTH I SANK OF AMERICA i ARCO TOWER NORTH i
d b o ' L
MEZZANINE & SITE PLAN i : i L
i ! ) -
O O m (-
+ 1 1
1 1 1 i |
PLATFORM LEVEL PLAN T (L ——T ]
SOUTH BOUND PLATFORM E
NORTH BOUND PLATFORM E
I I—‘ L] F-3 50"
CONTRACTOR /AGENCY: ==~ . .
o =~ DMJWM] L os Angeles Downtown People Mover Project SUBJECT To CHANGE IN FINAL DESIGN
d B e COMMUNITY REDEVELOPMENT AGENCY OF THE CITY OF LOS ANGELES




I1-32

7th and Figueroa (Figure II-22K). This station is located

adjacent to a new mixed-use development planned for the
southwest corner of this intersection. Access will be in-
tegrated with the building design as well as future pedway
extensions toward Barker Brothers and the Broadway Plaza.
The station will be a side-platform, double-guideway type
with mezzanine. An alternative location in the center of

Figueroa is shown in Figure II-22Xl1.

9th and Figueroca (Figure II-22L). The station will be loca-

ted partially over the sidewalk and partially over an exist-
ing parking lot. A portion of private property will be
acquired for vertical circulation and access. The station is
designed to provide a connection at the mezzanine level to a
future pedway into the planned South Park housing development.
An alternative location in the center of Figuerca is shown in
Figure II-22Ll.

Convention Center (Figure II-22M). This is a center-platform

station located in front of the Convention Center. There
will be a mezzanine with pedway connections to a parking
structure on the east side of Figueroca. Future pedway
connections directly to the Convention Center are also
possible. The tracks immedjately north of the station will
be arranged in a crossover pattern (similar to the arrange-
ment south of the Union Station intercept) to allow flexible
operation. Dus patrons disembarking at curbside on Figueroca ét£;;£ will
" have access to the DPM either at tne base of the station or by means of
the gedway on the east.siae of Figueroca. A pedway connection will be
proviaeu to the parking structure located on the east side of Figueroa.

e
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FIGURE II-22X1l:

7th AND FIGUEROA STATION ALTERNATE: CENTER LINE OF FIGUEROA ST.
SITE PLAN
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FIGURE II-22L:

9th ST. STATION
SITE PLAN
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FIGURE II-22L1:

9th ST. STATION ALTERNATE: CENTER LINE OF FIGUEROA ST.
SITE PLAN

it STREET

8 4

%

s

H
]
2
H

EIGHTH PLACE

" R
J
EDGE OF MEZZANINE VE [
~~~~~~~

X 5T FIGUEROA STREET
_ CEDGE OF GUIDEWAY ABOVE
_________________________

. o ,
]
CONTRACTOR/AGENCY: z==— m.M L A | D t P | M Proi t
_= 0S8 Angeles Downtown People Mover Projec
o o COMMUNITY REDEVELOPMENT AGENCY OF THE CITY OF LOS ANGELES' SUBJECT TO CHANGE IN FINAL DESIGN




IT-37

FIGURE II-22M:

CONVENTION CENTER PLATFORM AND MEZZANINE LEVEL PLAN
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FIGURE II-22N:

TYPICAL AERIAL STATION
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II1-230 GUIDFEWAY

Guideway designs considered for the DPM system may be catego-
rized by the manner in which they support the vehicle. For
-%the DPM system these guideway options are: bottom-supported
roadway, bottom-supported monorail beam, and top-supported
monorail beam. Of the candidate systems which are presently
available, only one uses a top-supported monorail beam.

This system does not meet the study criterior of being current-
ly in revenue service and the design presents further
difficulties for emergency evacuation. For these reasons,
the bottom-supported rdadway and bottom-supported monorail
beam are the most likely candidates for use in the lLos
Angeles DPM system. Figures II-23A-C show typical guideway
cross sections for single-and double-lane bottom-supported
roadway configurations. The dimensions shown are approxi-
mate and may vary, depending upon vehicle systems and the
length of the span between columns. Figure II-23D shows a
typical guideway cross section for a monorail beam.

If a roadway surface guideway is used, both sidewall and
center guidance systems are possible. Figure II-23B shows

a typical arrangement for a system using center guidance and
Figures ¥I-23 A and C show a typical sidewall quidance arrangement.

On a monorail beam system, guidance is achieved by the vehicle
straddling the beam, with guide wheels bearing against the
sides of the beam.

The shape and finish of the guideway exterior can be varied

to some extent, within the limits of basic wehicle operating
requirements, to provide improvements in aesthetic appearance
over a basic structural design which may appear bulky. Guide-
way shapes which are quite large can have their visual
appearance enhanced by emphasizing the linear quality of the

guideway. This can be done in several ways:

II-39

o Paying careful attention to structural requirements to produce
a design which is not larger than necessary. o

o Breaking large surfaces into a number of smaller ones.
Providing accent to structural lines which parallel the length of
the guideway by means of optical devices such as color.

Concrete is the preferreé material for the DPM guideway and colums
because of its cost advantage over steel. (A typical steel guideway
section is shown in Figure II-23E) Either prestressed or post-tensioned
concrete sections will be used. A steel structure with a concrete
running surface has same econamic advantages over all concrete, espec-
ially for long, straight, and curved spans. However, the use of steel
generally requires additional visual treatment that increses cost. For
a monorail beam guideway, a basic-box, cross section is normally used
and can be made fram either concrete or steel.

The length of spans between colums will be determined in final design
but will generally vary between 70 and 100 feet. Same street crossings
will have spans on the order of 120 feet to minimize traffic disruption.
1ocal building code seismic design requirements may result in a-colum
cross section that could be quite heavy in appearance. Consequently,
same form of optical refinement must be used to awoid a colum design
which would look like those used to support freeway structures. Various
colum shapes can be used, as illustrated in the figures. These shapes
can vary from a simple cylinder and rectangular cross section to more
camplex geametric shapes, including coupled colums.
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The use of longer spans reduces the number of columns re-
quired which results in columns of larger size. While fewer
columns lessen visual impact, the increased size of the column
requires the taking of a wider space at the sidewalk level,
Conversely, increasing the number of columns to achieve a
lighter cross section and more graceful slenderness ratio
increases both the foundation and column costs and also

tends to produce a "picket fence" appearance. The structural
cross section of the column can be arranged so that the col-
umn would be narrower in one dimension to take less sidewalk
width. With this approach, a reduction in width can be
achieved by dividing -the width into two coupled columns.

Column sizes can vary. For square columns they may vary from
3 feet 3 inches to 4 feet 6 inches on a side. For coupled
rectangular columns size may vary from 3 feet by 7 feet 6
inches to 3 feet 9 inches by 9 feet. Larger-sized columns
would be used where either the guideway is offset to one

side or where very long spans would be required.

An item of major importance in the design of the guideway
structure is the juncture of the top of the column with the
vehicle guideway. A careful marriage of form is required in
order to enhance the linear quality of the guideway. In the
final design of the guideway structure, corresponding with a
selected vehicle system, sensitive design detailing of the
column capital will be used to achieve the most beneficial
optical effect possible.
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FIGUPE II-23A » . : FIGURE II-23B
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F¥EURE II-23C

FIGURE II-23D
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FIGURE II-23E

II-240 MAINTENANCE AND STORAGE FACILITIES

—

Maintenance activities for the DPM include both periodic and
unscheduled servicing of vehicles and equipment. A mainten-
ance and storage facility is proposed to be located in the
vicinity of the Union Station intercept station. A general
site plan of the maintenance and intércept facilities at
Union Station is shown in Figure II-24A. This area, compris-
ing approximately 0.35 acre, is adequéte for maintenance of
the vehicle fleet currently projected for 1990, with room for

expansion, if necessary.

The maintenance and storage facility would consist of a
maintenance shop building, vehicle storage tracks (approxi-
mately 1300 feet in length), yard tracks, car washer, dis-
patch area, access roads, and miscellaneous yard facilities.
The general layout of the maintenance facility is shown in
Figure II-24B.

Daily inspection and interior cleaning of>vehicles would be
performed in the storage area and paved aisles would be

provided along both sides of the storage tracks to facili-
tate these activities. Exterior car washing would be per-
formed in a car wash facility adjacent to the storage area.
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FIGURE II-24B:

' TRAIN MAINTENANCE
BUILDING PLAN
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II-250 VEHICLE DESCRIPTION

Los Angeles Downtown People Mover vehicles will operate
during peak periods as trains, capable of carrying approxi-
mately 50 seated passengers and up to 120 standees. Trains
will be approximately 100 to 120 feet in length and, depend-
ing upon the manufacturer selected, may consist of as few as
two or as many as six vehicles during the peak periods of
operation.

" There is a wide range of currently available vehicle sizes.
People Mover vehicles are as leng as 39 feet and as short as
13 feet. The smaller vehicles requiring longer consists to provide
the same line capacity. Those most suiiable for use in Los
Angeles range from 24 éo 39 feet long. Vehicles range in height
from 8 feet 3 inches to 1l feet 3 inches and in width from
6-1/2 feet to just over 9 feet.

A majority of the candidate Los Angeles DPM vehicles are
supported by rubber tires on concrete guideways, such as the
vehicles pictured in Figures II-25A & B, Another system features

a vehicle suspended on an air cushion and uses a linear-induc-
tion motor (Figure II-25C); still another vehicle operates on a mono-
rail guideway beam (Figure II-25D). Figures on following page
are placed counterclockwise starting with A in upper left

hand corner.

All of the vehicle systems being considered are electrically
powered. Regenerative braking can be used as an energy con-
servation measure, which means that some portion of the
energy generated by the vehicle braking system will be re=
tained. Loading and unloading will be accomplished through
doors located on either side of the wehicle. " The doors ad-
jacent to the platform will be autamatically opened and
operation will be synchronized with platform door opening.

The vehicle will have a bright, highly visible interior to
assure the security of both passengers and equipment. The
interior of the vehicle will be designed to provide a comfort-
able ride, while minimizing the effects of both normal wear and tear and
vandalism.

Each vehicle will be equipped with a public-address system
and a two-way intercommunications system. The public-address
system will allow general announcements to the passengers,
including identification of stations.and instructions during

an emergency. The intercom system will allow the individual
passenger to communicate with the control center if necessary.

Special consideration has been and will be given to the needs
of the elderly and the handicapped in the design of vehicles
and stations. The floor of the vehicle will be at the same
height as the station platform. Each car will be equipped
with -accommodations for wheelchairs.
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II-260 RELATED FACIVLITIES

I1-261 Power Supply System

| The Los Angeles Downtown People Mover will receive power from
the Los Angeles Department of Water and Power.  Power wilil be
distributed to the secondary substations, located in the
passenger stations. Here, the power will be transformed to
the required service levels and fed to the station service
panels and to the guideway power rails.

Power transformers and distribution equipment will be housed
in special vaults, located in the passenger stations. This
equipment will control the 480,volt,3 phase traction

power and the }20-volt single-phase power used for equip-
ment and lighting.

The power distribution system will be designed such that the
secondary substations can be fed from either of two sources.
This provides required safety of redundancy in the event of

failure of one of the sources.

The power distribution system will be monitored and con-
trolled from the control center. Special safety switches
will be located along the system to allow removal of power

along the guideway in an emergency.

II-262 Other Utilities

The two intercept stations, at the Convention Center and at
Union Station, will have rest rooms and drinking fountains.

Water service will, therefore, be required at these stations,
as well as a minimal amount of gas service for water heaters.
The remaining stations will require water only at the janitor

closets for station maintenance.

The maintenance facilities will require both gas and water
service for rest rooms, locker rooms, water fountains,
vehicle wash facilities, and water and environmental heating.

II-263 Operations Control Center

Management and supervision of the Los Angeles DPM will be
accomplished from an operations control center located at the
Union Station intercept. Display and control equipment will
enable operating personnel to monitor and control the opera-
tion of system equipment. In addition, closed circuit tele-
vision monitors will allow visual observation of station

platform and mezzanine areas.

Operation of the trains will be fuliy automatic. Equipment
incorporating fail-safe mechanisms will assure operation of
the trains within safe limits, maintaining proper speeds and
train separation, as well as safe switch and interlocked door
operation. The system will be continuously supervised by

control personnel.

Assistance to passengers in the use of the system will come
primarily from the control center. Using closed circuit
television, the public address,.and passenger intercom
systems, operations. personnel will be able to meet the needs

of most of the people requesting assistance.

The control center will be the focal point for all responses
to emergency conditions. Fire, police, ambulance, or main-

. tenance personnel, as appropriate, will be contacted by

operating personnel in response to alarms and communications
located in the control center. Radio, public address, closed
circuit television, and intercoms will be used as required,
to coordinate evacuation and to reassure patrons.
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II-264 Fare Collection System

Riders will be able to enter the DPM system by using exact
change or tokens for single rides, by using a free transfer
from an SCRTD or other public bus (subject to agreement with
the bus operating agencies), or by using a pass. Passes will
be valid for an unlimited number of rides during a stated
period (typically one month). Both tokens and passes will be
available at numerous outlets and the intercept parking areas.
Reduced fare passes or tokens will be available at these out-
lets for the elderly and handicapped.

Access to the station paid area will be through standard fare
gates capable of accepting exact change, tokens, passes, oOr

transfers. Swing gates will be provided for the handicapped.

II-300 OPERATION OF THE SYSTEM

II-310 SERVICE

A DPM operating plan has been prepared based on 13990 patron-
age estimates and a baseline system which has a capacity of
42 passengers per vehicle. This operating plan is shown on
Table II-31A. Table II-31B shows typical travel times be-
tween DPM staticons. A trip from Union Station to Convention
Center would require about 15 minutes. Average station dwell
times would be about 25 seconds.

II-320 PATRONAGE

An estimated 72,400 trips would be made on the DPM during an
average workday in 1990.

DPM trips can be divided into two major categories:

o Distribution trips are trips which have one end in the

downtown, either an origin or destination; for example,
a peak-hour trip from office to home.

o Circulation trips are trips which begin and end in the

downtown; for example, a noon-hour trip from office to

restaurant.

Table II-32A shows the split of daily trips among regional
bus transfers, auto transfers, and circulation trips through-
out the operating day.

Figure II-32A shows the estimated DPM ridership by hour of
the day and by major category. Two prominent peaks are ex-
pected in the morning and early evening, reflecting rush hour
demand. Another modest peak occurs during the midday period,
when circulation trips reach their maximum.

Demand for the DPM is expected to be greatest during the
afternoon peak hour (4:30 - 5:30 p.m.) with a total of 9,221
trips.

Figure II-32B shows estimated station volumes and link vol-
umes for the afternoon peak hour. Station volumes refer to
total ONS and OFFS in both the northbound and southbound
directions. The four stations with the heaviest peak-hour
usage would be Union Station, Convention Center, Civic
Center, and 7th and Figueroca Streets.

Link volumes represent the total number of passengers riding
the DPM between adjacent stations. The maximum one-way link
volume would occur between Pershing Square and Hill Street
(3509 passengers/hour).
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TABLE II-31B

APPROXIMATE STATION-TO-STATION RUN TIMES

Station
Union Station
Federal Building
Little Tokyo
Civic Center
Hill Street
Bunker Hill
World Trade Center
Sth & Figueroa
7th & Figueroca
9th & Figueroa

Convention Center

{in minutes) -~
Southbound Northbound
1.0 1.4
0.6 0.6
0.8 0.8
0.9 0.9
0.6 0.8
Pershing Square
0.8 0.7 -
Library
1.0 0.7
0.9 0.8
1.0 1.0
1.1 1.0

TOTAL ROUND-TRIP TIME about 27 minutes

AVERAGE STATION DWELL TIME

= 25 seconds
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DAILY DPM RIDERSHIP,

1990

Distribution Trips
Trips to/from transit stops
Trips to/from parking lots

Circulation Trips

TOTAL DPM RIDERSHIP

TABLE II-32A

34,159
12,529

25,720

72,408

Distribution Trips

Circulation Trips

AFTERNOON PEAK-HOUR RIDERSHIP, 1990
Trips to/from transit stops 5,062
Trips to/from parking lots 2,382
1,777
TOTAL PEAK-HOUR RIDERSHIP 9,221

FIGURE II-32A:

ESTIMATED DPM RIDERSHIP BY
HOUR OF THE DAY, 1990
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II-330 ASSOCIATED TRANSPORTATION IMPROVEMENTS

Proposed improvements that would be constructed in conjunc-
tion with the DPM include:

© A 2,000-car parking garage and bus locading/unloading
facility as part of an auto/bus intercept near Union

Station.

o A 1,750-car parking garage and bus loading/unlocading
areas as part of an auto/bus intercept near the Con-

vention Center.

o Ramp modifications and a new off-ramp from eastbound

Santa Monica Freeway to the auto/bus intercept.

The proposed improvements provide buses and

carpools with improved accessibility to the CBD and re-
duce congestion on CBD streets and approaching freeways.
The improvements would be constructed in conjunction with
construction of the Los Angeles Downtown People Mover.

II-331 Proposed Improvements at Union Station

Assuming that the San Bernardino Busway will. be extended to
Alameda Street, the Caltrans design will accommodate connec—
~ tions with the Union Station bus/auto intercept proposed as
part of the people mover project. This intercept would be
located adjacent to and north of the Busway/Santa Ana Freeway
and adjacent to and east of the Union Station platform area.
It would be bounded on the north by Macy Street and on the
east by Vignes Street. The intercept facility would consist
of a six-level structure. It would include 2,000 parking
spaces; people mover ‘station; bus loading/unloading platforms;
Amtrak ticketing/baggage facilities; intercity, tour, and
airport bus facilities; and limited retail facilities.

The connection of the intercept to the Busway is designed to
provide direct and congestion-free access to the carpool park-
ing and bus/loading/unloading areas, therby minimizing delay
for buses and carpools. 1Inbound traffic from the Busway

would be able to continue to Alameda Street or turn into the
interc:pt. Buses and carpools have separate access to the
building. Outbound traffic from the intercept would merge
with other outbound traffic entering the Busway at Aliso
Street and Alameda Street.

II-332 Proposed Improvements at the Convention Center

The Convention Center Station would be located on City prop-

erty in front of the Convention Center along Figueroca Street.
Carpool and auto parking would be provided for 1,750 vehicles
on a parcel which is now private property on the east side of
Figueroa Street, betﬁeen Pico Boulevard and Twelfth Street.

Additional improvements call for reconstructing the ramp
connections from the Santa Monica Freeway to the northbound
Harbor Freeway and to Pico Boulevard. A new ramp would be
constructed from the existing eastbound Santa Monica Freeway
to the northbound Harbor Freeway to Pico Boulevard off-ramp.
This ramp would enable direct access to the Convention Center

area for eastbound Santa Monica traffic. A new ramp would

be constructed from the westbound Santa Monica Freeway;

it would bridge over the exit ramps to Pico Boulevard and
join the northbound Harbor Freeway. These ramp modifications
will not eliminate or significantly change existing traffic
patterns. For the most part, the construction will require
acquisition of very little right-of-way. The surrounding

area is residential. ©No relocation would be involved.



II-340 INTERFACE WITH OTHER MODES

To achieve a well-integrated circulation/distribution system
for downtown Los Angeles, a number of decisions and coopera-
tive agreements will be required of participating agencies,

including CRA, SCRTD, and Caltrans.
been made to this end, in terms of integrating plans for the

Progress has already

El Monte Busway extension with plans for the Union Station
bus/DPM terminal, as well as providing for direct passenger
transfer to or from a future rapid rail starter line. Similar
progress has been made in terms of anticipating the types of
logical service changes that would be required. Continued
efforts will be required in planning the location and fre-

quency. of downtown bus service.
CRA, Caltrans, and the SCRTD have developed plans for co-
ordinating DPM, bus, and rail service under three alternative

1990 scenarios:

o0 Transportation Systems Management (TSM) consists of an

11% increase in local bus frequency, together with a 30%
increase in express bus frequency.

o Freeway Transit assumes implementation of the Caltrans

freeway transit program. Five-minute, peak-hour headways
would be provided on each of ten different freeway routes.
Local bus frequencies would be the same as in the TSM
case.

o Starter Line includes the Wilshire/La Brea alignment of
the rapid transit starter line, and the freeway
transit program, with the exception of the Hollywood bus-
way. Local and express bus frequencies would be reduced.

The DPM system will connect other modes of transit for each
of the three scenarios in one of two ways. First, some bus
routes woulda be "intercepted" at the Convention Center and

Unjon Station. (Illustrations of proposed intercept facilities

II-53

are shown in Figures II-34A thru II-34D.) The alternative is
a bus that continues on downtown after stopping at the DPM
Station. These buses that stop near DPM stations are des-

ignated as interface buses.

An example of an intercepted bus would be an inbound E1 Monte
freeway flyer that would terminate its route at the Union
Station Bus/DPM -terminal. This is in contrast to an interface
bus that would continue on downtown after stopping at Union
Station. Similarly, an outbound freeway bus which begins its

route at Union Station can also be called "intercepted.®

In both the freeway transit and starter line cases, a total
of 42 outbound buses per hour would be intercepted in the
peak hour. 1In the TSM case, 43 buses per hour would be in-
tercepted. 1In each of these cases, the primary source of
intercepted buses would be the corridors served by the Harbor,
Santa Monica, and San Bernardino Freeways. In terms of inter-
face, between 69 percent and 73 percent of all regional buses
would have a DPM transfer capability to at least cne of four
major DPM stations: Union Station, Civic Center, 7th and
Figueroa, and the Convention Center. All appreoach corridors
except that served by the Santa Ana Freeway will interface
heavily with the DPM. A total of from 459 to 586 buses per

peak hour would thus have a transfer capability to the DPM.

In the freeway transit case, although there would be consider-
ably more express bus service, new freeway transit routes
operate on a "through routing" basis, and therefore the level
of intercept is not increased. Both the starter line and
Freeway Transit programs, however, would increase the level

of transit "interface" with the DPM.
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FIGURE II-34A:
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FIGURE II-34B:

UNION STATION INTERCEPT
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FIGURE II-34C:
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FIGURE II-34D:
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Downtown rapid transit stations located at 7th and Flower,
5th and Broadway, lst and Broadway, and Union Station would
allow transfer to the DPM. Headways are expécted to be four

minutes in the peak hour and six minutes during the noon hour.

Interface with the minibus system is also made possible under
an alternative 1990 routing which would provide DPM transfer

capability at Union Station, Little Tokyo, and the Convention
Center.

Interface of the DPM . system with the automobile is possible
at the intercept facilities located at both Union Station and
the Convention Center. At Union Station a total of 2,000
auto parking spaces will be provided, of which 750 will be
allocated to carpools. At the Convention Center, 1,750 park-
ing spaces will be provided, of which 750. will be reserved for

carpools.

The DPM station at Union.Station also provides for a connec-
tion to Amtrak intercity rail service. Currently, Amtrak
operates six round-trip trains to San Diego per day, one out-
bound and one inbound to Chicago, the same to Seattle, and a
three-times weekly train to New Orleans.

II-350 PROVISIONS FOR ELDERLY AND HANDICAPPED

DPM policies and concepts have been developed to ensure that
the DPM vehicles and facilities will be fully accessible to
elderly and handicapped persons. These policies and concepts
are in compliance with American National Standards Institute
standards and Section 504 of the Rehabilitation Act of 1973.
During final system design, these policies and concepts will
be fully implemented.

Stations and intercept facilities, as well as DPM vehicles,
will be clean, attractive, and well-lighted, and will be

planned so that, as much as possible, elderly.and physically

handicapped patrons can move unassisted through them with a
minimum of crowding and a maximum of safety. Stations, inter-
cept facilities, operations control center, and yard and shop
areas will also be planned to enable physically handicapped
persons full access to working areas so they may be given
nondiscriminatory consideration for employment. DPM facili-
ties will incorporate suitable signing and use of color, sound
and light to enable elderly and physically handicapped patrons
to know where they are - and where they are going. A public add-
ress system will function in the stations and on the trains.
Graphics will be bilingual ({(English and Spanish) and will be in

braille. International symbols will be used wherever appropriate.

Preferential parking spaces will be provided to handicapped
patrons at the intercepts. Where provided, public rest rocoms,
drinking fountains, and telephcnes will be accessible to phy-
sically disabled people. ’

At the stations, elevators will be provided for the physically
handicapped. Special fare gates will be provided. Platform
screens will be used to prevent guideway access unless a
vehicle is present. Emergency and assistance phones will be
available to patrons, as well as a public address system for
announcements. There will be closed circuit television moni-
toring platform areas and mezzanines.

In the vehicles, a specific area will be set aside for indivi-
duals in wheelchairs. The height of the vehicle floor and the
station platform will be the same, with a horizontal gap not

to exceed 1.5 inches. There will be an intercom in each vehi-

cle and a public address system for announcements.

In both the operations control center and the yards and shops,
complete access wWill be provided to the physically handicapped
employees, including office areas, rest rooms, drinking

fountains and telephones.



II-360 SAFETY AND SECURITY

Both the general public and the federal and local transporta-
tion regulatory bodies require levels of safety and security
in new transportation systems which are sufficiently high as
to permit virtually no incidents. The following is a summary

of these requirements and considerations.

II-361 Safety

The DPM system will be designed and operated in such a way as
to equal or exceed the safety of currently operating systems
in the United States, using existing and currently acceptable
practices and procedures. Safety system design will be
achieved by eliminating all single points of potential hazard
and controlling combinations of events which could result in

injuries, fatalities, major system damage, or system loss.

A prinary criterion in designing “he DPM safely system is
to anticipate every possibility of failure of a system
element or combination of elements or events that could
result in injuries, fatalities, or system damage. System

dynamic elements will be designed to fail in a safe manner.

The supplier selected to implement the system will be required
to develop a safety program which addresses safety, fire pro-
tection, security, and human factors. This program will:

(1) establish appropriate goals and criteria and implement them
early in the design phase; (2) continually review the design
against the goals and criteria; (3) identify and assess hazards
early in the design phase; (4) take appropriate action to
eliminate or minimize these hazards; and (5) verify the systems
to be safe before opening for service. All of these aspects
will be addressed and documented in a Systems Safety Program
Pian, which will describe all safety activity”-of both a

_technical and management nature.
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In terms of fire protection, the DPM system will be designed
and implemented so as to achieve a level of protection at
least eguivalent to that which is currently being provided
through the local building code. Requirements will include:
noncombustible station designs fire and smoke retardant ve-

hicle interiors emergency exits- emergency alarm systems.

II1-362 Security
A Patron Personal Security plan has been developed in conjunc-
tion with the Los Angeles Police department. Personal Securi-

ty will involve the use of closed circuit television, securi-

'ty communication systems, public address systems, romote as-

sistance devices (such as warning lights), intrusion detectian
alarms, and special assistance techniques for handicapped pa-
trons. Some or all of these techniques. and methods will be

employed throughout the system to maintain security for both
patrons and DPM personnel. Although the operating vehicles

and stations are unattended, the system will have highly vi-
sible and well lighted areas and vehicles, together with re-
mote visual and audio monitoring, and roving patrols to main-

tain security.

II-370 OPERATING EMPLOYEES

The DPM system would employ a staff of about 80 people distri-
buted among three shifts. Operation of the system would re-
quire 1l managers/administrators, 25 operations personnel and

44 maintenance personnel.

II-380 PROJECTED ENERGY REQUIREMENTS

The DPM system will consume operating energy in terms of both
traction power and power to operate various subsystems.
Traction power’ required by the DPM system is based on an
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assumed unit consumption of 4.6 kwh/vehicle mile. This

figure represents current operational experience. Table II-
38A shows total 1990 annual DPM system power consumption, in-
clusive of traction, escalators, lighting, control and yard
operations, and maintenance. This table reveals that in 1990,
the DPM system as a whole will consume some 20.7 million kilo-
watt hours of electrical, energy. A similar estimate for 1983
(initial system revenue operation) would be approximately

19.7 million kwh,

TABLE II-38A
1990 ANNUAL DPM POWER CONSUMPTION

(in kwh)

" Traction Power(l) 12,249,600
Escalators(z) 2,811,800
Station Lighting ‘) 1,483,500
Maintenance Buildinq(4) 525,600
Control Center(s) 91,800
Miscellaneous ‘°! 14,300
SUBTOTAL 17,176,600
10% Contingency _1.717,600

TOTAL +18,894,200

(1)

Based on vehicle consumption rate of 4.6 kwh/vehicle mile.
Inc.udes 8% line losses.

(Z)Based on 58 escalators, operating at a rate of 7.5 kwh/

hour.

(3)

Based on power consumption ranging from 5-11 kwh/hour for
a total of 13 statioms

(4)Based on a consumption rate of 60 kwh/hour.

(S)Based on a consumption rate of 12 kwh/hour.

(S)Includes subway ventilation requirements.



II-390 PROJECTED OPERATING COSTS

Table II-39A presents operating costs for initial system opera-

tion and 1990. These projected costs are based on the refer-

ence system design and the operating plan of Section II-300.

Table 1I-39B lists proposed sources of operating funds.

Cost Elements:
Labor (including overhead)
Power
Materials & spare parts
Contract services
Liability fund
Intercepts
TOTAL

TABLE II-39A

ESTIMATED OPERATING COSTS

TAI1 costs in 1978 dollars)

West Side of Figueroa

Center of Figueroa

Street Alignment

Street Alignment

1983 1990 1983 1990

$2,626,000 $2,626,000 $2,626,000 $2,626,000
529,000 568,000 524,000 563,000
253,000 272,000 251,000 269,000
323,000 323,000 323,000 323,000
226.000 254,000 226,000 254,000
600,000 600,000 600,000 600,000

$4,557,000 $4,643,000 $4,550,000 $4,635,000
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TABLE I1I-39B
PROPOSED SOURCES OF OPERATING FUNDS*

1983 1990
(millions of 1978 dollars)

DPM Passenger Revenue 2.2 2.3

(10 cents éverage fare 1976 dollars)

Private Sector Contributions 1.4 1.4

Ads and rental

Station retail leases

Joint development leases
Maintenance and security fees
Retail override assessments

Parking Revenues 1.0 1.0

TOTAL OPERATING FUNDS 4.6 4.7

*Information in this table applies to both the west side of Figueroa
Street alignment and the center of Figueroa Street alignment.
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II-400 CONSTRUCTION

II-410 DESIGN AND CONSTRUCTION SCHEDULE

It is estimated that a 39-month time period would be required
to complete design, construction,and testing of the DPM

system and all of its major components. An estimated

schedule has been prepared of events which would take place
during this time period. Figure II-41lA represents a reasonable
estimate of task duration and sequencing, based on current
information. The duration indicated for each task represents
the total time required to complete that phase of construction
activity. The time-at any one lgéétion will: be consider--
ably shorter than the time indicated.

Construction of the DPM system is concerned with four major
areas: aerial guideway, cut and cover subterranean guideway/
station, aerial stations, and intercept/maintenance facili-
ties. Construction of the aerial guideway and aerial station
portions of the system will constitute the major construction
effort. 1In order to complete construction of the aerial
guideway within a 39-month schedule, it will be necessary for
work to begin in a number of locations at the same time.

This means that a number of locations along the route will be
in various stages of completion at the same time, as the
"wave" moves along the route. This approach to construction
scheduling is designed _ to minimize construction related
disruption. Table II-41A shows a typical construction cycle

for a section.

Construction of the aerial stations will require the same
type'of construction activities as for construction of the
aerial guideway. 1In station locations, construction of both
the stations and guideway sections will occur at the same
time, to minimize the disruption and increase efficiency of
the construction process. Aerial stations will regquire addi-

tional interior equipment finishing work that the aerial

guideway will not require. Most of this work will take place
after the station structure has been completed and therefore
will produce minimal disruption to businesses or surface
traffic.

For the cut-and -cover guideway and station in Bunker Hill,

the work differs from other areas in that the degree of exca-
vation and heavy eqguipment employed will be much greater.
These areas are currently undeveloped and.therefore,construc-
tion disruption will be minimal. The site of the maintenance
facility will be cleared early in the overall construction
process to provide for storage and security of construction
equipment. The maintenance facility itself will be partially
completed before the arrival of the vehicles, in order to
conduct tests and check-out there and to provide storage space.
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FIGURE II-41A:

ESTIMATED DPM DESIGN AND CONSTRUCTION SCHEDULE

MONTHS 1 2 3 4 56 7 8 9 10 1112 13 14 1516 17 18 19 20 21 22 2324 25 26 27 28 2930 31 32 33 34 35 36 37 38 39

Utility Work | —
Street Excavation \

Drill Caissons or Piles |

Pour Footings

Install Columns

Temporary Street Paving

Guideway Construction

Station Construction

Pour Running Surface

Install Guidance

Install Electrification
Install Control and Communication

Street Restoration
System Testing

Finish Work and Clean Up




TABLE II-41A
TYPICAL CONSTRUCTION SEQUENCE AND DURATION (two variations)

PHASE 1 - FOUNDATIONS ’
Construction Steps (west side Figueroca alignment)

Time .

1. Restripe street
2. Close curb lane
3. Excavate footings
4. Drill piles & pour footing 2 weeks
5. Temporary cover excavation

2 weeks

Construction Steps (center Figueroa variation)

1. Close curb lane . :
2, Cut sidewalk and install new curbing 2-4 weeks
3. Breakout o0ld curb and install new base

4. Restripe street

5. Close centerlanes 2 weeks

6. Excavate- footings .

7. Drill piles, pour footings, and install 2 weeks
temporary covers

8. Complete center median curbing 2 weeks

(2-4 week gap)

PHASE 2 - GUIDEWAY SUPPORTS
Construction Steps (either variation)

- 1. Set Steel ; 1 week
2. Construct forms and pour 2 weeks
3. strip forms . -

4. Restore sidewalk . . 2 weeks

(2-4 week gap)

PHASE 3 -~ GUIDEWAY 1 wgck
Street and Sidewdl): Disruption

Phase 1 kpproximately 10-15 feet from curb and
curb access restricted during entire
, phase, at @ach column site. Temporary
sidewalk disruption and detour.

Phase 2 Lane 1 and curb access restricted
during entire.phase. (Significantly
reduced, if precast).

Phase 3 Complete sidewalk closure during
. quideway erection and complete or
* partial street closure, depending

upon particular street involved.

TOTAL PERIOD (westside Figueroca alignment): 14-18 weeks
TOTAL PERIOD.(center Figueroa variation): 18-24 weeks
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I1-420 GENERAL CONSTRUCTION METHODS

The following section describes typical construction practices
which would be used during the construction of the DPM system.
The section is divided according to the major sections dis-
cussed under Construction Schedule (Section II-410). The
source of this information is Task 3.29, Construction Process
Memorandum- Kaiser Engineers/DMJM, February 13, 1978.

II-42)1 DRerial Guideway

Surveying. Working intermittently throughout the construe¢tion
process, crews of surveyors locate and mark the locations of
foundations, support columns, and’ guideway sections.

Utility Work. At all sites where foundations will be located,
existing utilities must be located and possibly relocated.

Street Excavation. Concurrent with the utility work, nearby

areas will be excavated for column foundations. Street align-
ment modifications may also begin at this time.

Drill Caissons or Piles. Depending upon geology and other
subsurface conditions, individual site decisions will be made

to use either caissons or piles to support the column founda-
tions. Caissons are concrete columns of relatively large

' cross section that extend to bedrock or clay depth. Holes
for caissons are drilled with an auger, and a steel cylinder
is used to line the hole. After the hole is drilled it is
filled with concrete and the liner is removed. Reinforcing
rods and steel beams are used to secure the foundation.
Piles, on the other hand, are clusters of columns of smaller
cross section, made of concrete or steel, that extending to a
depth less than bedrock. The procedure for drilling piles is
the same as for caissons, except that a smaller diameter

auger is used.

Pour Footings. A concrete footing, or pile cap, is placed on
top of each foundation location. Attached to these footings
will be the guideway column supports.

Install Columns. Guideway support columns may be steel or

precast concrete, or they may be poured in-place. 1In addi-
tion to single columns, bents (two single columns joined by

a horizontal beam) will be required in selected locations.
Where columns are to be precast or steel, they are brbught to
the site by flatbed truck, lifted onto the foundation with
cranes, and bolted in place. "T" heads (wider section upon
which the guideway rests) are similarly bolted to the columns.
If columns are to be poured concrete, steel vertical reinforc-
ing rods will be attached to the “foundation. Wooden form
work will be constructed, and the concrete will be poured.

Temporary Street Restoration. As soon as the guideway

supports are in place, streets and sidewalks will be restored
with temporary vaving materials. Final restoration will take
place after all street-level construction activities are
completed.

Install Guideway Sections. Guideway sections may be precast

concrete, steel, or poured in-place concrete. Selection of
type will be dependent upon degree of fabrication difficulty,
ease of installation, and disruption. For both precast or
steel sections, it is assumed that installation will take
place during late night hours to minimize disruption. Where
precast or steel sections are used, they will be brought in

by flatbed truck, hoisted into place by cranes, and secured

to the T-heads. Where poure& in~place sections are required,
wooden forms are constructed, reinforcing rods installed, and
the concrete poured. . This method requires longer construction
times than either steel or precast sections and would produce
substantially more disruption.

—
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Pour Running Surface. Depending upon the DPM technology se-

lected, a running surface may be poured on top of the guide
way already installed.

Install Guidance. Vehicles running on the guideway will be

guided either from the center or the side of the gquideway.
Sections of guide beams, guide rails, or metal plates would
be brought in on flatbed trucks, hoisted up to the guideway
by cranes, aligned. and bolted down.

Install Power Rail. The power rail, which supplies motor

power to the vehicles, would be hoisted up to the guideway,
aligned, and bolted in place. The power rail would be con-
nected to electrical substations by means of cables.

Install Control and CommunicatiQn. The connections for train

control and communications are either mounted on brackets and
installed by the same process as the power rail are embedded
in the guideway concrete.

Street Restoration. After the guideway is in place and work

requiring surface street access has been completed, streets
and sidewalks can be permanently improved. New curbs, gut-
ters, sidewalks and permanent pouring will be installed.

Traffic and street lights can be moved or installed.

Finish Work and Cleanup. Various activities will complete

the guideway construction process, including landscaping,
guideway lighting, and other guideway finish work, as well as
general cleanup of the construction site.

II-422 Aerial Stations

Surveying. See Surveying, aerial guideway.

Utility Work. See Utility Work, aerial guideway.

Street Excavation. See Street Excavation, aerial guideway.

Drill Caisssons or Piles. See Drill Caissons or Piles, aerial

guidewiy.

Pour Footings. See Pour Footings, aerial guideway.

Install Columns. See Install Columns, aerial guideway.

Platform Installation. After the station supports have been

installed, precast concrete or steel plates will be hoisted up
and laid down to form the platform Jénd the joints between
sections, filled. If the station:platform is poured in place,
temporary shoring and forms will be put up, reinforcing added,
and the concrete poured.

. Install Stairs, Escalators, Elevators. Stairs either will be

precast concrete units or poured in place by the same process
as other concrete work. Escalators and elevators are

assembled, installed and tested on each site.

Interior and Equipment Finishing. Once the station structure

is completed, station systems are installed. These include
conduit and wiring for the electrical system, station lighting

" and communications, fare collection equipment, train control,

heating, ventilation, air conditioning, and plumbing.

Finish Work and Cleanup. After the station system connections

are in place, interior surfaces can be finished, including
panelling, painting, etc. The final process is to install all
station graphics, including maps and signs, and station equip-
ment, including change machines, turnstiles, water fountains,
light fixtures, etc. ’
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II~423 Cut-and—Cover Guideway and Station

Surveying. See Surveying, aerial guideway.

Utility Work. See Utility Work, aerial guideway.

Install Shoring. Before extensive excavation begins, the site

is enclosed by a temporary earth, support structure and braced
to withstand lateral pressure. The support structure is built
of either steel beams or steel sheets. The shoring consists
of horizontal or inclined steel beams that run from wall to

wall or from floor to wall.

Street Decking or Detour. Because the construction site for
the Bunker Hill station and guideway is expected to be vacant

at the time of construction, it may be possible to

detour traffic to one side during construction. If however,
street decking is required, it would be accomplished as
follows. Steel beams would be slung across the top of the re-
taining wall and a temporary street surface would be formed

from timber panels.
Excavating. The required volume of earth would be excavated
with cranes and digging equipment, and the excavated soil

would be removed by dump truck.

Pour Floor, Walls, Roof. A process is used similar to that

used for other concrete work. Wooden forms and reinforcing
bars are installed, and concrete is poured and then cured.

Install Ventilation System. Vertical shafts will be con-

structed at both ends of the station, lined with concrete, and
used as air vents with fans installed.

Waterproofing. The outside of the tunnel or station is water-
proofed with tarlike material.

Install Guidance, Power Rail, Etc. See Install Guidance,

Install Power Rail, and Install Control and Communication,

aerial guideway.

Install Elevators and Escalators. See Install stairs escala-

tors and_ elevators, aerial station.

Interior Work. See Interior and Equipment Finishing and

Finish Work and Cleanup, aerial stations.

Backfill, Replace Utilities. After the tunnel is waterproofed

and while guideway and station finish work is going on, back-
£illing is carried on. The space between the walls and the
inside of the trench is filled with compacted soil and gravel.

Utilities would also be relocated to their new positions.

Remove Deck, Detour. When backfilling reaches street level,

the temporary decking (if used) would be removed. After the
decking is removed, the street surface would be restored to

- its former use.

II-424 Maintenance/Storage Facility, Intercepts

Construction activities required for the maintenance facility,
as well as the intercepts, include the general tasks of site
clearance, grading, general structure work, and interior
finishing. ©No unusual construction practices would be re-
quired. What does distinguish the maintenance facility from
other aspects of system construction would be the installation
of storage guideway and system repair facilities. Also to

be constructed at the intercepts would be access ramps, park-
ing facilities,and control devices for both automobiles and
buses.

e —



II-430 ENERGY REQUIREMENTS FOR CONSTRUCTION

Table II-43 shows the estimated consumption of energy required
for the construction of the DPM system. The estimate is ex-
pressed in thermal units and is derived from information pre-
sented in a report prepared by the United States Congressional
Budget.Office. The unit energy consumption figures used, both
for guideway and vehicles, reflect fabrication, assembly,

transportation, and installation of these system components.
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TABLE II-43A
ESTIMATED ENERGY REQUIRED FOR CONSTRUCTION
OF THE DPM SYSTEM

~ GUIDEWAY

TOTAL ONE-WAY GUIDEWAY LENGTH = 33,900 feet
PORTION ELEVATED = 32,600 feet
PORTION IN SUBWAY = 1,300 fget

ENERGY UNITS: (1)
ELEVATED 2160 KWH/ft.
SUBWAY 4870 KWH/ft.

ENERGY REQUIRED TO CONSTRUCT GUIDEWAY:
ELEVATED = 2160 x 32,600 = 70.416 x 10° xwh
SUBWAY = 4870 x 1,300 = 6.331 x 10° kwH

76.747 x 10° xwm

TOTAL

VEHICLE MANUFACTURE

TOTAL VEHICLES REQUIRED - 15 TRAINS at 4 CARS = 60 VEHICLES
ENERGY UNIT: 500,000 KWH/VEHICLE. (%)
VEHICLE MANUFACTURE ENERGY = 500,000 x 60 = 30 x 106 KWH

TOTAL CONSTRUCTION ENERGY REQUIRED = 106.747 x 10° KWH

"URBAN TRANSPORTATION AND ENERGY: THE POTENTIAL
SAVINGS OF DIFFERENT MODES," prepared by the
-Congressional Budget Office, September 1977.

"INDIRECT ENERGY CONSUMPTION FOR TRANSPORTATION
PROJECTS," prepared for California Department of
Transportation, Division of Transportation
Planning, by DeLeuw, Cather and Company,
October 1975.

Vehicle manufacture energy reported in this
document is for a group rapid transit vehicle
of 12,000 pounds in weight, and has a value of
180,000 KWH/VEHICLE. The baseline vehicle for
the analysis has weight of 20,000 pounds.

Using a simple factoring yields a per vehicle
manufacture energy of approximately 500,000 KWH.

(1) Source:

(2) Source:
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II-500 CAPITAL COSTS AND PROPOSED SOURCE OF FUNDS

The following tables (see Table II-50A and II-50B)

summarize capital cost estimates and proposed source of

funds for the people mover. Estimates are provided for P
both the west side of Figuerca Street alignment and center

of Figuerda Street variation. Proposed sources of funds for

capital costs are shown in Table II-50C.

TABLE II - 50-A
People Mover Capital Cost Estimate Developed During Preliminary Engineering
(In thousands of 1978 dollars)
Cost of Center of Cost of West Side
GUIDEWAYS (Direct Cost of People Mover) Figueroa Street Alignment Figueroa Street Alignment

Guideway Structures (Aerial) $15,226 | $16,137
Allcwance for environmental Treatment 2,000 ’ 2,000
of Guideway '
Guideway Structural (Subway) 2,062 ‘ 2,062
Guideway Switches (45) 1,165 1,219
Street and facilities modifications 2,147 1,847
Utility Relocation (BY OTHERS - 190) N/A N/A

SUBTOTAL  $22,600 SUBTOTAL  §23,265
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STATIONS
Convention Center
9th Street
7th Street
5th Street

Likrary

Pershing Square
World Trade Center
Bunker Hill

Hill Street

Civic Center
Little Tokyo
Federal Building
Union Station

Fare Collection and Signing at Stations

TABLE II - 50-A (continued)

1,561

1,175

1,040
1,200
889
634
727
1,792
828
943
1,097
1,109
1,005
700

SUBTOTAL $14,700

SUBTOTAL

1,561
1,093
1,015
1,100
889
634
727
1,792
828
943
1,097
1,109
1,005
700

$14,492
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ELECTRIFICATION
COMMUNICATIONS AND CONTROL
MAINTENANCE & STORAGE FACILITIES *
Vehicles (60 @ 350)
System Testing
Subtotal
Design & Management
Contingency 10% yehicles & Agency Cost
15% Other Direcé Cost
Escalation to 1982
Right of wWay
Direct Acquisition

City County State Land
(Available for local match)

CRA and Private Land and Associated
Improvements
(Available for local match)

TABLE II - 50-A {continued)
$ 7,760

$ 4,550

$ 3,400

$ 21,000

600

SUBTOTAL 74,610
18,030

12,193
19,630

$ 2,296

2,516

9,203

SUBTOTAL 14,015

TOTAL $138,478

SUBTOTAL

SUBTOTAL

TOTAL

$ 7,930
$ 4,550
$ 3,400
$ 21,000
600
75,238
18,108

12,296

19,785

$ 2,673

2,517

12,364

17,554

$142,982




TABLE 1I-50B

AWD CONVENTION CENTER FACILITIES

dollars)

Union Station  § 25,000

Convention Center $ 17,000

Total- . $ 42,000

CAPITAL COST ESTIMATES FOR UNION STATION

(direct cost of facilities including
right-of-way in thousands of escalated

TABLE II-5C¢

Proposed Sources of Capital Funds (Millions of escalated dollars)

People Mover and Intercept Facilities

Federal: Center of Fiqueroa
Street Alignment

U.S. Department of Transportation
Urban Mass Transportation

Administration $122.6
Federal Highway Administration . 25.0
Local:
State of California
Proposition 5 Funds . l6.6
SB 1879 4.0
Los Angeles City and County 12.3
TOTAL FUNDS $180.5

West Side of Figueroa

Street Alignment

$126.1
25.0

16.8
4.0
13.0

$184.9

I1-73
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ITII-000 STUDY AREA SETTING

The study area for this report is the Los Angeles Central
Business District, defined as the 4 square mile area bounded
by the Santa Ana/Hollywood freeway on the north, aAlameda
Street on the east, the San Bernardino Freeway on the south
and the Harbor Freeway on the west (see Figure III-020A).

The following section presents a brief profile of the natural
environment, land use and development, socio-economic en-
vironment, and transportation facilities. Data used to
develop this section have been drawn from many sources and
from this study program's analyses, particularly task reports
prepared in this phase of the study program and environmental
analysis prepared in previous phases (see Phase 2 and 3 task
reports listings in the Technical Appendix).

III-100 NATURAL ENVIRONMENT

~The aspects of the natural environment of the CBD that are
affected by the proposed project include: vegetation and
wildlife; air quality; noise and vibration; and energy. Other
aspects of the natural environment which are not directly
affected by the proposed project but were analyzed during the
environmental study include: topography, geology, and soils
characteristics; seismicity; flood plains; water quality; and
meteorology and climate. Analysis of these aspects are docu-
mented in Task Termination Reports.

III-110 TOPOGRAPHY, GEOLOGY, AND SOIL CHARACTERISTICS

Topography, geology and soil characteristics are not direct-~
ly affected by the proposed project. Task Termination Report

4.19 documents this analysis.

ITI-1

III-120 SEISMIC CONDITIONS IN DOWNTOWN LOS ANGELES

There are no known major fault zones in downtown Los Angeles
although the area would be subject to ground shaking in the
event of a major earthguake on fault zones in the region.
Seismic activity in downtown Los Angeles is documented in
Task Termination Report 4.17 and in the Environmental Impact
Assessment, Sec. 3.2.7 (CRA 1977)

IITI-130 ¥LOOD PLAINS

The Drainage Plan (1968) and a Flood Hazard Boundary map
prepared by the Department of Housing and Urban Development
the Conservation Plan (1973), elements of the City General
Plan, do not indicate any major inundation areas or special
flood hazard zones within the CBD. Information on flood

plains is documented in Task Termination Report 4.18.

III-140 WATER QUALITY

Upper limits of ground water found in the CBD are from 21 to
33 feet below the surface. Information on water quality is

discussed in Task Termination Report 4.38.
ITI-150 VEGETATION AND WILDLIFE

The Central business district is a well-established urban

area. Due to structural development, roads, and other manmade
alterations, there is little or no native vegetation remaining.
Existing vegetation consists of shade trees, shrubs, and some
ground cover associated with the established developments in
the area, There are no known rare or endangered species of

plant material located within the CBD.
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FIGURE III-J30A

LOS ANGELES CENTRAL BUSINESS DISTRICT




Intensive urban development and a dearth of native vegetation
have resulted in an essential absence of wildlife. The CBD,

however, is inhabited by small rcients and birds which are

normally found in urban areas and include:

Crow House Sparrow
Domestic Dog Mockingbird
Feral Cat Pigeon

Gopher Ring Neck Dove
House Finch Scrub Jay
House Mice Starling

There are no known rare or endangered species of animal life
associated with the CBD, although it is understood that the
Ring Neck Dove is a relatively rare inhabitant of the Los

Angeles area.
ITI-160 METEOROLOGY AND CLIMATE

The Los Angeles climate is normally pleasant and mild,
moderated by the Pacific Ocean, buffered from interim
extremes by breezes, and balanced by hot and cold interim

winds resulting in some weather variations.

III- 170 AIR QUALITY

The South Coast Air Basin (see figureIII-17A),where smog
first acquired national recognition, is an ideal environment
for producing maximum concentrations of air pollutants. The
basin is a natural air trap that is made even more effective
by the presence of thermal inversions on an average of 300
days per year (Hines, 1973}).

Through the efforts of pollution control agencies and since
the adoption of federal and state air quality standards,
significant progress has been made towards controlling
sources of air pollution. However, air quality standards
are frequently violated, although the level of emissions is
steadily decreasing. For example, in Los Angeles County, by

III-3

1965-66, total emissions from both stationary and mobile
sources had reached a level of 14,000 tons per~day. 1In
1976, this figure had been reduced to 7,6C0 tons per day.
Yet in 1975, the state standard for ozone had been violated
on more than 200 days (Cobeil and Chass, 1977). (Ozone is
one of the principal contributors to eye irritation.) The
problem of air pollution is complicated by the many types
of pollutants from many sources and the many different
effects they produce.

IITI-171 Characteristics of Air Pollution

The South Coast Air Basin has two types of air pollution:

(1) primary air pollutants, which include sulfur oxides,
nitrogen oxides, carbon monoxide, organic gjases, and parti-
culates; and (2} photochemical smoqg which results when hydro-
carbons and nitrogen oxides mix in the presence of sunlight.
Because of the complexity of representing the photochemical
process that produces smog, primary pollutants are typically
used as a means to measure air pollution, expressed in terms
of quantities of emissions produced. The primary pollutants
which are most directly associated with transportation are:
hydrocarbons (HC}, nitrogen oxides (NOy4), sulfur oxides
(S04l , carbon monoxide (CO), and particulates. It is thesé
pollutants which will be used as a basis for air pollution
analysis in this document. Ground transportation modes (pri-
marily autos and buses) account for 82% of the hydrocarbons,
72% of the nitrogen oxides, and 98% of the carbon moncxide
produced in the South Coast Air Basin. These same modes
account for 39% of particulate matter and 13% of sulfur
oxide production.

ITI-172 Air Quality Standards

Federal and state air quality standards have been established
based on the effects of the pollutants on public health. U.S.
Environmental Protection Agency (EPA) standards are stat-

utory requirements to be achieved and maintained as required
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by the Clean Air Act of 1970; State of California standards
are management objectives that represent goals of existing
and planned air pollution control programs.

FIGURE III-17A

SOUTH COAST AIR BASIN

o
|

|

Ventura S

San Bernardino

AT T

W AN SRS AR NN

Los Angeles CBD

I

State air quality standards have been set for visibility, in
addition to the classifications of contaminants having var-
ious bases of concentration and duration. National air
quality standards were established in two categories: prim-
ary standards to protect the public health and secondary
standards to protect both the public welfare and the envir-
onment from known or anticipated adverse effects of a pollu-
tant.

Nlational primary and secondary air quality standards have
been set for photochemical oxidants, CO, NO,, SOz, nonmethane
hydrocarbons, and particulate matter. No national standards
exist for visibility or lead in particulate matter.Table T1II
- 17A summarizes both the state and federal air quality
standards currently in effect.

III-173 Regional and Local Emissions

Although ambient air quality in the South Coast Air Basin
has been steadily improving since 1967, both federal and
state standards were violated on a number of days in 1976
(see Table III-17B).The most frequently violated standards
are those relating to oxidants and carbon monoxide. Recent
violations in the downtown area have also been frequent for
particulates and hydrocarbons and for oxidants and carbon
monoxide (see Table III-17C).Violations in downtown Los
Angeles, however, appear to be somewhat less frequent than
for the air basin as a whole. This is, in part, accounted
for by meteorological effects which produce greater concen-
trations in the inland valleys.

Figure III-17B shows the air quality monitoring stations
whichk have been established within the South Ooast Air
Quality Management District.

FIGURE III-17B

AIR QUALITY MONITORING STATIONS

IN THE SOUTH COAST AIR QUALITY
MANAGEMENT DISTRICT
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TABLE ITI-17A

AMBIENT AIR QUALITY STANDARDS

ITI-5

National Stdsfb)
. . . . (a) . tc) d)
Pollutant Averaging Time California Stds. Primary Secondary
Oxidant .10 ppm;e; 160 ug/m3 same as
(Ozone) 1 hour (200 ug/m )( ) (.08 ppm) primary
Carbon 10 ppm (g)
Monoxide 12 hours (11 mg/m3) -——- -
8 hours -— 10 mg/m3
(9 pom) same as
3 primary
1 hour 40 pom, 40 mg/m
(46 mg/m”) (35 ppm)
Nitrogen 100 ug/m3
Dioxide Annual average -—- (.05 ppm) same as
primary
1 hour .25 ppm 3 -
(470 ug/m™)
Sulfur 80 ug/m3
Dioxide Annual average - (.03 ppm) —-—
24 hours .05 ppm ¢h) 365 ug/m3 _—
(131 ug/m3 (.14 ppm)
3 hours -—— -—- 1300 mg/m3
(.5 ppm)
1 hour .5 ppm 3 - -
(1310 ug/m™)
Suspended Annual geometric 3 3 3
Particulate mean 60 ug/m 75 ug/m 60 ug/m
Matter 3
24 hours 100 ug/m 260 ug/m3 150 ug/m3
Sulfates 24 hours 25 uq/m3 -—- -—-
Lead 30 day average 1.5 ug/m3 ——— —
Hydrogen 1 hour .03 ppm, - -
jsulfide {42 ug/m™)
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National Stds}b)
. . . . (a) . (c) (d)
Pollutant Averaging Time California Stds. Primary Secondary
Hydrocarbons 3 hours )-60_‘_«\9/1“'> same as
(6-9 am) - (.24 ppm) primary
Ethylene 8 hours 0.1 ppm - -
1 hour 0.5 ppm
Visibility 1 Observation Insufficient amount ——- ——- )
Reducing to reduce prevailing
Particles visibility to less
than 10 miles when
relative humidity is
less than 75%(1)
NOTES: -
(a) California standards are not to be equaled or exceeded.
(b) National standards, other than those based on annual averages or annual geometric means, )
are not to be exceeded more than once per year.
(e) National Primary Standards: The levels of air quality necessary, with an adequate margin of
safety, to protect the public health. Each state must meet the primary standards no later
than three years after that state's implementation plan is approved by the Environmental _
Protection Agency (EPA). Preparation of California's implementation plan is underway:
ErA approval is expected in July 1979.
(a) National Secondary Standards: The levels of air quality necessary to protect the public -
welfare from any known or anticipated adverse effects of a pollutant. Each state must meet
the secondary standards within a "reasonable time" after its implementation plan is .
approved by the EPA. -
(e) _ Py e
ppm= parts per million. . .
(£) 3_ . .
ug/m = micrograms per cubic meter
(g) 3_ i1 :
mg/m”= milligrams per cubic meter
(h) At locations where the state standards for oxidant and/or svspended particulate matter are
violated. Federal standards apply elsewhere.
o (1) Prevailing visibility is defined as the greatest visibility which is attained or surpassed

around at ‘least half of the horizon circle, but not necessarily in continuous sectors.

Source: California Air Resourse Board Fact Sheet (November 15, 1977,

~
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TABLEIII-17B

IIT-7

VIOLATIONS OF FEDERAL AND STATE AIR QUALITY STANDARDS IN
THE SOUTH COAST AIR BASIN--1976

Davs

Pollutant Averaging Exceeaing ;
(standard) Time Standards Ccnﬁ:it?ggion
Oxidant

Federal (.08 ppm) 1 hour 252 0.38 ppm

State (.10 ppm} 1 hour 238 0.38 ppm
Carbon Monoxide

Federal (9 ppmi 8 hours 118 26.0 ppm

State (10 ppm} 12 hours 119 25.0 ppm
Nitrogen Dioxide

State (.25 ppm] 1 hour 50 0.53 ppm
Sulfur Dioxide

Federal (0.5 ppm)z 1 hour 0 .25 ppm

State (.05 ppm) 24 hours 45 .138 ppm
Sulfates

State (25 ug/m3) 24 hours 52 48 ug/m3\
Particulates

State (60 ugm/m3) Annual avg N/A 166ug/m3
Lead

- 3
State (1.5 ug/m”) | Monthly mean 12 mo.| 10.04 ug/m3

(a) The California Air Resources Board has determined that
only the Los Angeles County porticn of the SCAB is pro-
jected to violate the SO2 standard more than once per

year.

(b} This standard is considered viclated when either the
state's 24-hour particulate matter and/or the one-hour
oxidant standard is violated.

Source: Southern California Association of Governments,

1978.



IN DOWNTOWN LOS ANGELES--1975

TABLE III-17C
VIOLATIONS OF FEDERAL AMD STATE AIR OUALITY STANDARDS

Days Maximum Annual

Pollutant Averaging Exceeding Concen- Average
(Standard) Time Standards trations Concentrations
Oxidant

Federal (.08 ppm) 1 hour 157 .25 ppm .030 ppm

State (.10 ppm) 1 hour 129 .25 ppm .030 ppm
Carbon Monoxide

Federal (9 ppm) 8 hour 77 21.9 ppm 4.64 ppm

State (10 ppm) 12 hour 55 21.3 ppm 4.64 ppm
Mitrogen Dioxide

State (.25 ppm) 1 hour 30 .56 ppm .067 ppm
Sulfur Dioxide

Federal (.14 ppm) 24 hour 4] .061 ppm .020 ppm

State (.05 ppm) 24 hour 19 .061 ppm .020 ppm
Sulfates

State (25 ug/m’) 24 hour 30 36.3 ug/me|  12.3 ug/m’
Particulates

State (100 ug/m3) 24 hour 215 265 ug/m3 100 ug/m}
Lead

state (1.5 ug/m°) 30 day N/A 6.84 ug/m3|  2.44 ug/m’
Hydrocarbons

Federal (.24 ppm) 3 hour 271 2.6 ppm .41 ppm
Hydrogen Sulfide

State (.03 ppm) 1 hour 0 .001 ppm .002 ppm
Visibility

State -—— 185 N/A N/A

Source: L.A. County Preliminary General Plan, Craft EIR, January 1978.

S



III-180 NOISE AND VIBRATION

In most urban areas, the major source of community noise-
and vibration is the transportation system. There are two
basic kinds of identifiable intruding noises which increase
the outdoor noise level above the existing noise levels:
Steady or gquasi steady-state constant level noise (ambient

or background noise} and intermittent single-event noise

(specific source noise). One of the best known examples of
constant noise levels intrusion or ambient noise is the
noise environment within a busy city like Los Angeles. The
high daytime ambient noise levels within the city make it
difficult to have an intelligible face-to-face conversation
at normal voice levels on many streets. This noise level
is typically the result of nearby freeways, street traffic,
industrial activity, and air-conditioning units, among
other things. Intermittent single-event noises such as a
bus pulling away from the curb, an aircraft flying over-
head, or a car passing raise the peak intensity noise level
of an area, causing interference with speech and other acti-
vities for brief periods of time (U.S. Environmental Pro-
tection Agency, 1%971a).

I1T-9

In downtown Los Angeles, the major source of noise is the
transportation system. The Council of Environmental Quality
has developed a standard in which the db (A) noise levels
emitted by transportation systems can be compared to subject-
ive human responses (see Table III-18A).As this comparison
indicates, freeway traffic at 70 db (A) (50 feet away) can
make telephone use difficult. This level, or higher, over
continuous periods can produce loss of hearing. As a rule,
the actual noise levels produced in the CBD by surface traf-
fic 1is somewhat higher because of the "tunnel" effect
created by high-rise buildingé. In June 1978, the City of
Los Angeles Bureau of Engineering conducted an ambient noise
survey with readings at various locations in the central
business district. The results of the survey are dis-
cussed in section III-210. '
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TABLE III-18A&

A-WEIGHTED SOUND LEVELS AND HUMAN RESPONSES

tioise
Level Hiearing
dB(A) Response Effects
150
Carrier Deck Job Cperaticn £
-l40- _ 3
Painfully Loud 2
-130- Limit Amplified Speech z
4
Jet Takeoff (200 feet) -120- C:
Discothecue Maximum Vocal Effert =
Auto Horn (3 feet)
Piveting HMachine -ilo-
Jet Takeoff (2,000 feer!
Garbage Truck ~100-~

New York Subway Station
Heavy Trusk (S0 feet) =90 -
Pneumatic Drill (50 fs2t)

Alarm Clock -80 -
Freight Train (50 feet)

~——Freeway Traffic {50 feet)-= 70 ————

Very Annoying

Hearing Camage (8 hours)

Annoying

H——--—Telechone Use D1fficult

K— QONTRIBUTIONS 10 HEARING

Intrusie
Noomal Ccnversaticn Level

Quiet

Very Qui=2t

Alr Conditionin?zan%éet) -60-
Light Auto Traffic (N9 -g5g-
feet)
Living Rocm
Bedrocm — 40~
Library
Soft whisper (15 feet) -30-
8roadcasting Studio -20-
-15-
- j -
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III-190 ENERGY

More than 95% of California's energy comes from oil and
natural gas. Most natural gas goes directly into final
uses, but oil is processed by refineries that produce a
number of fuels and other materials (SCAG, 1978). In 1975,
energy was used by four major consuming sectors as shown in
Table III-19A.The transportation sector is dependent exclu-
sively upon petroleum products (jet and diesel fuel and gas-
oline}).

The pattern of energy supply and demand in southern Calif-
ornia is similar to that in the state as a whole. In 1973,
regional crude oil production amounted to 51% of the state
total. Crude oil for refining included 34% imports from
overseas foreign sources and 8% from Alaska. Regional gas
production was 25% of the staté total, but only 12% of the
regional total. Production of oil and gas are both decreas-
ing in the region, as well as in the rest of the state
(SCAG, 1978).

III-191 Transportation Energy

Transportation is the region's largest energy consuming
secter, accounting for 47% of total energy use in 1975. 1In
1976, total transportation fuel used in Los Angeles County
was approximately 4,900 million gallons. Of this, 71% was
consumed in the highway sector, primarily by automobiles.
Table III-19B shows 1976 consumption of transportation fuel

in the county.

Table III-19C shows the existing resources for DWP power
generation and Table III-19D shows the annual growth in
electrical power consumption over the past several years.
In 1976, nearly 18.5 billion kilowatt hours were consumed
by DWP customers. The LADWP estimates that annual growth
in power consumption since the Arab oil embargo of 1973
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has been about 3% (LADWP, 1978). Extrapolating this to
the year 1990 yields an estimated annual consumption of
23.3 billion kilowatt hours.

TABLE III-19A
CALIFORNIA ENERGY USE BY SOURCE=~-1975

. Trans-
Residential Commercial Industrial portation

Electricity 21% 42% 12% —-—
Natural Gas 79% 58% 57% -
Petroleum -—= —_— 31%

Jet & Diesel

Fuel - -— —- 35%
Gasoline -—- - -— 65%

Source: Ahern, et al., 1975.

TABLE III-19B

i976 TRANSPORTATION FUEL USAGE--LOS ANGELES COUNTY

Type of Use Millions of Percentage of
Gallons Transportation
Consumed Energy Usage
Automobiles 3,218 65%
Transit buses 26 .53
Commercial trucks 259 5%
Aircraft 761 15%
(Jet & Aviation Fuel)
Harbors 545 11%
(Bunker Fuel)
Railroads 160 3%

(Diesel Fuel)

Source: L.A. County Preliminary General Plan, Draft IR,
January 1978,
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III-192 Electrical Energy

Within southern California, electricity is generated by 25
terminal stations (0il and gas fired) and 16 hydroelectric
plants, with a combined capacity of 14,040 megawatts (SCAG,
1978). Within Los Angeles County, the City of Los Angeles
Department of Water and Power (which supplies the downtown

area) supplied 39% of total electrical bower consumed in
1975. The LADWP served a total population of 2.8 million,
had a peak system load of 3,594 megawatts and had total

sales in 1975 of 15.3 billion kilowatt-hours

Ccunty, 1978).

DEPARTMENT OF WATER AND POWER --

{Los Angeles

TABLE III-19C

EXISTING RESOURCES--1975

Type
Coal

Distillate

Hydroelectric

0il/Gas

Pumped Storage

Generating Unit

Mohave
Navaijo

Gas Turbines

DWP Hydroelectric

Hoover

"Pacific Northwest Intertie

Harbor
Valley
Scattergood
Haynes

Castaic

Location

Arizona
Arizona

City of Los Angeles
(Harbor)

Various Locations
Boulder City, Nev.

NW Territory & Canada
City of Los Angeles
City of Los Angeles
City of Los Angeles
City of Seal Beach

NE Los Angeles County

No. of
Units

Net
Capability (MW)

[

Ww o N s

3162
318P
80

193
553
525
435
533
358
1589
535

a

DWP Share (20% of 1580 MW)

b DWP Share (21.2% of 1500 MW)

Source: City of Los Angeles Department of Water and Power, 1976a
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N 1970
1971
1972
1973
1374

1975

LOS Al

Peak
Demand
(M) @
3107
3439
3630
3679
3500

3594

MEGA WATTS

b

GIGA WATT HOURS

Source:

TABLE III-19D

NGELES DEPARTMENT OF WATER AND

ANNUAL LOAD GROWTH--19

Increase
) ()
332 10.69
191 5.55
49 1.35
(179) (4.87)
94 2.67

70-1975

Enerqgy

Reqn&s.

(GwH) b
17049
17803
-13200
13879
15846

17652
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POWER

Increase
(G &)
754 4.42
997 5.60
79 0.42
(2033) (L0.77)
806 4.78

(One billion watts or 1 million kilowatts)
City of Los Angeles Department of Water and Power 1976a.
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III-200 LAND USE AND URBAN DEVELOPMENT

III-210 DEVELOPMENT TRENDS

Downtown Los Angeles was the regional business center up to
the beginning of the Depression in 1929. By the turn of the
century, Bunker Hill was the most prestigious residential
area in the City. The business district shifted gradually
from its origins to Main Street, and then to Spring Street
and Broadway. The post-World War II period became one of
continuous decline, exacerbated by the development of sub-
urban regional shopping centers and construction of a region-
al freeway system (servicing suburban areas). A skid row
surrounded the main office core on three sides and manv bus-
iness firms moved out, first along Wilshire Boulevard, and
subsequently, to other regional sub-centers.

Critical decisions that were instrumental in accelerating

a revitalization trend included the decision to build a
government center which was to become the largest of its
kind outside of Washington, D. C.; implementation of the
133~acre Bunker Hill Redevelopment Project; construction of
the regional Music Center and the Los Angeles Convention
Center; development of the regional freeway system from the
center (downtown) out in a radial pattern to suburban growth
areas; and removal of the historical 13-story height limita-
tion in the 1950s. This revitalization trend is evidenced
by the magnitude of development, particularly in office,
hotel, and retail space, since the early 1960s. As shown in
Figure III-21A, this more recent development has concentra-
ted on the west side of the CBD. Although the west side has
been the area of major office, hotel, and retail construction,
the east side has also experienced a social and economic
resurgence and continues to serve as an important center.

The east side today contains a viable retail center including
shopping facilities for residents and tourists. For example,

Broadway,Olvera Street, and Little Tokvo are major shopping

and cultural centers for the residential communities adjacent
to downtown. On the south side, apparel, textile, and pro-
duce industries continue to flourish, although the area is
generally characterized by obsolete and inefficient struc-
tures on uneconomically subdivided land.

III-211 Current Land Use Patterns

Land use in the central business district is heavily domin-
ated by the governmental, private office, retaii commercial,
and industrial sectors. This is in sharp contrast to the
remainder of the City of Los Angeles, where commercial and
industrial uses occupy a minor position and residential uses
(particularly single-family units) predominate. For the
purpose of describing current land uses within the CBD, the
following classifications have been made: office; government;
retail; service/hotel/institutional; manufacturing/wholesale;
residential. Figure III-21B shows the distribution of land
use for 1978 based on these classsifications; Table III-21A
provides a breakdown of land use as of 1975 by estimated
gross floor area and residential units. A major land use
not identified in the table is that devoted to the street

system which covers over 100 miles in the CBD.

Manufacturing and wholesale activities are concentrated in
the southeastern portion of the CBD, as indicated in Figure
III-21B. The produce center, garment manufacturing, and
printing businesses with their associated suppliers, brokers,
and vendors are located in this area. Government uses tend
to be concentrated in the Civic Center area to the northn of
First Street. This complex contains local, state, and
federal agencies and courts, and has been described as the
largest government center outside of Washington, D.C.,
(with a 1975 employment of approximately 35,000 emplovees)
(dilbur Smith and Associates, 1978). Office activity is

concentratad in the 'hew downtown”area west of Hill Street

L —————

E .

i owis
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FIGURE ITI-21A MAP STORIES/

EXISTING MAJOR PUBLIC & PRIVATE Xo.  eRR suzLorNG o

1 1960 United California Bank 22
DEVELOPMENTS lN THE CBD= 2 1960 County Hall of Administration 8
1960_1977 3 1960- El Pueblo de Los Angeles (Olvera St.) NA

Present

4 1961 State Office Building 9

5 1962 California Mart I 13

6 1962 Tishman Building 22

7 1962 County Hall of Records 15

8 1963-65 Occidental Center 32

9 1963-65 Music Center Complex

10 1964 City Department of Water & Power 17

11 1965 Bank of California 12
12 1965 California Mart II 13
13 1965 Peck-Norman Building 8
14 1965 Federal Cffice Building 9
15 1965 County wWest Mall and Underground NA
16 1966 State Mutual Building 12
17 1967 City National Bank 26
13 1967 Coldwell Banker 10
19 1967 Kajima International 15
20 1967 One Wilshire Building 30
21 1967 Union Bank Square 42
22 1968 Crocker Bank Plaza 42
23 1969 Bunker Hill Towers 714 Units
24 1971 ARCO/Bank of America Towers & Plaza 52
25 1971 County Health Services 13
26 1971 Los Angeles Convention Center 2
27 1972 800 Wilshire Building 16
28 1972 Pacific Financial Center 17
29 1973 Wells Fargo Bank 9
30 1973 Security Financial Center - 17
31 1973 Linder Plaza 15
32 1973 Broadway Plaza & Hyatt Regency Hotel Compex 32

33 1973 California Mart III 13

34 1973 County Criminal Courts Building 15

35 1973-74 City Hall East 12

36 1974 Los Angeles World Trade Center 13

37 1974 United California Bank Headquarters 63

38 1974-75 Security Pacific Nat'l Bank Headguarters 55

39 1975 Los Angeles Mall NA

40 1975 Little Tokyo Towers 301 Units

41 1976 Union Church

42 1976 Higashil Hongwanji Buddhist Temple

43 1976- Biltmore Hotel (refurbishing) 11
1977

44 1977 Bonaventure Hotel 35

45 1977 New Otani Hotel 22

46 1977 Central Area Police Station & 3-5

- Parking Structure
™

Sraorc Scale + Seet
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TABLE III-2]1A

ESTIMATED 1975 LAND USE IN THE CBD BY GROSS

FLOOR AREA/UNITS

Land Use Categories

Private Office
Government Office
Retail/Commercial

Service, Hotel, Inst'l.
Manufacturing/Wholesale

Residential

Source: Wilbur Smith and Associates Environmental

27,189,000 sq.
9,550,000 sq. ft.
5,305,000 sq. ft.
5,365,000 sq. ft.

18,485,000 sq. ft.

Baseline Data Update, May 15, 1978

FIGURE III-21B

1978 COMPOSITE LAND US ’;ﬁg\
(Zones Greater Than 50% by Type) > ( \ “ &

&%4 OFFICE

.-"';J' "“11 %‘g‘

I GOVERNMENT

== MANUFACTURING~
WHOLESALING

RESIDENTIAL

[ | NOPRE-
DOMINATE
USE

Amount

9,400 units




to the Harbor Freeway. Between Hill and Figueroa Streets
the highest densities occur between 5th and 7th Streets;
along Figueroa Street they are concentrated between 3rd and
6th Streets. Estimates for 1975 indicate that approximately
10.5 million square feet of office space were concentrated
in the west side of the CBD (Wilbur Smith and Associates,
1978).

The highest concentrations of businesses are along 7th
Street between Figuerca Street and Broadway, in the Little
Tokyo area, and along Broadway from 3rd to 7th Streets.
Historically, Broadway has been the retail center of the CBD
and continues to occupy a prominent retail position serving
as an important shopping and entertainment resource for the
Latino Community. Another strong retail area has been
developed on the west side of downtown, north of 8th Street.
Located here are the new Broadway Plaza, ARCO Plaza, Barker
Bros., J.W. Robinsons, and many specialty shops end rest-
aurants integrated with office uses. To the east of Los
Angeles Strect, between 7th and 9th Streets, is a <oncentra-
ted retail garment sales area.

Parcels devoted to service, hotel, and institutional functions
are scattered throughout the CBD. However, a few areas of
concentration are the larger hotel sites such as the Biltmore,
Bonaventure, Hilton, and Figueroa on the west side, the Clark
Hotel on Hill Street in the center, and the Hew Otani Hotel

in Little Tokyo to the north. Lesser concentrations of
service use are the Main Library and private clubs in the CBD.

Residential units are also scattered throughout the CBD, with
concentrations in the Bunker Hill area, for upper-middle-in-
come residents, and in the area north of the Convention Center

to 8th Street Letween Figueroa Street and the Harbor Freeway,

for lower-income residents. The eastern central city (skid row),

gyenerally located between Main and Central Streets from 3rd
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to 7th Street, also has large concentrations of low-income

residents (see Section III-300).

These land use patterns have resulted in the concentration
of various activities or functions in specific areas in the
CBD. Such concentrations or "activity areas" are where
people work, shop, sight-see and/or participate in civie,
cultural and recreational events. To the degree that func-
tional interdependencies exist among these activity areas,
transportation systems become a critical factor for providing
appropriate linkages. Figure III-21C shows the geographical
location and provides a brief description of the major
activity areas in the CBD. Aas this figure indicates, act-
ivity areas in the CBD tend to be spread out and are, tc a
large degree, isolated.

III-212 Goals, Plans, Policies, and Responsible Agencies

Major development decisions and land use changes in the Los
Angeles CBD are guided by the long-range goals and object-
ives of the Citywide Plan, the intermediate policies and
objectives of the Central City Community Plan, and the short-

term plans of the City Council-approved redevelopment plans.
All are elements of the City of Los Angeles General Plan.

The Citywicde Plan was adopted by the City Council on April 3,
1974; the Central City Community Plan, on May 2, 1974; the

Bunker Hill Urban Renewal Project Redevelopment Plan, in

1959 and revised in 1973; the Little Tokyo Redevelopment

Project: The Redevelopment Plan, in 1970; and the Central

Business District Redevelopment Project, in 1975. (Trans-

portation plans and policies for the CBD and the region are
discussed in Section III-400 of this report.)} All proposed
changes in land use that require City Council approval are
reviewed for conformance with the above plans and the various

elements of the General Plan.
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FIGURE I1I-21C

MAJOR ACTIVITY CENTERS
IN THECBD

Source: Community Redevelopment Agency of the City
of Los Angeles 1977a.

MAJOR ACTIVITY AREAS IN THE CBD

1.

CIVIC CENTER: This area contains
the major city, county, state and
federal administrative agencies
and court buildings. With nearly
35,000 government employees, it
is the largest government center
outside of Washington D. C.

MUSIC CENTER COMPLEX: This cul-
tural and entertainment complex

is composed of the Dorothy Chand-
ler Pavillion, The Mark Taper
Forum and The Ahmanson Theatre.
Activity at the Center occurs
during the afternoons and evenings
and draws people from many parts
of the Los Angeles Region.

LITTLE TOKYO: Little Tokyo, a
redevelopment area since 1970,
functions as the cultural and
commercial center for Japanese-
Americans living in Southern
California,

EL PUEBLO DE LOS ANGELES/OLVERA
STREET: This area, the "birth-
place"” of the City of Los Angeles,
contains many historic buildings
as well as a shopping area for
tourists and the Mexican-American
community in Los Angeles. This
area attracts over 1.5 million
visitors annually.
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10.

UNION STATION: Union Station is a 11.
designated cultural/historical

landmark of the City of Los Angeles,

and serves as a major Amtrak terminal

for trans-continental, regional and

commuter travel.

BROADWAY RETAIL: This retail area is

.the major commercial, shopping and ent-

ertainment center for the Los Angeles

region's Mexican-American community. 12.
It is also the major local shopping

area for communities adjacent to down-

town.

BUNKER HILL: The Bunker Hill area, the

first redevelopment project in downtown, 13.
rapidly is becoming a new community

of office, hotel and residential struc-

tures. Major existing developments in-

clude Bunker Hill Towers, World Trade

Center, Bonaventure Hotel, Union Bank

Plaza, and Security Pacific Plaza.

WESTSIDE FINANCIAL DISTRICT: This area

has the highest concentration of major 14.
banks and corporate headquarters, in-

cluding ARCO/Bank of America Towers,

United California Bank, Crocker Bank

and Mobil 0il. The Central Library,

The Jonathan Club and the California 15.
Club are also in this district.

SEVENTH STREET RETAIL: Seventh Street

contains majer department stores--the

Broadway, Robinsons, Barker Bros.--as

well as financial institutions, and a

variety of commercial enterprises, 16.
specialty shops, and medium-priced

"fast food" restaurants. Two major

Hotels, The Hilton and The Hyatt Regency,

are located at the west end of this

street. .

OLDER OFFICE CORE: This area is
characterized by medium rise, office
buildings which were constructed in the
1920*'s and 1930's, (the Oviatt Build-
ing, The Equi:able Building, among
others). The recently restored
Biltmore Hotel 1s also in this area.
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SPRING STREET: Until the mid 1960's
Spring Street was the financial center
of the Los Angeles region. Today, of
the approxmately 3.5 million square
feet available office space, only 1.5
million is occupied. However, many of
the buildings along this street have
architectural and historic distinction,
reflecting their former importance.

CONVENTION CENTER/SOUTH PARK AREA: This
area is largely a wholesale/warehousing
area wWith the exception of the Los Angeles
Convention Center, this area is largely
underutilized.

CENTRAL CITY EAST/SKID ROW: Skid Row,
located in the eastern industrial por=
don of the CBD, is one of the least
hospitable residential areas in Los
Angeles., Many of its elderly, poor,
unskilled, and alcohol-dependent res-
idents coexist in this expanding light
industrial/warehousing area.

FLOWER MARKET: The Los Angeles whole-
sale cut flower market occupies this
area; current plans are to revitalize
its generally inadequate facilities.

APPAREL INDUSTRY: This is the third
largest apparel district in the nation,
employing over 20,000 people. It at-
tracts tourists as well as industry
sales and buying representatives from
other parts of the world.

PRODUCE MARKET: The Produce Market In-
dustry, one of the major employers in
the CBD, is the central distribution
point for fruits and vegetables in the
Southern California region.
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Citywide Plan

The goals and objectiyes of the Citywide Plan support a
"Centers Concept" of high intensity development in activity
centers throughout the city. The Plan defines the Centers
Concept as follows:

The Concept provides a long-range view of the City,
characterized by: (1) Centers having a high inten-
sity of development and activity: and (2) low density
suburban areas. Centers will include commercial,
residential and appropriate industrial development,
such as research facilities. Centers will also
include recreational, cultural, educational and

other public facilities. Suburbs will be predomi-
nantly residential in character but will include
local businesses, public service facilities, schools
and parks. Centers and suburbs throughout the City
will be tied together by a comprehensive transporta-
tion system and interlaced with parks and open spaces.
(City of Los Angeles, 1974a)

Downtown is recognized as one major center along with Wilshire,
Miracle Mile, Hollywood and Century City centers which make up

the core of the metropolitan region. The Citywide Plan states:

The Regional Core, comprised of the Downtown, Wil-
shire, Miracle Mile, Hollywood and Century City
Centers, together with intervening and peripheral
areas, is designated for higher densities of pop-
ulation and employment than are proposed elsewhere.
It will remain the dominant nucleus of the Los
Angeles Metropolitan Region. The Plan provides the
necessary residential and commercial capacities in
the Core. (City of Los Angeles, 1974a)

Within the larger centers, local auxiliary transit systems
are proposed to accommodate 1990 travel requirements.

Central City Community Plan

The Central City Community Plan, adopted by the City Council

in 1974, is based on the Citywide Plan. One objective of the
Central City Community Plan is to make the central city the

major center of the Los Angeles metropolitan region. The cen-
tral city is seen as the proper locale for:

o business, especially financial instjtutions
and corporate headquarters:

o the largest employment concentration;

o the major concentration of governmental administra-
tive services; and

o one-of-a-kind cultural, recreational and tourist
facilities.

The Plan proposes achievement of its objectives by joining is-
olated areas by new transportation systems; stabilizing the
various functional areas by stemming deterioration; establish=-
ing a positive, aesthetic image for the central city which
can be enhanced by future growth and change; establishing a
land use mix, including housing; and providing access to con-
centrated developments by means of rapid transit stations and
people movers. A major objective is to rebuild much of the
CBD. (City of Los Angeles, 1974a).

The Plan identifies seven planning areas within the central
city (see Figure III-21D). Two of these areas, Bunker Hill and
Little Tokyo, are well established redevelopment project areas.
These two areas will be described later in this section. The
other five are the Central Commercial Core, Central City East,
East Side Industrial Park, South Park, and Civic Center.

The Central Commercial Core--bounded generally by 8th, Main,
and lst Streets; the Harbor Freeway; and Bunker Hill--contains
a large amount of office and retail space and accounts for
more than half of the total downtown employment. With Bunker
Hill, it serves as the financial center of Southern California,
as well as the retail center for a broad population base of
people of all income levels. According to the Plan, commer-
cial office space should remain predominant in this area.

The northern end of the core should emphasize those uses re-
lated to Civic Center activities, while the southern portion
should continue to have financial and corporate tenants.

.
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FIGURE 1II-21D

PLANNING AREAS OF THE CENTRAL
CITY COMMUNITY PLAN

SOURCE::

City of Los Angeles, 1974 Cent=al Cit Zepmunity Plan

The Plan calls for additional hotel rooms, retail shops,
restaurants, and service establishments to serve large

employee concentrations that are an essential element of

future redevelopment. Broadway and 7th Streets are to be
reinforced as important retail streets. Providing more pub-
lic services to these streets would guarantee their functioning
as a regional shopping center for residents of communities
surrounding downtown Los Angeles.

The Council-approved document states that the Central Commer-
cial Core should continue to receive high intensity use with
a maximum floor area ratio (FAR) of six to one (6:1). A
FAR of up to 13 to one (13:1) is suggested for parcels with
reasonable proximity to a rapid transit or people mover stat-—
ion if a transfer of development rights (TDR) can be neg-
otiated by the private developer. Transportation plans for
the Central Commercial Core include peripheral parking lots,

a people mover system, and supporting urban design improvements.

The Central City East Planning Area is bounded by Main, 3rd,
Alameda and 7th Streets. It suffers from outmoded land use
patterns, inefficient and uneconomically subdivided land, and

a skid row. These factors, plus the general instability of the
east side, have made it impossible for the area to compete
successfully in upgrading its facilities through the normal
market place, Rehabilitation of the area depends upon finding
solutions for the problems of the skid row population. A diag-
nostic/detoxification center is proposed as one scluticon. The
western portion of Central City East is designated for alterna-
tive uses, including high to medium-density housing, neighbor-
hood retail/commercial use, parking and/or open space.

The eastern portion of Central City East is designated for
light industrial uses. While development of new housing is
not encouraged in this part of the area. rehabilitation and

maintenance of sound existing housing is proposed. A maximum
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FAR of 3:1 is specified, with a FAR of up to 6:1 for parcels
with reasonable access to a rapid transit or people mover sta-
tion. Such use would -depend upon the successful negotiation

of a TDR by the private developer.

In the East Side Industrial Park Planning Area, bounded by

Main, 7th, and Alameda Streets and the S.M. Freeway, industrial
activities, especially food processing and distribution, are
being rehabilitated and expanded . Other rehabilitation is
proposed that would strengthen the apparel manufacturing industry,
printing, flower marketing, and general wholesaling.
mum FAR of 3:1 is also specified for this area.

A maxi-

The South Park Area, bounded by Main and 8th Streets and the
Harbor and the Santa Monica Freeways, is characterized by
manufacturing and wholesaling uses, with approximately 30
percent of the land vacant or used for parking.
approximately 3,000 dwelling

There are
units, the majority of which are
The
in the southwest corner of the

substandard and generally in a state of deterioration.

Convention Center is located
area, adjacent to the Harbor

Freeway. The Central City Commun-

as one of opportunity for:

ity Plan described this area

.».@ new community with all its associated land uses.
South Park should be thought as a commercial-residen-
tial complex with a significant amount of open space;
recreational, cultural and civic uses; retail activi-
ties; community buildings; and restaurants. New
hHousing units, designed for various income groups

and family sizes, are intended to be a major feature
of land use in South Park...Another important featyre
is...a park system or multiple use open space within
the planned area. (City of Los Angeles, 1974b)

The area in South Park closest to the Central Commercial Core
is designated mainly for high-density housing, regional center
commerce/parking, and/or open space with a FAR of 6:1. A FAR
of up to 13:1 is to be allowed for parcels with access to
rapid transit or people mover stations if TDR's can be neg-

otiated by the private developer. The area .south of Pico

Boulevard is designated mainly for high and medium density
housing, community commerce/parking, and open space with a
maximum FAR of 3:1.

The Civic Center Planning Area is the primary seat of govern-
ment for the City and County of Los Angeles. It includes a
27-block area bounded by lst Street, Sunset Boulevard, Alameda
Street, and the Harbor Freeway. In addition to the city and
county, many state and federal agencies have offices at the
Civic Center. The Civic Center also contains the Music Center,
a subterranean retail mall at City Hall, and a landscaped
pedestrian area between the county administration buildings.
The Plan specifies the continuation of these governmental
activities complemented by private office space, retail stores,
restaurants, clubs, etc. The maximum FAR specified in the Plan.
is 3:1, with a FAR of up to 6:1 for parcels in proximity to

a rapid transit or people mover station if a Transferrable Deve-~

lopment Right can be negotiated by the private developer.

Redevelopment Areas in the CBD

Most of the central business district 1lies within three rede-
Bunker Hill, Little Tokyo and the Central

Business District (See Figure 1II-21E). The Community Redevel-

velopment projects:

opment Agency of the City of Los Angeles, the administrative
agency for these projects, has broad powers to implement

City Council-approved redevelopment plans for these project
areas. These powers include (1) specification of study bound-
(2)

cation of displaced property and/or persons;

aries and general uses; acquisition of property; (3) relo-

(4) demolition,

clearance, public improvements, and site preparation; (S) prop-

erty disposition and development; (6) establishment of general
controls and limitations on land such as floor area ratios
(FAR's) and specific parcel uses; (7) provision of public

improvements,utilities and facilities such as streets, bridges,

parks, transportation systems, etc.;and (8) the financing of

projects with city, state, and federal assistance; property
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FTIGURE III-21L

REDEVELOPMENT PROJECTS tszzzrincrements; interest income; agency boards; and cother
IN THE STUDY AREA o

In the cases of Bunker Hill and Little Tokyo, projects in
which the Agency owns land, these controls can be and are
fully exercised. In the case of the Central Business Dis-

trict Redevelopment Project, where the Agency owns none of
the land, the exercise of these powers is limited at present

Redevelopment

Area Boundaries - ’\“kw to the establishment of geals, policies, and general land

° use criteria; the establishment of general controls and

/ limitations; and the financing of specific projects using
the sources described above. Following is a brief descrip-
tion of threse three redevélopment projects; a more detailed
description of development proposed within the DPM corridor

is contained in Section IV-200.

Buaker Hill

The Bunker Hill Redevelopment Project comprises 133 acres in

i

the northwest corner of downtown, bounded by 1st, Hill, 4th,

T

and 5th Streets and the Harbor Freeway (see Figure III-21E).
The project was approved by the City Council in 1959, and

TTT

o only 11 acres of the land now remain to be sold for devel-
opment. Before redevelopment, the area, covered with deter-
iorating dwelling units and substandard commercial facilities,
had a declining tax base. Today, 714 apartment units have
been constructed, as well as the Union Bank Plaza, the Sec-
urity Pacific National Bank building, the World Trade Center,

o the Central Heating Plant facility, and the 1554-room Los

Angeles Bonaventure Hotel.

Source: Community Redevelopment Agency, 1977
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As a result, the assessed value of land and improvements on
Bunker Hill rose from $6 million in 1959 to approximately

$86 million in 1976-77 (CRA, 1977). When completed in accord-
ance with the Bunker Hill Redevelopment Plan and the Design

for Development-Bunker Hill approved by City Council in 1971,

the area is intended tn be a key element in the CBD's role

as a major regional center.

TABLE III-21B
BUNKER HILL DESIGN FOR DEVELOPMENT

LAND U S E

Residential Hotel Retail Office Industrial Cultural
Units Rooms Space Space Space Space
(Sg.Ft.) (S3.Ft.) (Sq.Et.) (Sg.Ft.)
1978 714 1,554 45,000 2,300,000 65,000 ——
Maximum
Allowable@ 3,750 3,000 550,000 12,340,000 65,000 125,000

a) This maximum allowable development is used as a guideline for future
development and is consistant with the Bunker Hill Redevelopment Plan.

Source: Community Redevelopment Agency, 1971.

TABLE III-21C
LITTLE TOKYO PLANNED DEVELOPMENT--1990

LAND USE

Residential Hotel/Motel Office Retail
Units Rooms Space Space
(Sq.Ft.) (Sq.Ft.)
Current 500 450 300,000 300,000
1990 600 750 600,000 550,000

Source: Community Redevelopment Agency, 1976b.
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Land use and building area permitted by the Plan include mul-~
tiple-unit residences (with necessary parking facilities and
neighborhood commercial facilities); office space; retail
shopping, dining, entertainment, cultural, recreational, and
hotel facilities; streets; pedestrian ways; plazas and open
spaces; and other public uses. (CRA, 1973) Table III-21B
represents the maximum land use development allowed in the
Design for Development-Bunker Hill and indicates the status
of the program to date.

Plans for Bunker Hill emphasize that developments be tied to-
gether through a well-designed system of landscaped plazas,
activity areas, pedways, and careful placement and massing

of buildings. Circulation/distribution gquideway improve-
ments linked to a regiocnal transportation system are also
viewed as essential to this development program. The ultimate
goal of the project is to establish an attractive urban envi-
ronment with a multitude of uses to encourage both day and
evening-time activities--the latter now almost nonexistent

in downtown Los Angeles.

Littie Tokyo

Little Tokyo is the second redevelopment area within downtown
(See Figure III-21E). It is bounded by lst, Los Angeles, 3rd,

and Alameda Streets. The Redevelopment Plan-Little Tokyo

Redevelopment Project, as adopted by City Council in 1970,

provides for the development of a "unique commercial and
cultural complex” to complement downtown and Civic Center
growth (Community Redevelopment Agency, 1970). As such, the
Plan specifies the provision of land for commercial office

and retail, irstitutional, community, cultural, and residential

use (particularly low to moderate income and senior citizen).

To date, land has been acgquired and developed for a Japanese
Village Plaza and shopping center, the New Otani Hotel, a
senior citizen housing project (Little Tokyo Towers), and
two religious centers--the Higashi Hongwanii Buddhist Temple
and the Union Church. Projected developments, as outlined
in Table III-21C, include more retail and office space, a
trade and cultural market center, and low to moderate income
housing (particularly for those under 62 years of age), and
additional hotel rooms. These developments will be described
in more detail in Section IV-210. Pedestrian connections
are planned to link current and proposed developments in the
project area.
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Central Business District

The third redevelopment area in the CBD--the Central Business
District Redevelopment Project--was initiated in 1975 by
City Council and comprises most of the downtown area not in-
cluded within the Bunker Hill and Little Tokyo redevelopment
projects (see Figure III-21E) or about 1,550 acres. The pro-
posed redevelopment actions specified in The Redevelopment

Plan for the Central Business District Redevelopment Project

are directly related to the development objectives set forth

in the Central City Community Plan for the five planning

areas. The proposed redevelopment actions directly relate
to the reuse intended in each area by the Central City Comm-

unity Plan (see above). These proposed actions include:

o Density. The Redevelopment Plan implements the maximum

development densities (FAR) contained in the Central City
Community Plan, including the provisions for transferring
development rights (TDR) by private developers. Such TDRs
must be approved by the City Planning Commission and can
only be transferred from parcels within 1500 feet of the

proposed project.

o Housing. The Redevelopment Plan designates areas in the
South Park and Central City East sectors of the CBD for use

as high-medium and high-density housing. Such housing would

be fcr a mix of housing types, purchase prices, and rental
rates for families and individuals of all income ranges and
age groups. This plan specifies that there will be
approximately 20,000 dwelling units in these sectors when

the project is completed.

Commerce. The Redevelopment Plan calls for the regulation

of private development by the CRA to ensure conformance
with the Redevelorment Plan. The plan also calls for

direct Agency stimulation of such development land assembly
and relocation assistance where needs exist and opportuni-
ties arise.

Industry. The overall objective as specified in the
Redevelopment Plan for the industrial areas of Central City

East and East Side Industrial Park is the preservation and
expansion of existing employment opportunities.

Public and Open Space Land. The Redevelopment Plan pro-

poses, as a prerequisite to major physical redevelopment of
the Central City East area, that a solution to the social
and medical problems of the skid row population be found.
The plan calls for the implementation of a detoxification
center and a referral system to offer help to these resi-
dents.

Circulation and Parking. The plan proposes that the devel-

opment of the area be coordinated with the development of a
regional transit system as proposed by the Southern Calif-
ornia Rapid Transit District (SCRTD) and with a people mover
system to be developed throughout the CBD. The plan also
specifies the development of pedways and pedestrian bridges
throughout the area to improve pedestrian circulation;
Finally, the plan proposes that, to the extent feasible,
parking facilities be located on the periphery of the Pro-
ject area. The plan permits developers to provide a portion
of their required parking in these peripheral facilities.



II11-27

A more detailed description of specific near-term projects in the Bunker Hill Redevelopment Project area (the location
proposed for the CBD is contained in Section IV-210 of new and renovated office use projects will be discussed

‘ ' in greater detail in Section Iv-221.2). Hotel/Service/Institu-
1II-213 PROJECTED LAND USE IN THE CBD , tional uses will increase in the west side of the CBD, part-

. icularly along Figueroa and Flower Streets. This concentra-
Based on planned developments, economic trends and adopted land

- X tion of high employment office and hotel/tourist oriented
use and redevelopment plans for the CBD study area, projections

development on the west side will be reflected in the modern-

oor area by land use type were made for 1990. These . } . . . .. .
of £1 b YP ization and concentration of major retail activities for this

ojections indicate that major changes are expected in office . ]
prod ) J . P . . ’ area of the CBD. Major land use changes are alsoc expected in
retail/commercial, institutional/ hotel/service and residential

residential use, particularly in Little Tokyo, Bunker Hill and
uses (see Table III-21D).

South Park. Few changes in gross floor area or location of

) . ) . government and manufacturing uses are anticipated. Figure IV-
Office use is expected to intensify in the areas west of Olive

Street between 3rd and 8th streets. Major renovation activities
are anticipated in the Olive/Hill Street area between 5th and
8th Streets; new office space will be concentrated primarily -

21F shows the location of projected land use changes in the CBD.

Table III-21D

COMPARATIVE 1975 AND PROJECTED 1990 LAND USE IN THE CBD BY GROSS FLOOR AREA/UNITS

Land Use Categories 1975 Amount 1990 Amount Difference % Change
(Sq. Ft.) (Sq. Ft.) {Sq. Ft.)
Private Office 27,189,000 32,824,000 +5,626,000 21.0
Government Office 9,550,000 10,260,000 +710,000 7.4
Retail/Commercial 5,305,000 6,410,000 +1,105,000 21.0
Service, Hotel, Inst'l 5,365,000 7,893,000 +2,528,000 47.0
Manufacturing/Wholesale 18,485,000 19,300,000 +815,000 4.4
Residential 9,400 units 13,700 units 4,300 units 46.0

Source: Wilbur Smith and Associates, Environmental Baseline Data Update, May 15, 1978.
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FIGURE III-21F
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FIGURE III-22A

MUNICIPAL AND SOCIAL
SERVICES IN THECBD

Source:

Community Redevelopment Agency, 1378.

1 Terminal Annex (P.O.) 20 State Office Building

2 Union Station 21 Fire Station #3

3 Board of Education 22 St. Vibiana's Cathedral
4 County Hall of Justice 23 St. Paul's Cathedral

5 Federal Court 7 24 Post Office (Arco)

6 Federal Building and P.O. 25 Central Library

7 County Health Center 26 Central Police Facil.

8 Dept. of Water and Power 27 Fire Station #9

9 Music Center 28 Municipal Court

10 County Hall of Admin. 29 1st Methodist Church

11 County Court House 30 Univ. of Calif., Exten.
12 County Hall of Records 31 Convention Center

13 Law Library 32 Police Station {(Georgia)
14 County Criminal Courts 33 California Hospital

15 Future State Building 34 Fire Station 410

16 City Hall 35 California High School
17 City Hall East 36 State Employment Office
18 City Hall South 37 Fire Station #30

19 Parker Center (Police) 38 Police Station (Newton)

39 Metro Post Office

III- 220 Community Services

There are many community services offered within the study
area. They are divided into two major categories: munici-
pal services and social services. Municipal services
described within this section include law enforcement and
fire protection. Water supply, waste water, and solid waste
treatment and disposal information was collected and docu-
mented in Task Termination Report 4.24. The social services
described focus on public assistance programs available to
residents of the central city east and skid row areas.

Figure IIXI-22A lists all the community services, and illustrates
their location within the CBD.
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LAW ENFORCEMENT AND FIRE PROTECTION

III-221 Law Enforcement

Police protection in the study area is provided by both the
Central Division and the Newton Division, with the Central
Division responsible for most of the CBD. Wide variation

in land use poses different problems in providing law
enforcement. Commercial and industrial activities, conges-
ted housing, and a daily influx of large numbers of workers
and visitors are characteristics of the CBD that affect
crime rates.

In 1977 Central Division reported 11,577 arrests for homi~
cide, rape, and aggravated assault, while crimes against
property numbered 10,638. These latter crimes were domi-
nated by thefts (6,215) and auto thefts (1,708).

III-222 Fire Protection

Six fire engine companies, 3, 4, 9, 10, 17, and 30, consider
the CBD as part of their service area, although engine com-
panies number 4 and 17 are located at 800 North Main Street
and 719 South Santa Fe Street, respectively. (See Figure
III-227A) All of them are considered task force companies ex-
cept 30, which is referred to as a single engine company.
Task force companies usually have a two-piece engine and a
ladder truck. Some task force companies may also have a

single engine and/or a rescue ambulance.

All of the fire companies supporting the CBD area experience
accessibility problems due to rush hour traffic, parked
cars, and general traffic flow malfunctions such as delivery
trucks blocking alleyways.

Downtown has a higher rate of structure fires than the city
norm. Many cof these fires occur in hotels housing a tran-

sient population and are caused by careless use of matches

and cigarettes. There seem to he no effective preventive
measures for reducing the incidences of this kind of fire.
Non-structure fires are largely attributable to rubbish and
auto fires. The numbers of malicious false alarms is high.
Increases in false alarms have been experienced in low
income, high unemployment, and generally blighted areas of
the CBD.

III-223 Social Services

Los Angeles provides many traditional social services within
the CBD. This section, however, focuses on three nontradi-
tional programs available to residents of the central city
east and skid row areas. The population in these areas is
comprised largely of low-income or unemployed residents
living on welfare or pension checks.

There are at least 20 rescue missions in the central city
east area. Most of the present mission support comes from
private individuals, although in the past some of the groups
have received United Fund or Community.Chest support. The
rescue missions provide housing and meals for men and serve

as employment centers.

Several of the missions also provide alchoholic rehabilita=-
tion programs providing work opportunities, usually on the
grounds, along with extensive religious instruction. Others
are anxious to broaden their programs to include less tradi-
tional assistance and vocational rehabilitation. Although
the number of missions is large, only 10% of the area's

residents use their services.

The Los Angeles County Department of Public Social Services
operates an unattached Men's Center locat=d just east of
Alameda on East Fourth Place. The center's services are

generally short-term in nature and are offered while a man



is actively seeking employment. Approximately 10,000 to
15,000 requests for aid are recsived annually. Eighty per-
cent of these are for‘meals and lodging. Payment for this
assistance is provided by the center directly to the vendor,
and applicants receive meal and lodging tickets. Other
needs met by the center include job referral, transportation,
clothing, and subsidized medical care under the Medi-Cal

program.

Treatment and rehabilitation services for skid row alcho-
holics are provided by the L.A. County Health Department,

the L.A. County Department of Hospitals, and some rescue
missions. Proposals for improving the delivery of social
services in the east side area are part of the CBD redevelop-
ment plan discussed in section III-211l.

I11I-230 Parks and Open Spaces

The CBD has been a highly urbanized area for gquite some time.
Consequently, open space is very limited.

There are four main open space sites in the CBD with several
additional areas of lesser size. These four are: Olvera
Street--Pueblo de Los Angeles Cultural site; Pershing Square;
Los Angeles Civic Center Mall; and the City Hall Mall.

Olvera Street--Pueblo de Los Angeles is located just west of

Alameda and north of the Hollywood Freeway.

This is the site of the original settlement and has been
preserved as a historical and cultural monument by the State
of California. The historical park contains some early
buildings of Los Angeles which are in the process of restor-
ation, the site of the original Plaza, and Olvera Street,
which contains small shops and restaurants commemorating the

Mexican heritage of the early Pueblo.

Pershing Square is one of the cldest and presently the

largest park site within the CBD bounded by 5th, 6th, Hill,
and Olive Streets. ' Pedestrian walkways criss-cross the
park among beds of low evergreen shrubs and flowers, and
benches provide seating for tourists, employees, and resi-
dents of the area. Underground parking is provided beneath
the park itself.

The Los Angeles Civic Center Mall is the largest open space

wit