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Crenshaw- Prairie Corridor Route Refinement Study

EXECUTIVE SUMMARY

The Los Angeles County Metropolitan Transportation Authority (LACMTA) has undertaken a Major
Investment Study (MIS) for the Crenshaw-Prairie Corridor, a north-south oriented travel corridor
that covers portions of three cities - Los Angeles, Inglewood and Hawthorne. The purpose of the
Crenshaw-Prairie Corridor MIS process was to conduct a thorough and comprehensive analysis
of future transportation system improvements for this constrained and congested Corridor. The
results of this MIS planning process were intended to assist decision makers in selecting the most
effective solution to the transportation problems identified in the Crenshaw-Prairie Corridor in the
context of local goals and objectives.

In November 1997, changing LACMTA priorities called for the reconsideration of future
transportation improvements not already under construction. As funding for the resulting
recommended Crenshaw-Prairie Corridor improvement project was not included in the agency’s
Long Range Plan, a decision was made to defer completion of the MIS process, including the time-
sensitive environmental work, and to instead prepare a Route Refinement Study (RRS) which
would have a longer shelf life. This RRS documents the analytical work completed through
definition of the Final Set of Alternatives, but does not provide detailed enough work for decision
makers to select among the alternatives.

S.1 Future Growth Projected for Corridor

The Crenshaw-Prairie Corridor is an approximately ten-mile long, north-south-oriented corridor that
runs from the Mid-City area of Los Angeles in the north, south to Downtown Hawthorne and west
through Downtown Inglewood to the Los Angeles Intemnational Airport (LAX). The Corridor contains
many major activity, employment and transportation centers including: a major regional
transportation facility with related employment destinations (LAX), two civic centers and related
retail areas (Downtown Inglewood and Hawthorne), four major shopping centers (Mid-Town
Shopping Center, Santa Barbara Plaza, Baldwin Hills/Crenshaw Plaza, Hawthorne Plaza and Santa
Barbara Plaza), two regional parks (Leimert Park and Centinela Park), and three major hospitals
(Daniel Freeman Memorial Hospital, Centinela Hospital and Robert F. Kennedy Medical Center).
Existing major Corridor transportation facilities include: Los Angeles International Airport, three
freeways (the |-10/Santa Monica Freeway, the 1-105/Century Freeway and the 1-405/San Diego
Freeway) and two rail lines (the Metro Green Line and the future extension of the Metro Red Line
to the Mid-City area).

The Crenshaw-Prairie Corridor was recommended for study based on its high population
employment densities, travel characteristics and high transit dependency, as illustrated by the
following points:

. High population density - Existing Corridor population densities are double the average of
the County’s urbanized area; more than triple in the Crenshaw segment of the Corridor.

. High employment density - Current Corridor employment density is double the urbanized
County average.

. High number of low income households - More than 49 percent of all Corridor households
are designated as low income. The Crenshaw segment has an even higher percentage,
with 56 percent of the households identified as low income.
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Crenshaw- Prairie Corridor Route Refinement Study

. High number of households without an available automobile - A Corridor-wide average of
16 percent of all households do not access to an automobile compared to eight percent in
the County’s urbanized area; 19 percent are car-less in the Crenshaw segment.

. High percentage of transit dependency - Currently the Corridor’s transit mode split is 16
percent in the northern half of the study area and 11 percent in the southern portion
compared to the County’s average of eight percent.

All of these demographic trends are projected to increase in the future as the Corridor’s population
is expected to increase by 20 percent with employment projected to increase by 55 percent by
2015. Transit dependency is forecast to increase to 27 percent in the northern portion of the
Corridor and 14 percent in the southern half compared to an expected urbanized County-wide
increase to 11 percent.

Development of an effective multi-modal transportation network within the Crenshaw-Prairie
Corridor is necessary to meet the future mobility needs of residents and businesses by providing
vital linkages both within and outside of the Corridor. By the year 2015, the magnitude and nature
of the Corridor’s population, employment and transit dependency growth trends are projected to
result in continuing transportation challenges in the Corridor as evidenced by:

. Increasing travel - With a forecast 19 percent increase in daily trips, more than 750,000
' additional daily trips will occur in the Corridor;

. Growing transit-dependent population - A projected 55 increase of residents reliant on the
Corridor’s transit system;

. Continuing freeway congestion - Currently 78 percent of the freeway system serving the
Corridor operates at or below Level of Service FO (15 minutes or more congestion) during
the morning peak period; 92 percent of the Corridor’s freeway system operates at or below
Level of Service (LOS) FO, with the I-10/Santa Monica Freeway and large segments of the
[-405/San Diego and I-105/Century Freeways experiencing LOS F2 and F3 (more than two
hours of congestion). With the forecast growth in trips and no planned Corridor
transportation improvements, Corridor freeway congestion will worsen.

. Increasing arterial congestion - During both peak periods, current travel demand exceeds
the arterial system capacity. Approximately 47 percent of the Corridor’s intersections
operate at LOS E or worse. With an increasing number of daily Corridor trips, the peak
period operation of the Corridor's major streets and intersections will continue to worsen.

. Slowing bus operations - Operating on the same congested streets will slow the Corridor’'s
bus service to 10.5 mph;

. Limited travel options - The Corridor’s congested freeway and arterial street system, as
well as the heavily-utilized bus service offer no additional capacity to accommodate the
forecast 20 percent increase in population and 55 percent growth in employment; and

. Continuing air quality concerns- Needs to increase Corridor transportation system capacity
to serve the forecast growth must do so without increasing mobile source emissions in this
extreme nonattainment area.

KORVE / RAW, A Joint Venture July 2, 1999
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S.2  Transportation Improvement Alternatives Defined

Through an extensive public involvement program, the Crenshaw-Prairie Corridor study process
developed a comprehensive set of multi-modal transportation improvements. The comprehensive
set of alternatives were screened through a three-step process to identify a Final Set of Alternatives
for further study. Five local goals were identified through extensive consultation with the
community to measure the effectiveness of the potential Corridor transportation improvements:

Improve mobility within the Corridor.

Improve regional connections to and from the Corridor.

Meet the transportation needs of Corridor residents.

Act as a catalyst for economic development in the Corridor.
Stimulate revitalization of neighborhoods around station sites.

R e €3 B9 o

The following set of alternatives was identified as the best candidates to meet the goals and
objectives for transportation improvements in the Corridor:

1. No Build Alternative - This option represents only those Corridor transportation
improvements that are already programmed through the year 2015. This option provides
a baseline for comparison among the alternatives. This alternative is required under the
federal MIS planning process.

2. Transportation System Management (TSM) Alternative - This option evaluates
implementing various lower capital cost improvements to address mobility problems in the
Corridor. The TSM Alternative proposes increases to the type and frequency of Corridor
bus transit services, and provides some bus transit priorities on local major streets. This
option is required under the federal MIS planning process.

. Rail Alternative 3 - A primarily at-grade, community-oriented rail system which would bring
new rail transit service to the Corridor. Two branches are proposed operating south from
the planned Metro Red Line station a Venice/San Vicente Boulevards - one providing
service southwest though Downtown Inglewood to LAX and a second branch running to
Downtown Hawthorne. This option provides rail service over 14.1 miles and includes 17
possible station locations.

4. Rail Alternative 4 - A primarily grade-separated, regionally-oriented rail system following
the same alignment as Rail Alternative 3. This alternative would maximize the use of grade-
separated operations to reduce traffic and community impacts, while increasing operating
speeds and travel time savings. This alternative provides rail service over 14.1 miles and
includes 16 stations.

Preliminary order-of-magnitude capital and operating/maintenance costs were identified for the rail
alternatives. Primarily grade-separated rail Alternative 4 would cost approximately $... million more
than primarily at-grade Altemnative 3. The per mile cost of Alternative 4 would be ... and for
Alternative 3. O+M costs... add language Talk about two branch option '

S.3  Next Steps

The LACMTA has undertaken a Major Investment Study for the Crenshaw-Prairie Corridor, a north-
south oriented travel corridor that covers portions of three cities - Los Angeles, Inglewood and

KORVE / RAW, A Joint Venture _ July2,1999
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Hawthorne. The purpose of the Crenshaw-Prairie Corridor MIS was to conduct a thorough and
comprehensive analysis of future transportation system improvements for this constrained and
congested Corridor. The results of this MIS planning process were intended to assist decision
makers in selecting the most effective solution to the transportation problems identified in the
Corridor in the context of local goals and objectives.

A three-step screening process provided a methodology to screen the candidate pool from all
identified transportation options to a reduced set of the most viable alternatives for further detailed
study. Screening efforts were based on a detailed set of evaluation criteria was used to provide
decision makers and the public with a perspective on the magnitude of the impacts and benefits
of the alternatives, as well as the differences between the options. The criteria were based on the
Corridor purpose and need statements along with federal, state and regional requirements and
were organized for this study into five major categories:

Travel and mobility benefits

Financial consideration

Environmental impacts

Economic and land use considerations and
Policy support.

Based on extensive public involvement and past study efforts, a complete set of transportation
improvement alternatives providing solutions for the Corridor’s mobility problems was identified.
Based on the decision by LACMTA staff to defer completion of the MIS process, including the time-
sensitive environmental work, a Route Refinement Study (RRS) was prepared. This RRS
documents the analytical work completed through definition of the Final Set of Alternatives, but
defers the detailed work to select among the alternatives to a future date.

As implementation funding for the Crenshaw-Prairie Corridor transportation improvement project.
is identified in the future, the Major Investment Study process should be reinitiated and completed
in order to qualify the resulting project for federal funding. The MIS process will allow for a
thorough and comprehensive analysis of the Final Set of Major Investment Strategies identified
through the Route Refinement Study process.
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Figure S.3
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Crenshaw-Prairie Corridor Route Refinement Study

1.0 PURPOSE AND NEED FOR ACTION

The Los Angeles County Metropolitan Transportation Authority (LACMTA) has undertaken a Major
Investment Study (MIS) for the Crenshaw-Prairie Corridor, a north-south oriented travel corridor
that covers portions of three cities- Los Angeles, Inglewood and Hawthorne. The purpose of the
Crenshaw-Prairie Corridor MIS process was to conduct a thorough and comprehensive analysis
of future transportation system improvements for this constrained and congested Corridor. The
results of this MIS planning process were intended to assist decision makers in selecting the most
effective solution to the transportation problems identified in the Corridor in the context of local
goals and objectives.

Based on extensive public involvement and past study efforts, a complete set of transportation
improvement alternatives providing solutions for the Corridor's mobility problems was identified.
This document provides an overview of the MIS planning process which led from consideration of
a wide range of possible transportation alternatives to a Final Set of Major Investment Strategies.
Descriptions of the full set of alternatives considered by the Crenshaw-Prairie Corridor MIS are
described in detail in Section 2.0, Alternatives Considered.

In November 1997, MIS efforts were approximately 70 percent complete, when changing LACMTA
priorities called for the reconsideration of future transportation improvements not already under
construction. As funding for the resulting recommended Crenshaw-Prairie Corridor improvement
project was not currently included in the agency’s Long Range Plan, a decision was made by
LACMTA staff to defer completion of the MIS process, including the time-sensitive environmental
work, and to instead prepare a Route Refinement Study (RRS) which would have a longer shelf
life. This RRS documents the analytical work completed through definition of the Final Set of
Alternatives, but does not provide detailed enough technical work for decision-makers to select
among the alternatives. RRS efforts included preparation of conceptual level engineering drawings
allowing for a preliminary technical analysis of the identified alternatives, which is presented in
Section 3.0, Conceptual Analysis of the Initial Set of Alternatives. A discussion of short- and long-
range project implementation strategies is presented in Section 4.0.

14 Corridor Description

The Crenshaw-Prairie Corridor is an approximately ten-mile long, north-south oriented corridor that
covers portions of three cities - Los Angeles, Inglewood and Hawthorne. The Corridor runs from
the Mid-City area of Los Angeles in the north, south to Downtown Hawthorne and west through
Downtown Inglewood to the Los Angeles International Airport (LAX). The Corridor encompasses
a total of 27,000 acres or two percent of Los Angeles County in area. As illustrated in Figure 1.1,
the approximate limits of the Crenshaw-Prairie Corridor study area are:

. Pico Boulevard in the north;

. Arlington Avenue/Van Ness Avenue in the east;

. El Segundo Boulevard in the south; and

. La Cienega Boulevard/La Tijera Boulevard/Sepulveda Boulevard in the west.
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Figure 1.2

Crenshaw-Prairie Transportation Corridor
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Figure 1.3
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Crenshaw-Prairie Corridor Route Refinement Study

mail services, pass through LAX. The freight volume handled by LAX is expected to triple
in the next 20 years. As such, LAX is a major activity center for the region as well as a
major employer. The area surrounding LAX is significantly developed with regional
commercial and industrial uses representing a significant activity and employment base.

The Crenshaw-Prairie Corridor was recommended for study based on its high population and
employment densities, travel characteristics and high transit dependency as illustrated by the
following points:

. High population density - Existing Corridor population densities are double the average of
the County's urbanized area; more than triple in the Crenshaw subarea.

. High employment density - Current Corridor employment density is double the urbanized
County average.

. High number of low income households - More than 49 percent of all Corridor households
are designated as low income. The Crenshaw segment has an even higher percentage,
with 56 percent of the households designated as low income.

. High number of households without an available automobile - A Corridor-wide average of
16 percent of all households do not have access to an automobile compared to eight
percent in the County’s urbanized area; 19 percent are car-less in the Crenshaw subarea.

By 2015, the Crenshaw-Prairie Corridor’'s population is expected to increase by 20 percent with
employment projected to increase by 55 percent. Future demographic trends show:

. Increased population density - The Corridor’s already high population density is projected
to increase by more than 20 percent, double the projected average density for the County’s
urbanized area.

. Increased employment density - Corresponding to the Corridor’s projected employment
growth, the future number of employees per acre is projected to increase by 55 percent,
double the estimated average density for the County’s urbanized area.

. Continued high number of low income households - Even with the projected growth in
Corridor employment opportunities, a high percentage of households are projected to
remain within the low income category.

. Continued high percentage of households without access to an automobile - Reflecting the
projected high percentage of low income households, a large number of Corridor
households will remain transit dependent.

All of these demographic trends contribute to a higher than average transit ridership in the
Crenshaw-Prairie Corridor. Currently, the County’s urbanized area transit mode split is eight
percent compared to 16 percent in the northern half of the Corridor and 11 percent in the southern
portion. Changing demographics, including a projected increase in low income households and
related transit dependency, are anticipated to create additional demands for transportation
services. By the year 2015, estimates show a transit mode split increase to 27 percent in the
northern portion of the Corridor, more than double the expected increase in the County’s urbanized
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Crenshaw-Prairie Corridor Route Refinement Study

area to 11 percent. The transit mode split in the southern portion of the Corridor is projected to
increase to 16 percent, more than 50 percent higher than the county-wide average.

1.1.1 Population and Employment

The Crenshaw-Prairie Corridor is currently home to more than 358,000 residents or over four
percent of the population of Los Angeles County as shown in Figure 1.4. By 2015, the Corridor's
population is expected to increase by more than 20 percent to over 431,000 residents. Population
densities within the Corridor (13.41 persons per acre) are almost double the average of the
County’s urbanized area (6.91 persons per acre). The density is even higher in some of the
Corridor’s subareas. In the Mid-City area, for example, the population density is 23.33 persons per
acre, more than three times the average of the County’s urbanized area. By 2015, Corridor
population density is expected to increase with a more than 20 percent growth to an average of
16.16 persons per acre, nearly double the projected 9.38 persons per acre for the County’s
urbanized area. The Mid-City subarea is forecast to be the densest portion of the Corridor with
28.37 persons per acre, while the Hawthorne subarea is projected to have the highest population
growth with a 152 percent increase.

The Crenshaw-Prairie Corridor currently provides more than 132,000 jobs or over four percent of
the County’s jobs. Employment within the Corridor is projected to increase by more than 55
percent by 2015 to more than 207,000 jobs. This projected employment increase varies by subarea
from a 12 percent increase in the Crenshaw area to a more than 63 percent increase in the Mid-
City area. The Corridor's employment density (4.97 employees per acre) is almost double the
urbanized County’s average of 2.81 employees per acre. Future employment density is projected
to grow by more than 55 percent to 7.75 employees per acre, well above the projected 4.64 for the
County’s urbanized area.

1.1.2 Travel Characteristics

Based on LACMTA's travel forecasting model, approximately 64 percent of all Corridor-generated
trips remain in the Corridor. The majority of non-work trips, including shopping, school and
recreation trips, stay within the Corridor. In contrast, a majority of work trips are to destinations
outside the Corridor. Approximately 80 percent of home to work trips are to destinations outside
the Corridor area, while 20 percent are to employment destinations in the Corridor. The key work
destinations for Corridor residents in order of importance are:

Downtown Los Angeles;

Southeast Los Angeles including Commerce, Vernon and South Gate;
Century City, Westwood and West Los Angeles;

South Bay;

Mid-City and the Wilshire District; and

Santa Monica, Marina del Rey and LAX.

By 2015, the Corridor home-to-work trips are estimated to increase by approximately 25 percent.
The distribution pattern of Corridor trips is projected to remain predominantly the same with some
intensification of internal Corridor trips as Hawthorne area development occurs.
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Figure 1.4
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Crenshaw-Prairie Corridor Route Refinement Study

1.1.3 Travel Markets

Given the high number of employment and activity centers in the Crenshaw-Prairie Corridor, the
primary travel markets can be defined as:

. Commuters accessing employment areas both within the Corridor and outside the Corridor.

. Corridor residents making non-work trips, including shopping, recreational and other
activities, throughout the Los Angeles region.

. Entertainment and recreational visitors (including residents and tourists) traveling to special
event generators such as the Great Western Forum and Hollywood Park.

B Shoppers traveling to the Corridor’s retail destinations including the Mid-Town Shopping
Center, Santa Barbara Plaza, Baldwin Hills/Crenshaw Plaza and Hawthorne Plaza.

. Patients, visitors and employees traveling to the Corridor’s three medical centers - Daniel
Freeman Memorial Hospital, Centinela Hospital and Robert F. Kennedy Medical Center.

. Students attending educational institutions both within and outside of the Corridor.

. Transit dependent residents (with no access to a private automobile) including senior,

student, disabled and low income residents desiring to make regional transit connections
to the bus and rail system including the Metro Red and Green Lines.

1.1.4 Changes in Economy

From an economic development perspective, the Crenshaw-Prairie Corridor represents a diverse
area of tremendous opportunity and of tremendous challenge. For while the Corridor contains
many significant employment destinations, active retail centers and stable residential
neighborhoods, it faces many economic challenges. The study area includes some of the lowest
income communities in the cities of Los Angeles, Hawthorne and Inglewood, as well as some of
the areas hardest hit during the civil disturbances of 1992. In summary, the Crenshaw-Prairie
Corridor faces the following economic challenges:

. Poor accessibility to and from destinations both within and beyond the Corridor;
- Loss of employment opportunities; and
. Leakage of retail activity.

All of the above economic impacts have resulted in increased unemployment, reduced incomes
and the related decline of some of the Corridor’s residential neighborhoods. But the Corridor also
offers significant economic opportunities for residents and employers. A majority of the Corridor's
key activity and employment destinations are currently preparing expansion, revitalization and/or
redevelopment plans. The success of these projects and the Corridor's economic future are
strongly dependent on improved accessibility.

The lack of transportation system investment in the Crenshaw-Prairie Corridor has resulted in
constrained mobility, which has negatively impacted commercial and retail activity in the Corridor.
Many of the Corridor’s retail centers suffer from constrained and congested accessibility, negatively
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impacting access by both Corridor and regional residents. Constrained mobility has also been
viewed as negatively impacting property values and income in the area. Overdue transportation
system investment in the Corridor would provide improved access for Corridor residents to a wider
range of employment, shopping, entertainment and recreational opportunities, while providing
improved access to the Corridor's many destinations.

Over the years, the loss of jobs from various locations in the Crenshaw-Prairie Corridor, particularly
South Central Los Angeles, has contributed to a significant increase in study area unemployment
and the related decline in Corridor incomes and residential neighborhoods. In addition, the
geographical distribution of new jobs created in the Southern California region has tended to
bypass the older industrial areas, such as the Crenshaw Corridor, in favor of areas including the
San Fernando Valley, San Gabriel Valley and Orange County. Currently, 80 percent of Crenshaw-
Prairie residents work outside of the Corridor. The transportation implication of this job Loss has
been that residents now must travel long distances to employment destinations. Access to
employment has been exacerbated by the poor level of Corridor transportation connections to
these employment centers. A high-capacity transportation improvementwould greatly increase the
access of Corridor residents to employment, educational and training centers throughout the
Southern California region. In addition, improved Corridor mobility would provide all local residents-
not only those that are transit dependent - with an alternative to the automobile as the primary
mode of access.

Socioeconomic and market factors in the Crenshaw-Prairie Corridor suggest a Corridor buying
potential in excess of $3.3 billion annually. However, much of that buying power is currently spent
outside of the Corridor. This “leakage” of retail expenditures to locations outside the Corridor
suggests that the quality, quantity and/or range of retail purchasing opportunities in the Corridor
is inadequate or not easily accessed by Corridor, as well as regional, shoppers.

Future economic opportunities are substantial with expansion, revitalization and/or redevelopment
plans being prepared for many of the Corridor's activity centers including LAX, Downtown
Inglewood and Hawthorne, Hollywood Park, the Great Western Forum, the West Angeles Church,
Faithful Center Missionary Church, Hawthorne Plaza, the Baldwin Hills/Crenshaw Plaza, Leimert
Park area, Mid-Town Shopping Center and Santa Barbara Plaza as presented in Figure 1.5. All
of these opportunities are dependent on the provision of improved accessibility to, from and
through the Corridor. An effective multi-modal transportation network within the Corridor is
necessary to meet the future mobility needs of businesses and residents by providing vital intra-
and inter-corridor linkages and services. This transportation investment is viewed as not only
improving Corridor mobility, but also as serving as a catalyst for public and private investment in
the Corridor as shown elsewhere in the region.

1.1.5 Air Quality Issues

The Corridor is fully contained within the South Coast Air Basin, the airshed with the worst air
quality in the nation. Mobile source emissions from transportation are the single largest contributor
to air quality problems in the basin, therefore a complete description of transportation issues in the
Corridor must also address air quality.

The Environmental Protection Agency (EPA) rates the South Coast Air Basin as an “extreme”
nonattainment area for ozone, the only area so designated in the nation. Ozone problems in the
basin are an order-of-magnitude worse than anywhere else in the country. According to EPA’s
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Figure 1.5
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Crenshaw-Prairie Corridor Route Refinement Study

most recent evaluation, the basin exceeds the National Ambient Air Quality Standard for ozone
approximately 130 days each year. By comparison, the next worst areas (Houston and New York)
exceed the standard only 12 to 17 days each year.

The basin is the only area in nonattainment of the nitrogen dioxide air quality standard. In 1992,
the basin recorded the greatest number of exceedances of the carbon monoxide standard, more
than twice the number of the next worst area. It is classified as a “serious” nonattainment area for
both carbon monoxide and particulates (PM,,).

The federal Clean Air Act and the Califonia Clean Air Act include provisions for reducing
transportation’s contribution to air quality problems, with strict sanctions which could affect the
region's economic base if actions are not taken. Two key objectives for transportation include
achieving an average vehicle occupancy during peak commuter hours of 1.5 persons per vehicle
by 1999, and ensuring no net increase in mobile source emissions after 1997.

The 1994 Air Quality Management Plan (AQMP) recognizes that in addition to technological
innovations which serve to reduce the quantity of pollutants emitted per vehicle-mile of travel
(VMT), there is also a need to reduce VMT through the use of Transportation Control Measures
(TCMs) including transit improvements, shared-ride services, traffic flow improvements (which do
not increase lane-miles of capacity), demand management systems, and pedestrian and bicycle
programs. Any proposed action to address transportation issues in the Corridor must be in
conformity with the AQMP and must demonstrate a neutral or positive impact on air quality in the
basin.

1.2 Overview of Corridor Transportation System

At first glance, the Crenshaw-Prairie Corridor appears to be well-served by the regional
transportation system with three freeways (I-10/Santa Monica Freeway, |-105/Century Freeway
and 1-405/San Diego Freeway), two rail systems (the existing Metro Green Line and future
extension of the Metro Red Line), and an extensive arterial street network. But a closer
examination reveals an area isolated from the regional transportation system due to a lack of on-
going infrastructure investment as well as significant topographical challenges.

The lack of investment in the Corridor's transportation infrastructure has resuited in severely
constrained travel and a limited range of transportation alternatives. The current travel demand
on the freeway and roadway network exceeds the system’s capacity in many places, resulting in
considerable congestion during peak periods. The bus system is heavily utilized and must operate
on the same congested highway system. There are no currently funded or programmed capital
improvements for transportation infrastructure in the Crenshaw-Prairie study area.

Connections within the Corridor and to the regional transportation system are particularly lacking
in the north-south direction. Currently, all of the major regional transportation system facilities
serving the Corridor are located along the edges of the study area:

. Northern - |-10/Santa Monica Freeway and the future extension of the Metro Red Line;
. Southern - 1-105/Century Freeway and the Metro Green Line; and
. Western - |1-405/San Diego Freeway.
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There is no regional transportation system connection along the study area’s eastern edge. The
nearest transportation facility to the east is the 1-110/Harbor Freeway, more than three miles from
the heart of the Corridor. The only north-south connection in the regional rail system, the Metro
Blue Line, is located more than seven miles to the east of the Crenshaw-Prairie Corridor. In
summary, with no north-south high-capacity connection to either the regional freeway or rail
systems, the Crenshaw-Prairie Corridor lies isolated between the I-110 and |-405 freeways on the
east and west respectively, and the 1-10 and I-105 freeways on the north and south.

In addition, the significant topographical changes in the central portion of the study area - running
east from Crenshaw Boulevard to the [-405 Freeway outside of the study area, and from Jefferson
Boulevard south to Manchester Avenue - create a formidable barrier that shapes the configuration
of the transportation network serving the Crenshaw-Prairie Corridor. More than 45 percent of the
Corridor has significant hills which constrain the design and operation of its transportation system.

The predominance of hilly terrain in the heart of the Corridor results in the creation of a non-grid
street system with winding major streets and few minor streets, making travel through the Corridor
circuitous. The resulting street system negatively impacts traffic operations as in many cases there
is no parallel street within a mile’s distance or closer to allow for diversion of traffic in case of
accidents or major congestion. The study area’s hilly terrain also precludes major east-west streets
in the Corridor from Exposition Boulevard south to Manchester Avenue.

Without taking significant portions of the existing community, any high-capacity transportation
improvements would need to be built largely within arterial rights-of-way. Many of the Corridor’s
major streets currently accommodate peak period volumes significantly in excess of their capacity.
In addition, the Corridor has some very narrow street segments, which will make accommodation
of a future high-capacity improvement challenging.

13 Mobility Problem

The current transportation system in the Crenshaw-Prairie Corridor can be characterized as heavily
automobile-oriented with high bus transit use. Severe congestion is experienced by automobile
and bus transit users alike. Many Corridor roadways operate at or over capacity during peak travel
periods, while transit users must contend with overcrowding and slowing bus travel on the same
congested street system.

The ability to move quickly and efficiently in the Crenshaw-Prairie Corridor, both now and in the
future, can be expressed in terms of freeway and arterial congestion along with transportation
system accessibility and choice. With the anticipated future population and employment growth
and without future transportation system improvements, the Corridor will have:

Increasing travel;

Growing transit-dependent population;
Continuing freeway congestion;
Increasing arterial congestion;
Continuing slowing of bus service; and
Limited travel options.
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1.3.1 Freeway and Arterial Congestion

Currently, the freeway system serving the Crenshaw-Prairie Corridor is highly congested resulting
in travel time delays for a significant portion of each day. Using the California Department of
Transportation’s (Caltrans’) definition of congestion as travel speeds less than 35 m.p.h. for a
duration of 15 minutes or longer, all of the freeways serving the Corridor experience congestion
for at least six hours a day and, more typically, nine to thirteen hours per day on an incident-free
day. Incident-free days are estimated to occur approximately 50 percent of the time and as such
represent a best case scenario for Corridor freeway congestion. With the occurrence of incidents,
including accidents, lane closures and disabled vehicles, the hours of delay increase.

On the arterial street network, 47 percent of the major intersections in the Corridor currently
operate at or below the Congestion Management Program standard of LOS E (40 to 60 seconds
average of intersection delay per vehicle or waiting more than one light cycle). Approximately 84
percent of the Corridor’'s major intersections operate at LOS D or worse. The current peak period
traffic volumes are significantly in excess of capacity on the major streets, resulting in significant
congestion and delay.

By 2015, the Corridor population is anticipated to increase by more than 20 percent and
employment opportunities by 55 percent. With a forecast 19 percentincrease in daily Corridor trips,
it is projected that peak hour freeway and arterial congestion will continue to occur. The projected
delay impacts are anticipated to have increasing impacts on Corridor travelers, including longer
commute times. Continuing congestion may adversely impact the accessibility and economic future
of the Crenshaw-Prairie Corridor. There are no programmed nor planned transportation
infrastructure capital improvements identified for the Corridor to address these significant mobility
needs.

1.3.2 Transit System Conditions

Currently, the Crenshaw-Prairie Corridor is well-served by bus transit operations, and many of the
transit routes in the Corridor are heavily utilized. Almost every major and secondary arterial in the
study area is served by at least one bus route. Seven transit providers offer a combination of
community-based, local, limited-stop and freeway-express service within the Corridor study area.
In summary, even with this high level of service, the challenges facing bus transit services in the
Corridor include:

. Operational problems due to utilization of the congested freeway and arterial street system;
. Capacity issues due to high Corridor transit dependency;

. Poor regional transportation system connections; and

. Inability to attract the choice rider.

The effectiveness of Corridor bus transit operations is severely impacted by freeway and arterial
congestion resulting in slower bus speeds, negative impacts on schedule adherence, a decrease
in service reliability and longer travel times. Bus operations in congested conditions also result in
higher operational and maintenance costs. Operational cost increases are incurred with the
addition of buses and drivers in an attempt to maintain the identified service schedule; higher
maintenance costs result from the physical wear on buses of stop-and-go operations.

KORVE / RAW, A Joint Venture 1-14 July 2, 1999



Crenshaw-Prairie Corridor Route Refinement Study

Due to the Corridor's higher than average transit ridership, approximately double the mode split of
the County's urbanized area, many of the buses serving the Crenshaw-Prairie Corridor are at or
beyond capacity. Operating beyond capacity results in overcrowding, rider pass-bys and loading
delays which create uneven headways and related schedule adherence problems. Overcrowding
also reduces the life of buses and contributes to higher maintenance costs.

As identified in the previous discussion of economic development issues, the geographical
distribution of new jobs created in the Southern California region has bypassed the Corridor in favor
of areas including the San Fernando Valley, San Gabriel Valley and Orange County. Currently, 80
percent of Crenshaw-Prairie Corridor residents work outside of the Corridor. The resulting impact
on bus riders has been longer travel distances and travel times. Access to employment has been
exacerbated by the poor level of Corridor transportation connections to the regional transportation
system being developed to serve these newer employment centers. There is a demonstrated need
to provide faster, more direct transit service from the study area to regional job destinations, as well
as better access to county-wide transportation options.

Currently, Corridor travelers have a limited choice in travel options - auto or bus transit - circulating
on the same congested freeway and arterial system. Existing operational issues with bus transit
make bus use by transit dependents daunting, and makes utilization undesirable to non-transit
dependent residents or choice riders. Expanded Corridor travel options would provide all local
residents - not just the transit dependent - with a complete set of mode of access alternatives. The
ability to attract and retain Corridor choice riders, and reduce congestion, will depend on a variety
of factors including improved travel time, reliability, perception of safety, cleanliness and a
seamless interface with the regional transportation system.

By 2015, Corridor transit demand is estimated to increase by approximately 55 percent. Without
significant improvements and capacity enhancements, the Corridor’s bus transit system will be
significantly overburdened, and mobility to and from the Corridor will be significantly constrained.
There is an urgent need to improve transportation mobility in the Corridor by improving both the
level and quality of transit service both within and to destinations outside of the Corridor.

1.3.3 Transportation System Accessibility

Accessibility to a full range of transportation options is also of importance in addressing the
Crenshaw-Prairie Corridor mobility problem. Now and in the future, Corridor travelers will have
limited options with continuing freeway and street system congestion, slowing and overburdened
bus operations, and no connection to the regional rail system. Future transportation improvements
will need to reflect a muiti-modal strategy providing Corridor travelers with a complete set of
transportation alternatives.

The Crenshaw-Prairie Corridor currently has poor connections to the regional transportation
system, and no north-south high-capacity transportation connection within the Corridor. This lack
of transit infrastructure limits mobility and transportation choices. The Corridor’'s only available
transit service- bus transit - is constrained in effectiveness and patron convenience by traffic
congestion. The lack of regional transportation system links will become more detrimental to
Corridor travel in the future as Corridor population and employment continue to grow.

A unique opportunity of the Corridor is its strong potential to connect with the regional rail system
and provide a second north-south linkage enhancing Corridor- and region-wide connectivity and
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providing much-needed intra- and inter-Corridor linkages and service. A high-capacity
transportation improvement could connect to the Metro Red Line at the northern end of the
Corridor, and the Metro Green Line at the southern end. A Corridor high-capacity transit
improvement could also provide a connection to potential transit service along the Exposition
Corridor.

1.4 Purpose and Need

Development of an effective multi-modal transportation network within the Crenshaw-Prairie
Corridor is necessary to meet the future mobility needs of residents and businesses by providing
vital intra- and inter-corridor linkages and services. By the year 2015, the magnitude and nature
of the Corridor's population, employment and transit dependency growth trends are projected to
result in continuing transportation challenges in the Corridor as evidenced by:

. Increasing travel - With a forecast 19 percent increase in daily trips, more than 350,000
additional daily trips will occur in the Corridor;

. Growing transit-dependent population - Forecasts show a projected 55 percent increase
in Corridor residents reliant on the area’s transit system;

. Continuing freeway congestion - Currently 78 percent of the Corridor's freeway system
operates at or below Level of Service FO (15 minutes or more congestion) during the
morning peak period; 92 percent of the freeway system operates at or below Level of
Service (LOS) FO, with the |-10 Freeway and large segments of the 1-405 and 1-105
freeways experiencing LOS F2 and F3 (more than two hours of congestion) during the
evening peak period. With the forecast growth in daily trips and no planned Corridor
transportation improvements, Corridor freeway congestion will worsen.

. Increasing arterial congestion - During both peak periods, current travel demand exceeds
the arterial system capacity. Approximately 47 percent of the Corridor’'s intersections
operate at LOS E or worse. With an increasing number of daily Corridor trips, the peak
period operation of the Corridor's major streets and intersections will continue to worsen.

. Continuing slowing of bus service - Crenshaw bus service currently operates at 12.5 mph;
projections show an average system-wide bus speed of 10 m.p.h. in the year 2015; and

. Limited travel options - The Corridor's congested freeway and arterial street system, as
well as the heavily-utilized bus system, offer no additional capacity to accommodate the
forecast 55 percent increase in transit-reliant residents.

. Continuing air quality concerns - There is a demonstrated need to increase Corridor
transportation capacity to serve the forecast growth without increasing mobile source
emissions in this extreme nonattainment area. .

In defining the purpose and need for this study, it was important to identify study objectives against
which potential transportation improvements will be evaluated. Two MIS Tasks identified evaluation
criteria for the Crenshaw-Prairie Corridor. In MIS Task 2.2, Initial Set of Evaluation Criteria, a
detailed set of criteria was developed to provide decision-makers and the public with a perspective
on the magnitude of the impacts and benefits of the alternatives, as well as the differences between
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the options. The criteria were based on the Corridor purpose and need statements along with
federal, state and regional requirements and were organized for this study into five major
categories: '

Travel and Mobility Benefits;

Financial Considerations;

Environmental Impacts;

Economic and Land Use Considerations; and
Public Policy Support.

In Task 2.1, Mobility Problem and Statement of Purpose and Need, the following five local goals
were identified through extensive consultation with the community to measure the effectiveness
of potential Corridor transportation improvements:

Improve mobility within the Corridor.

Improve regional connections to and from the Corridor.

Meet the transportation needs of Corridor residents.

Act as a catalyst for economic development in the Corridor.
Stimulate revitalization of neighborhoods around station sites.

1 A G0 Ny

The set of transportation alternatives under consideration, as described in Section 2.0, meet the
study purpose and need, along with the local goals.
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Figure 2.5
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Crenshaw - Prairie Transportation Corridor Refinement Study

. Minimize at-grade operations - Provide a more regionally-oriented rail service operating
above or below existing street rights-of-way, providing wider station spacing and faster
travel speeds.

The resulting Initial Set of Major Investment Strategies consisted of the following options
1 No Build Alternative

This option, representing only those transportation improvements that are already
programmed through the year 2015, provides a baseline comparison for the other
alternatives. These programmed Corridor improvements are included in each of the other
alternatives.

2. Transportation System Management (TSM) Alternative

This option provides a low capital cost option, increases the type and frequency of local bus
transit services and provides some bus transit priorities on local major streets.

3. Rail: Two Branch Option serving LAX (via the AT&SF right-of-way) and Hawthorne Plaza
(via Prairie Avenue) - maximize at-grade operations (Figure 2.6)

This alternative would bring new rail transit service to the Crenshaw-Prairie Corridor, and
provide a connection between the future Metro Red Line station at Venice/San Vicente
Boulevards and one branch connecting west to the Los Angeles International Airport (LAX)
and a second branch running south to Downtown Hawthorne connecting with the Metro
Green Line. This alternative will evaluate a primarily at-grade rail system.

4 Rail: Two Branch Option serving LAX (via the AT&SF right-of-way) and Hawthome Plaza
(via Prairie Avenue) - minimize at-grade operations (Figure 2.7)

This alternative would essentially follow the same horizontal alignment as alternative 3, but
would minimize the use of at-grade service in favor of a primarily grade-separated system
operating with segments of aerial and subway service.

5. Rail: Century Boulevard Option - maximize at-grade operations (Figure 2.8)
This alternative would bring new rail transit service to the Corridor and would operate
between the future Metro Red Line station at Venice/San Vicente Boulevards and Los
Angeles International Airport. This alternative will evaluate a primarily at-grade rail system.
6. Rail: Century Boulevard Option - minimize at-grade operations (Figure 2.9)
This alternative would essentially follow the same horizontal alignment as alternative 5, but

would minimize the use of at-grade service in favor of a primarily grade-separated system
operating with segments of aerial and subway service.
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Crenshaw-Prairie Transportation Corridor

Figure 2.7

Alternative 4: Two Branch
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Figure 2.8
Crenshaw-Prairie Transportation Corridor Alternative 5: Century Boulevard Option
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Figure 2.9
Crenshaw-Prairie Transportation Corridor ~ Alternative 6: Century Boulevard Option
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In formulating the two sets of rail alternatives described above - the Two Branch and Century
Boulevard options - careful consideration was given to framing the study of a rail system within the
Crenshaw-Prairie Corridor. There was a recognized desire to serve as much of the Corridor and
its activity centers as possible within recognized cost constraints. The analysis of the related
service coverage and cost issues were framed in two ways:

. Evaluating the difference in service and costs between primarily at-grade and primarily
grade-separated systems; and

. Defining the rail alternatives with one option (Century Boulevard Alternative) having a single
alignment serving a majority, but not all, of the Corridor’s activity centers, and a second
option operating along two branches (Two Branch Alternative) providing maximized Corridor
coverage.

The identified Initial Set of Alternatives were next screened through a third evaluation level -
preliminary technical analysis - which is presented in Section 3.0.
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3.0 CONCEPTUAL ANALYSIS OF THE INITIAL SET OF ALTERNATIVES

This section summarizes the preliminary technical and environmental analysis completed to support
definition of the Initial Set of Major Investment Strategies. Details of this conceptual level of
analysis are documented in MIS Task 4.1, Development of the Final Set of Major Investment
Strategies. A detailed environmental and technical analysis of the final set of alternatives has been
deferred until a time closer to the ultimate implementation date for the final recommended
Crenshaw-Prairie Corridor transportation improvement project.

Section 3.1 presents an overview of the Affected Environment within the Corridor that would be
affected by the proposed project alternatives under consideration in this study process. The
following section 3.2 provides a detailed description of the Initial Set of Alternatives including a
discussion of engineering and system issues related to the four rail alternatives. Section 3.3
presents an overview of the resulting mobility improvements including travel times and operating
speeds of the alternatives, while Section 3.4 compares the resulting capital and operating costs.
The discussion in section 3.5 presents a summary of the preliminary environmental review including
a discussion of Corridor economic and land use issues. Finally, Section 3.6 provides a summary
of the technical findings and describes the next steps.

31 Affected Environment

This section describes the existing environment within the Crenshaw-Prairie Corridor that would
be affected by the proposed project alternatives under consideration in this study process. The
study corridor contains many local and regional destinations attracting economic, social and visitor
activity. This Corridor is being studied for a Major Transportation Investment due to its high
employment and residential densities, congested traffic conditions, high transit dependency and
its potential to connect key local and regional activity centers. The study process was intended to
resultin the identification of an effective transportation improvement project serving the Crenshaw-
Prairie Corridor and providing a link to the regional transportation system which serves Los Angeles
County.

The Crenshaw-Prairie Corridor is an approximately ten-mile long, north-south oriented corridor that
covers portions of three cities - Los Angeles, Inglewood and Hawthorne. This Corridor runs from
the Mid-City area of Los Angeles in the north, south to Downtown Hawthorne, and west through
Downtown Inglewood to the Los Angeles International Airport (LAX). The study area encompasses
a total of 27,000 acres or two percent of Los Angeles County in area. As illustrated in Figure 3.1,
the approximate limits of the Crenshaw-Prairie Corridor study area are:

. Pico Boulevard in the north;

. Arlington Avenue/Van Ness Avenue in the east;

. El Segundo Boulevard in the south; and

. La Cienega Boulevard/La Tijera Boulevard/Sepulveda Boulevard in the west.

The Corridor’s key activity, employment and transportation destinations as shown in Figure 3.1
include: a major transportation facility with related employment destinations (LAX); two regional
entertainment venues (the Great Western Forum and Hollywood Park); two civic centers
(Downtown Inglewood and Hawthorne); four major shopping centers (the Mid-Town Shopping
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Figure 3.1

Project Corridor and

"7 ¥) Major Investment Study Key Activity Centers
e iwiLswire sLvol
%
al
KORVE | RAW 3 M
ENGINEERING I ARCHITECTURE E :
] | oLYMPIC BLVD|
5
LEGEND PICO BLVD
-
mammssmmssm— STUDY AREA BOUNDARY WASHINGTON BLVD
A MONICA FWY (1-10
i - REGIONAL METRO
RAIL LINE ADAMS BLVD
@ METRO RAIL STATION
JEFFERSON BLVD
West Angeles
L KEY ACTIVITY CENTER "!»\"'m
| | ~] § Exrosimon sLvo
Santa
Sarbara
Plaza .
MARTIN] LUTHER KING BLVD

CRENSHAW
z n
2 o
E =
o 3
& =
2 o
E o

2
PRAIRIE

amM  zM

satdwin Hitas @ —
Crenshaw Plaza— ',':‘m ‘Q"
\0 &
N\
%

WEST BLVD

- VERNON AVE

2

z

H

&

z

3

<

<
SLAUSON AVE | |
{/ = et

- 4

€L SEGUNDO

FLORENCE AVE
/g’ -
o 1 TER AVE
X
R H Yostern
LAX & r ™ = [2
LotCQ - ;
-] Hospital ','.,.‘"'""'
1 3 ® ®
{ § CENTURY BLVD
1 wax T
1 tets §
<+ ' [~
CENTYRY Wy “-‘05\
-
= ™
L] Center
s 120th 8T

Ry

LYD

MAWTHORNE ll.\llb

AVIATIO

(1]
3
H

PRAIRIE AVE

ROSECRANS AVE

\1 SEPLALVEDA BLVD

[

1M

CRENSHAW 8LVD
VAN NEBS AVE

EL SEGUNDO

WESTERN AVE
NORMANDIE AVE

CORFG) 1o &3



Crenshaw - Prairie Corridor Route Refinement Study

Center, Baldwin Hills/Crenshaw Plaza, Santa Barbara Plaza and Hawthorne Plaza); two regional
parks (Leimert Park and Centinela Park); and three major hospitals (Daniel Freeman Memorial
Hospital, Centinela Hospital and Robert F. Kennedy Medical Center). Transportation facilities
serving the Corridor include: the Los Angeles International Airport; three freeways (the I-10/Santa
Monica Freeway, the I-105/Century Freeway and the [-405/San Diego Freeway); and two rail lines
(the Metro Green Line and the future extension of the Metro Red Line to the Mid-City area).

Within the Crenshaw-Prairie Corridor, there are five generally defined sub-areas or communities
as shown in Figure 3.2:

Mid-City Area - This portion of the Corridor extends south from Pico Boulevard to Adams
Boulevard. A future Metro Red Line station is planned for the Mid-City area in the vicinity
of Pico, Venice and San Vicente Boulevards. This is the current location of a regional bus
interface facility serving LACMTA, Santa Monica, Culver City and Torrance Transit buses.
The Mid-City subarea contains the Mid-Town Shopping Center and is primarily residential
with some local commercial uses.

Crenshaw Area - The next segment of the Corridor extends south between Adams
Boulevard and Slauson Avenue. Major land uses in this subarea include the Baldwin
Hills/Crenshaw Plaza Shopping Center and the Santa Barbara Plaza Shopping Center.
This segment also contains the Leimert Park area, which in recent years has become a
focal point of the African-American community in Los Angeles. In the Leimert Park area,
Crenshaw Boulevard is lined with many restaurants, clubs and art galleries, creating an
active pedestrian environment. Stable residential neighborhoods are located on both sides
of the commercially active Crenshaw Boulevard.

Inglewood Area - The Inglewood portion of the Corridor extends south along Crenshaw
Boulevard from Slauson Avenue to south of Florence Avenue. This subarea contains the
Inglewood Civic Center and adjacent commercial uses, as well as the Great Western
Forum, Hollywood Park, the Daniel Freeman Memorial Hospital and the Centinela Hospital.
The area south along Prairie Avenue is bounded by a mix of residential and local retail
uses.

Hawthorne Area - This segment of the Corridor extends south from Imperial Highway past
the 1-105/Century Freeway and Metro Green Line to Downtown Hawthome. While this
subarea is primarily residential, the southemn end of the Corridor contains the Robert F.
Kennedy Medical Center, Hawthorne Civic Center and the Hawthorne Plaza.

LAX Area - The LAX portion of the Corridor extends west of the 1-405/San Diego Freeway
to the extensive facilities of the Los Angeles Intemnational Airport. The potential of providing
an improved connection to LAX is significant to the mobility of the Crenshaw-Prairie
Corridor communities, as well as to the region as a whole. In 1995, LAX was the fourth
most active airport in the nation, handling almost 54 million passengers annually. This
volume is expected to double over the next twenty years. In addition, approximately 1.5
million tons of freight, excluding mail services, pass through LAX. The freight volume
handled by LAX is expected to triple in the next 20 years. The area surrounding LAX is
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Figure 3.2
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Figure 3.3

Population Growth
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Crenshaw - Prairie Corridor Route Refinement Study

developed with regional commercial and industrial uses representing a significantlocal and regional
activity and employment base.

3.1.1 Population, Housing and Employment

The Crenshaw-Prairie Corridor was recommended for study based on its high population and
employment densities as well as high transit dependency as illustrated by the following points:

. High population density - Existing Corridor population densities are double the average of
the County’s urbanized area; more than triple in the Crenshaw subarea.

. High employment density - Current Corridor employment density is double the urbanized
County average.

. High number of low income households - More than 49 percent of all Corridor households
are designated as low income. The Crenshaw segment has an even higher percentage,
with 56 percent of this subarea’s households designated as low income.

. High number of households without an available automobile - A Corridor-wide average of
16 percent of all households do not have access to an automobile compared to eight
percent in the County’s urbanized area; 19 percent of the households have no automobile
in the Crenshaw subarea.

By 2015, the Crenshaw-Prairie Corridor's population is expected to increase by 20 percent with
employment projected to increase by 55 percent. Future demographic trends show:

. Increased population density - The Corridor’s already high population density is projected
to increase by more than 20 percent, double the projected average density for the County’s
urbanized area. ‘

. Increased employment density - Corresponding to the Corridor’s projected employment
growth, the future number of employees per acre is projected to increase by 55 percent,
double the estimated average density for the County’s urbanized area.

. Continued high number of low income households - Even with the projected growth in
Corridor employment opportunities, a high percentage of households are projected to
remain within the low income category.

. Continued high percentage of households without access to an automobile - Reflecting the
projected high percentage of low income households, a large number of Corridor
households will remain transit dependent.

Population
The Crenshaw-Prairie Corridor is currently home to more than 358,000 residents or over four

percent of the population of Los Angeles County. The Inglewood and Crenshaw subareas are the
most populated with more than 63 percent of the Corridor’s residents as shown below in Table 3.1.
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The Mid-City subarea is home to more than 19 percent of Crenshaw-Prairie residents, while the
Hawthorne and LAX subareas contain the least residents with 10 percent and 8 percent
respectively of the Corridor's population.

Table 3.1: Current and Future Corridor Population

Sub-area Current Percentage of Forecast Percentage of Forecast
Population Corridor Population Corridor Percentage of

(1990 Census) Population (2015) Population Growth

Inglewood 125,000 35% 133,000 31% 6%

Crenshaw 101,000 28% 123,000 28% 22%

Mid-City 67,000 19% 81,000 19% 21%

Hawthorne 37,000 10% 56,000 13% 51%

LAX 28,000 8% 38,000 9%

Total 358,000 100% 431,000 100%

As shown in Figure 3.3, the Corridor’s population is expected to increase by more than 20 percent
to over 431,000 residents by 2015. The Mid-City and Crenshaw subareas will remain fairly
consistent in their residential growth, while the Inglewood subarea is forecast to experience the
lowest population increase. The highest population growth is forecast to occur in the Hawthorne
and LAX subareas with the Hawthorne subarea growing by more than 51 percent and LAX by more
than 36 percent.

Current population densities within the Crenshaw-Prairie Corridor (13.41 persons per acre) are
almost double the average of the County’s urbanized area (6.91 persons per acre) as shown in
Figure 3.4. The population density is even higher in some of the Corridor’s subareas as illustrated
in Table 3.2. In the Mid-City area, the population density is 23.33 persons per acre, more than three
times the average of the County’s urbanized area. The Inglewood subarea has both the highest
population and the second highest population density in the Corridor with 20.10 persons per acre.

Table 3.2: Current and Future Population Densities

Sub-area Current Residential Forecast Residential Forecast Percentage

Density Density Increase in Density
(persons per acre) (persons per acre)

Los Angeles County™ 6.96 9.38

Inglewood 20.10 21.38 6%

Crenshaw 17.87 21.66 21%

Mid-City 23.33 28.37 22%

Hawthorne 15.41 23.38 52%

LAX 2.95 4.01 36%

* Urbanized area
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Figure 3.4
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By 2015, Crenshaw-Prairie Corridor population density is expected to increase with a more than
20 percent growth to the Corridor-average of 16.16 persons per acre, nearly double the projected
9.38 persons per acre for the County’s urbanized area. The Mid-City subarea is forecast to
continue to be the densest portion of the Corridor with 28.37 persons per acre, more than double
the urbanized County’s density. The largest population density growth is projected to occur in the
Hawthorne subarea with a 51 percentincrease. Both the Crenshaw and LAX subareas are forecast
to have substantial population density increases at 21 percent and 36 percent respectively. Only
the Inglewood subarea is projected to remain fairly constant between 1990 and 2015 with a 6
percent projected increase in population density.

Housing

Similar to the Corridor’s population densities discussed above, the residential densities are also
significantly higher than the urbanized area of the County. The Mid-City subarea has the highest
residential density with 8.1 dwelling units per acre, more than three times the average of the
County’s urbanized area (2.4 dwelling units per acre). With its heavy concentration of industrial
and transportation-related uses, the LAX subarea has the lowest residential density with only 0.9
dwelling units per acre. As shown in Table 3.3, the residential densities of the Corridor’s other three
subareas are all more than double the average of the County’s urbanized area.

Reflecting population growth, the greatest increase in residential density in the Corridor is projected
to occur in the Hawthorne subarea. By 2015, the residential density is forecast to grow from 5.2
to 7.9 dwelling units per acre (a 52 percent increase). Similarly, the residential densities in the Mid-
City and Crenshaw subareas are projected to increase by 19 and 21 percent respectively. Only
the Inglewood area is projected to remain fairly constant between 1990 and 2015 with a five
percent increase in residential density. However, at 6.6 dwelling units per acre, Inglewood will
continue to have residential densities more than double the urbanized County average. And
though the LAX subarea is forecast to have a 36 percent increase in dwelling units, it will continue
to have a significantly low residential density.

Table 3.3: Current and Future Residential Densities

Sub-area Current Residential Forecast Residential Forecast Percentage

Density Density Increase in Density
(dwelling units per acre) | (dwelling units per acre)

Los Angeles County* 2.4 3.1

Inglewood 6.3 6.6

Crenshaw 6.7 8.1 21%

Mid-City 8.1 9.6 19%

Hawthorne 5.2 7.9 52%

LAX .9 1.2 36%

* Urbanized area
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Employment

Employment densities within the Crenshaw-Prairie Corridor serve as indicators of the level of
economic activity and strength within the study area, as well as its potential attractiveness as a
employment destination. Based on the 1990 Census, there are approximately 4.97 employees per
acre in the Corridor, which is 78 percent higher than the urbanized Los Angeles County average
(2.81 employees per acre). The highest employment densities within the Corridor occur in the Mid-
City, Hawthorne and Inglewood subareas, with densities ranging from 6.6 to 7.6 employees per
acre, or 135 to 170 percent higher than the urbanized County average. The Crenshaw subarea
has the lowest employment density with approximately 4.6 employees per acre - still 64 percent
higher than the urbanized County average.

Reflecting current employment densities, the Inglewood subarea has the highest number of jobs,
followed closely by the Crenshaw and LAX subareas. Employment within the Corridor is expected
to increase significantly in the future with a forecast 55 percent growth in jobs by the year 2015.
All of the subareas will share in the job growth, but several will experience a significant expansion
in the number of employment opportunities. The LAX subarea is projected to have the most
significant job growth with a doubling of the current number of jobs. The Mid-City area will be
second with a substantial 63 percent expansion in the number of jobs followed by the Inglewood
subarea with a 43 percent increase in employment opportunities. The Crenshaw subarea is
forecast to have the lowest, but still strong employment increase of 12 percent by the year 2015.

‘La_l_:le 3.4: Current and Future Employment

recast Emplom g Fomwsm%
g £3 - & : (Number of 'Jobs)! ‘Increase in Employment
Inglewood 47,000 67,000 43%
Crenshaw 26,000 29,000 12%
Mid-City 19,000 31,000 63%
Hawthorne 16,000 22,000 38%
LAX 25,000 58,000 132%

Corresponding to the Corridor’s projected employment growth, the future employee density (7.75
employees per acre) is forecast to be approximately double the estimated average density for the
County’s urbanized area (4.64 employees per acre). As illustrated in Figure 3.5, the highest
employment density increase is forecast to occur in the job-rich LAX subarea where the number
of jobs is projected to more than double. These future job projections do not reflect the current
LAX Master Plan expansion plans which are currently being reviewed. The number of employment
opportunities in the LAX subarea may increase with the adoption of the final plan. The Mid-City
subarea is forecast to experience a significant increase in employment density with a projected
increase to approximately 11.0 employees per acre, more than double the future urbanized County
average.
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Crenshaw - Prairie Corridor Route Refinement Study

Transit Dependency

Currently, more than 49 percent of households within the Crenshaw-Prairie Corridor are classified
as lowincome, and approximately 16 percent of Corridor households have no automobile available.
Both of these factors contribute to a higher than average transit usage. The urbanized County
transit mode split is eight percent compared to an average of more than 13 percent in the study
area. Transit usage in the Mid-City subarea (21 percent) is approximately three times the average
for the County’s urbanized area. A majority of the Corridor, represented by the Crenshaw,
Inglewood and Hawthorne subareas, has a transit mode share ranging between 10 and 14 percent,
or 25 to 75 percent higher than the average of the County’s urbanized area. Even the subarea with
the Corridor’s lowest transit usage - LAX with a 9 percent transit mode share - is higher than the
urbanized County average. The estimated trip generation for LAX is based on the socio-economics
of the transportation analysis zone in which it is located, including the number of employees. Since
the airport is not represented in the model as a special generator, the estimates of trip making and
mode choice do not reflect airport-user trips or the use of public transportation to and from LAX.
If these trips were taken into account, the transit mode share in this zone would be higher.

Table 3.5: Current and Forecast Transit Mode Share

Sub-area Current Transit Forecast Transit Forecast Percentage
Mode Share Mode Share Increase in Mode Share

Los Angeles County* . 8% 11% s i#

Inglewood 14% 15% - 7%

Crenshaw 12% 16% 33%

Mid-City 21% 27% 29%

Hawthorne 10% 12% 20%

LAX 9% 11% 22%

* Urbanized area

By 2015, the Corridor’s high transit usage is projected to continue into the future, with the transit
mode share increasing to an average of more than 21 percent as compared to 11 percent for the
County’s urbanized area. Transit usage in the northern portion of the Corridor (north of Slauson
Avenue) is expected to increase by 69 percent, while the southern portion is projected to have a
27 percent increase in transit mode share. The Mid-City subarea will continue to have the highest
percentage of transit utilization with a forecast 27 percent transit mode share. The Crenshaw
subarea is projected to have the highest percentage increase in transit usage with a 33 percent
growth in transit mode share. The other subareas also are forecast to have increases in transit
usage maintaining their higher than average transit mode share. The Corridor’s higher than
average transit mode share is based on the current level of bus transit service and does not reflect
the addition of a high capacity transit facility in the Crenshaw-Prairie Corridor.
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3.1.2 Travel Demand

Given the number of employment and activity centers in the Crenshaw-Prairie Corridor, the primary
travel markets can be defined as:

. Commuters accessing employment areas both within and outside the Corridor.

. Corridor residents making non-work trips, including shopping, recreational and other
activities, throughout the Los Angeles region.

. Entertainment and recreational visitors (including residents and tourists) traveling to special
event generators such as the Great Western Forum and Hollywood Park.

. Shoppers traveling to the Corridor’s retail destinations including the Mid-Town Shopping
Center, Santa Barbara Plaza, Baldwin Hills/Crenshaw Plaza, Market Street in Downtown
Inglewood and Hawthorne Plaza.

. Patients, visitors and employees traveling to the Corridor’s three medical centers - Daniel
Freeman Memorial Hospital, Centinela Hospital and the Robert F. Kennedy Medical Center.

. Students attending education institutions both within and outside of the Corridor.

. Transit dependent residents (with no access to a private automobile) including senior,
student, disabled and low income residents desiring to make regional transit connections
to the bus and rail system including the Metro Red and Green Lines.

In general, current travel demand is greater in the northern portion of the Crenshaw-Prairie Corridor
than in the southern portion of the Corridor. For trips that leave the Corridor, travel originating in
the northern portion of the Corridor primarily occurs to destinations to the east such as Downtown
Los Angeles, and west to West Los Angeles and Santa Monica. Trips in the southern portion of
the Corridor are typically more oriented to destinations to the south such as the South Bay area and
Southeast Los Angeles.

Based on LACMTA's travel forecasting model, approximately 64 percent of all Corridor-generated
trips remain within the Crenshaw-Prairie Corridor. The majority of non-work trips, including school,
shopping and recreational trips, stay within the Corridor. In contrast, a majority of work trips (80
percent) are to destinations outside the Corridor. Key work destinations for Corridor residents, in
order of importance, are:

Downtown Los Angeles;

Southeast Los Angeles including Commerce, Vernon and South Gate;
Century City, Westwood and West Los Angeles;

South Bay;

Mid-City/Wilshire District; and

Santa Monica, Marina del Rey and LAX.

Oy . 3 B =X
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By 2015, Crenshaw-Prairie Corridor home-to-work trips are forecast to increase by approximately
25 percent with the distribution pattern of Corridor trips projected to remain predominately the
same. Some intensification of internal Corridor trips between the northern and southern portions
of the Corridor is forecast as development occurs and employment intensifies, particularly in the
Hawthorne and LAX areas. Over 12 percent of the trips in the northern portion of the Corridor will
continue to be oriented towards Downtown Los Angeles and another 14 percent to the area
southeast of Downtown. Trips in the southern portion of the Corridor will continue to be oriented
towards the South Bay and Southeast Los Angeles. Anincrease is forecast for travel between the
southern portion of the Corridor and the West Los Angeles/Santa Monica area.

While a majority of the home-work trips originating within the Crenshaw-Prairie Corridor travel to
destinations outside the Corridor, non-work trips are primarily to locations within the Corridor.
These non-work trips, which include travel for school, shopping and recreation, are typically served
by Corridor destinations. Based on the travel forecast model, of those non-work related trips which
travel outside the Corridor area, the travel patterns are similar to the work destinations. Trips
originating in the northern portion of the Corridor destinations are fairly evenly distributed between
west (West Los Angeles, Santa Monica and Marina del Rey), east towards downtown Los Angeles,
and southeast to the area south of Downtown, including Commerce, Vernon and South Gate. Trigcs
in the southern portion of the Corridor are more heavily oriented towards the South Bay and the
area southeast of Downtown.

3.1.3 Transportation System

This section describes the existing transportation system within the Crenshaw-Prairie Corridor that
would be affected by the proposed project alternatives under consideration. The current Corridor
transportation system can be characterized as heavily automobile-oriented with substantial bus
transit usage. Severe congestion is experienced by automobile and bus transit users alike as many
Corridor roadways operate at or over capacity during peak travel periods. Automobile drivers are
negatively impacted by increased delays, while transit users must contend with slowing bus travel
on the same congested street system.

Clearly, bus transit is dependent on the arterial street system, and the effectiveness of bus transit
is severely impacted and constrained by traffic congestion which slows bus speed, decreases
reliability, and leads to long journey times for bus patrons to reach their destinations.

The ability to move quickly and efficiently in the Crenshaw-Prairie Corridor, both now and in the
future, can be expressed in terms of freeway and arterial congestion along with transportation
system accessibility and choice. As discussed in the following sections, with anticipated future
population, employment and related daily trip growth and without future transportation system
improvements, the Corridor will have:

. Continuing freeway congestion;
. Increasing arterial congestion;

. Continuing slowing of bus service; and

. Continuing poor connections to the regional transportation system.
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Freeway Network

An extensive freeway system serving the Crenshaw-Prairie Corridor provides a high degree of
access to areas throughout Los Angeles County and beyond. When operating effectively, this
freeway network is capable of moving high volumes of vehicles. Figure 3.6 illustrates the portions
of the existing freeway network within the Corridor study area:

. I-10/Santa Monica Freeway - Part of the east-west interstate freeway corridor connecting
Los Angeles County with destinations to the east including the San Gabriel Valley and San
Bernardino County. This freeway links the northern portion of the Corridor with Santa
Monica, Westwood and Downtown Los Angeles.

. 1-405/San Diego Freeway - Part of the northwest-southeast interstate freeway corridor
connecting Los Angeles County with Orange and San Diego counties to the south and the
Central Valley to the north. This freeway links the western portion of the Crenshaw-Prairie
Corridor with the South Bay, West Los Angeles and the San Fernando Valley.

. I-105/Century Freeway - Part of the east-west interstate freeway system primarily serving
the area of Los Angeles County located between the [-405 and I-710 Freeways. This
freeway links the southern portion of the Corridor to the west with the South Bay area, and
to the east to the Southeast Los Angeles and Norwalk area.

Caltrans uses Level of Service (LOS) estimates to assess the performance of the region’s freeway
system. Levels of Service A and B indicate free flow travel, while LOS C indicates the start of
traffic congestion. Freeways operating at LOS D have traffic volumes that are beginning to
approach capacity, but have not yet resulted in break down or unstable flow conditions. LOS E
indicates traffic volumes that have reached capacity with unstable flow, and Level of Service F
represents a break down in traffic flow caused by excessive demand, and is indicated by stop and
go traffic congestion and significant delay. LOS F has been further broken down into four sub-
categories designed to indicate the duration of the congestion as summarized in Table 3.6.

Table 3.6: Freeway LOS F Sub-Categories

FO 15 minutes - 1 hour
F1 1 hour - 2 hours
F2 2 hours - 3 hours
F3 Greater than 3 hours

Source: Caltrans

Caltrans documents peak period congestion on an annual basis for the Los Angeles County
Freeway system. The resulting maps are representative of operating conditions during peak hours
on incident-free days. Caltrans defines an incident-free day as one on which operating conditions
are not influenced by incidents such as accidents, disabled vehicles and lane closures. Incident-
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Figure 3.6
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free days are estimated to occur approximately 50 percent of the time and as such represent a best
case scenario for Corridor freeway congestion. Figures 3.7 and 3.8 illustrate the most recently
available 1998 congestion levels of the freeways serving the Crenshaw-Prairie Corridor for the A.M.
and P.M. peak periods respectively. Table 3.7 presents a summary of the typical peak period
duration, while Table 3.8 identifies the peak period level of service and operating speed for the
Corridor’s freeway system.

Table 3.7: Typical Peak Hours of Congestlon

”"Free%v‘;y/mrectionﬁ# ’_ Fzz', A.M xl;ésfPerlod = PM’PSa?E P‘enoéh
I-10 Eastbound 7:00 - 10:00 3:15-7:30
Westbound 6:45-10:00 4:45-7:30
14405 Northbound 6:45-10:00 5:30 - 7:45
Southbound 7:30 - 8:15 4:15-7:00
1-105 Eastbound - 3:00 - 6:45
Westbound 6:45 - 9:00 -

Source: Caltrans, District 7

During the A.M. peak period, the freeways serving the Corridor typically operate at LOS F2 and F3
with two to more than three hours of congestion. The |-10/Santa Monica Freeway is the most
congested and experiences peak period slowing in both travel directions. In the morning, the
eastbound peak hour period is slightly shorter (three hours) with a typical operating speed between
20 and 35 mph, while the westbound side experiences more than three hours of congestion with
speeds under 20 mph. The |-405/San Diego Freeway is primarily congested in the northbound
direction as commuters travel to LAX, El Segundo, West Los Angeles and Santa Monica. The
morning LOS for the 1-405 ranges between F2 and F3 with two or more hours of congestion and
operating speeds typically under 20 mph. The region’s newest freeway - the |-105/Century
Freeway - has the least congestion with morning congestion only in the westbound direction east
of the 1405 between Crenshaw Boulevard and the I|-110/Harbor Freeway. This freeway
experiences approximately two hours of congestion with a typical operating speed of 20 to 35 mph.

During the P.M. peak period, the Corridor’s freeways are congested for a longer period of time, but
typically operate at a higher speed. The I-10 Freeway again experiences the most congestion with
more than three hours of stop and go traffic in both directions operating at speeds ranging between
20 and 35 mph. Segments of the 1-405 Freeway have significant congestion with operating speeds
under 35 mph. As in the moming, the I-105 Freeway has congestion in only one direction -
between Crenshaw Boulevard and the 1-405. In the evening, the congestion lasts longer than three
hours and results in a lower operating speed.

In summary, the Crenshaw-Prairie Corridor’s freeway system exceeds capacity and experiences
a significant level of congestion and delay:

. In the A.M. peak period, approximately 78 percent of the freeway system serving the
Corridor operates at or below LOS F0, with the I-10/Santa Monica Freeway and large
segments of the 1-405/San Diego Freeway experiencing LOS F2 and F3.
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Figure 3.7

Freeway Level of Service
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Crenshaw-Prairie Transportation Corridor

Major Investment Study

Figure 3.8

Freeway Level of Service
(P.M. Peak Period 1998)
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Crenshaw - Prairie Corridor Route Refinement Study

Table 3.8: Freeway System Peak Period Congestion

A.M. Peak Period

Freeway

Direction

Duration

|1-10/Santa Monica

e

at R

20 - 35 mph - 85%

Santa Monica)

Eastbound (to Los F2
Angeles) Under 20 mph - 15%
Westbound (to wB F3 20 - 35 mph - 30%

1-405/San Diego

i ‘*‘g & Vg
: ‘fj;;‘.'*‘ R i SERCE AR

e g

Under 20 mph - 70%

North of La Tijera

20 - 35 mph - 30%
Under 20 mph - 70%

South of La Tijera NB F3-90% 20 - 35 mph - 30%
to 1-105 - F2-10% Under 20 mph - 70%
South of I-105 NB F3 20 -35 mph

L R N
1-105/Century ErEai
East of 1-405 WB (segment) F2-75%
F1-25%
West of 1-405 - - -

I-10/Santa Monica

Eastbound

Westbound

Under 20 mph - 20%

1-405/San Diego

TR Ty o

20 - 35 mph

North of La Tijera Both F2
South of La Tijera Both F2 - 50% 20 - 35 mph - 50%
to 1-105 F1-50% Under 20 mph - 50%
South of I1-105 SB F3 20 - 35 mph - 50%
Under 20 mph - 50%
1-105/Century : £ : 53 i
East of 1-405 EB (segment) F3 -90% 20 - 35 mph - 60%
FO - 10% Under 20 mph - 40%
West of 1-405 - - -
Source: Caltrans, District 7
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. In the P.M. peak period, approximately 92 percent of the Corridor’'s freeway system
operates at or below LOS FO, with the 1-10/Santa Monica and large segments of the I-
405/San Diego and I-105/Century Freeways experiencing LOS F2 and F3.

It should be noted again that the system operations identified and discussed above represents
incident-free days, and that 50 percent of the time freeway system operations are more severe. On
incident-free days, the Corridor’s freeways have the following operational delays:

. The |-10 Freeway experiences eastbound congestion for more than 7.25 hours and
westbound congestion for over 6.25 hours a day, resulting in more than 13.5 hours of
operations at under 35 mph.

. The 1-405 Freeway has 5.5 hours of northbound congestion and 3.5 hours of southbound
delay per day, resulting in more than 9.0 hours of operations at under 20 mph.

. The I-105 Freeway experiences 2.5 hours of westbound congestion in the morning and 3.75
hours of eastbound delay in the evening, resulting in more than 6.0 hours of constrained
operations at under 35 mph.

By the year 2015, the only funds programmed for freeway infrastructure improvements in the
Crenshaw-Prairie Corridor are for carpool-lane gap closure on the I-405 Freeway between the I-105
Freeway and the US-101/Ventura Freeway. While this improvement will help Corridor residents
traveling to jobs in the West Los Angeles area, the project will primarily benefit drivers traveling
through the Corridor. Even with infrastructure improvements, the region’s freeway system serves
only the edges of the study area and provides no north-south high-capacity transportation
connection directly serving this heavily-traveled Corridor. Projections show more than 350,000
additional daily person trips will be generated in the Corridor by 2015. With 80 percent of the
Corridor’s residents traveling to work outside of the study area, it can be assumed that a large
proportion of those trips will occur on the Corridor’s freeway system with a corresponding increase
in freeway congestion and delay.

Arterial Network

The Crenshaw-Prairie Corridor’s arterial street system is illustrated in Figure 3.6. In the City of Los
Angeles, street systems are typically arranged in a “grid” network, with major arterial streets spaced
at approximately one mile intervals. A majority of the Corridor’s arterial network is designed as a
grid system except for the central portion of the study area. Here the street system is impacted by
significant topographical changes which constrain the design and operations of the Corridor’s street
system. Covering more than 45 percent of the study area, this major hill system results in a non-
grid street system with winding major streets and few minor streets, making circulation through the
Corridor difficult. The resulting circuitous street system negatively impacts traffic operations as in
many cases there is no nearby parallel street to allow for diversion of traffic in case of accidents
or major congestion. Hilly terrain also precludes major east-west streets in the Corridor from
Exposition Boulevard south to Manchester Avenue.

Another physical issue impacting the Corridor’s arterial network is the existing constrained right-of-
way for many of the streets, and primarily Crenshaw Boulevard. Running through a substantially
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built-out community and with a sometimes winding street configuration, many of the Corridor's
have resuilted in narrow curb-to-curb widths for some segments of the Corridor’s streets. Figure
3.9 shows the right-of-way and curb-to-curb widths of Crenshaw Boulevard and Prairie Avenue for
the entire length of the Corridor. From Pico Boulevard to Venice Boulevard, Crenshaw Boulevard
has a curb-to-curb width of 56 feet within a 90 feet of right-of-way. Along this heavily-traveled
segment of Crenshaw Boulevard, there are two travel lanes in each direction. From Venice
Boulevard south to Adams Boulevard, Crenshaw Boulevard’s right-of-way is 100 feet with 80 to 84
feet of paved roadway width and two travel lanes in each direction. Parking prohibitions allow three
lanes of travel in each direction during peak traffic periods. The widest points occur between
Coliseum Street and Martin Luther King Boulevard and again between Vernon Avenue and Slauson
Avenue. An important feature of the street itself is the extremely wide right-of-way in these
segments, along with the use of frontage roads for parking on either side of the street. Between
Martin Luther King Boulevard and Vernon Avenue, through the Leimert Park area, Crenshaw
Boulevard again narrows to a street width of 70 to 78 feet within a 100-foot right-of-way, although
still allowing for six travel lanes during peak traffic periods. ADD what the city requires for a major
arterial for comparison

The performance of the arterial street network is typically measured in terms of intersection Level
of Service (LOS). Current LOS was calculated for the major intersections in the study area using
the Intersection Capacity Utilization (ICU) methodology. The thresholds which assign a letter value
to the resulting LOS are shown in Table 3.9.

Table 3. 9 Intersectlon Level of Servnce Cnterla by ICU Methodology

e T

5 v°|umeICapaclty R3ﬁ°" on,(VIC) =
0-0.60

0.61-0.70

0.71-0.80

0.81-0.90

0.91-1.00
>1.00

The Crenshaw-Prairie Corridor’s arterial streets are typically designed to accommodate a medium
to high traffic volumes (2,000 to 3,000 vehicles per hour per direction). Daily traffic volumes for the
Corridor’'s north-south streets and east-west streets are illustrated in Figures 3.10 and 3.11
respectively. During peak periods, the current travel demand on the Corridor’'s roadway network
exceeds the system’s capacity in many places, resulting in considerable congestion during peak
periods. As shown in Table 3.10 and on Figure 3.12, a majority of the study area intersections
operate under constrained circumstances:

. 47 percent of the Corridor’s intersection operate at LOS E or worse; and
. 84 percent of the Corridor’s intersection operate at LOS D or worse.
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Figure 3.9
Curb-to-Curb and
Right-of-Way Widths

Crenshaw-Prairie Transportation Corridor
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Figure 3.10

Crenshaw-Prairie Transportation Corridor Daily Traffic Volume
JIRLRY Major Investment Study (North-South Streets)
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Table 3 10 Current Corridor Intersection Level of Service (PM Peak 1992)

Ry ‘Q ﬁ?%«umber of lntersocﬂons"g%;é"' meﬂgﬁtage of lntersectlons ‘ggﬁ
B 2 11%
Cc 1 5%
D 7 37%
E 4 21%
F 5 26%

Following is a summary of existing traffic operations in several of the Corridor’s subareas:

Mid-City Area - An average traffic carrying capacity for this segment of Crenshaw
Boulevard, which allows for reasonably uncongested travel, ranges from approximately
30,000 vehicles per day along the four-lane section at the north end to approximately
42,000 vehicles per day along the wider section south of I-10. The current traffic volumes
along Crenshaw Boulevard are significantly in excess of this capacity. As a resulit
significant congestion and delay occurs, particularly at signalized intersections during peak
traffic periods .

Crenshaw Area - Average daily traffic volumes along this segment of Crenshaw Boulevard
south from Jefferson Boulevard range from 43,100 to 47,800 vehicles per day. With the
provision of six lanes during peak periods, the average daily capacity of this roadway is
approximately 36,000 to 42,000 vehicles per day. Again, daily traffic volumes are
significantly in excess of the roadway carrying capacity. Arterial intersections along this
segment currently operate at level of service D or worse in the P.M. peak period.

Inglewood Area - Between Slauson Avenue and the AT & SF RR right-of-way, Crenshaw
Boulevard carries approximately 36,700 vehicles per day. Average daily traffic volumes
along Prairie Avenue range from 34,900 to 37,400 vehicles per day between the AT&SF
RR right-of-way and Imperial Highway. Again, the volumes along these roadways,
approach or exceed the average carrying capacity of the roadways. Intersections along
both Crenshaw Boulevard and Prairie Avenue in this segment of the Corridor currently
operate at level of service D or worse and congestion occurs during peak traffic periods.

Hawthorne Area - The average daily traffic volumes along this segment of Prairie Avenue
are approximately 33,500 vehicles per day. With a carrying capacity of approximately
28,000 to 32,000 vehicles per day, traffic volumes along Prairie Avenue presently approach
and exceed the existing roadway capacity, operating at LOS D or worse. As a result
congestion and delay occur, particularly at signalized intersections, during peak traffic
periods. In this segment, average daily traffic volumes along Hawthorne Boulevard are
approximately 35,200 vehicles per day. Although average daily traffic volumes along this
roadway are within the capacity of the roadway, congestion occurs during peak<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>