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S.o 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 four cities - Los Angeles, Inglewood, Hawthorne and EI Segundo. 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 are intended to assist decision makers in selecting the most effective solution, or phasing
of solutions, to the transportation challenges identified in the Corridor within the context of local goals
and objectives.

S.l Purpose and Need

Over the past 35 years, the need for transportation improvements in the Crenshaw-Prairie Corridor has
been established through a series of transportation plans and studies undertaken by the MTA and its
predecessor agencies - the Southern California Rapid Transit District (SCRTD) and the Los Angeles
County Transportation Commission (LACTC). Starting in 1967, the Crenshaw Corridor was included in
the region's first rail system plan. In 1993, a Preliminary Planning Study was undertaken by MTA for
the Crenshaw-Prairie Corridor that clearly identified the need for Corridor high-eapacity transit system
improvements. Completed in October 1994, the Preliminary Planning Study identified two viable transit
service corridors with related modal options to be studied further. In 1996, MTA initiated the next phase
of the corridor transportation planning process - a Crenshaw-Prairie Corridor Major Investment Study
(MIS). In November 1997, changing MTA priorities called for the reconsideration of future
improvements not already under construction, and a decision was made to defer completion of the MIS
process and to instead prepare a Route Refinement Study (RRS) that would have a longer shelf life. The
Final Crenshaw-Prairie Corridor Route Refinement Study Report, completed in December 2000,
identified the need for and proposed a set of viable transportation alternatives for the Corridor.

Following the conclusion of the Crenshaw-Prairie Route Refinement Study, several new transportation
services were implemented and studies completed which changed the planning and operational context of
the Study Corridor. First, MTA discontinued consideration of the extension of Metro Red Line service to
the vicinity of Venice and San Vicente Boulevards which had provided the northern terminus point for the
rail alternatives considered in previous study efforts. Second, Metro Rapid service was successfully
implemented on Wilshire and Whittier Boulevards from Santa Monica through Downtown Los Angeles
and East Los Angeles to Montebello. Third, a Mid-CitylWestside Transit Corridor Major Investment
Study was completed and recommended the implementation of Bus Rapid Transit (BRT) service on
Wilshire Boulevard and Light Rail Transit (LRT) service on the former Exposition Railroad right-of-way
- providing new opportunities for interface with existing and future Crenshaw-Prairie Study Area transit
services.

The Crenshaw-Prairie Corridor Major Investment Study (MIS) process was reinitiated in May 2001 with
the overall objective to develop and assess a full, range of transportation alternatives and identify a
preferred strategy, or phasing of strategies, which addresses Corridor mopility needs and capacity
requirements in the year 2025 and beyond, while being sensitive to com.xilunity and environmental
concerns.

Technical analysis completed in this MIS effort has clearly demonstrated that development of an effective
multi-modal transportation network serving the Crenshaw-Prairie Corridor is necessary to meet the future
mobility needs of residents and businesses by providing. vital intra- and inter-eorridor linkages and
services. By the year 2025, 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
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Corridor. All of the analytical efforts conducted for the Crenshaw-Prairie Corridor, including the
previous study efforts and this MIS effort, strongly indicate the need for a significant investment for
transit system improvements, as supported by the following key facts:

•

•

•

•

The Crenshaw-Prairie Corridor Houses a Major Set of Activity Centers and Destinations•
As illustrated in Figure S.l, the Crenshaw-Prairie Corridor, covering portions of four cities (Los
Angeles, Inglewood, Hawthorne and EI Segundo), has a unique combination of regional and local
destinations along with a diverse mix of single- and multi-family housing. This dense, mixed­
use Study Area is home to a significant number of regional destinations including LAX and two
entertainment venues - the Great Western Forum and Hollywood Park. It serves Corridor
community civic centers located in Inglewood and Hawthorne, and a large number of shopping
districts and centers including Koreatown, the Crenshaw District and Downtown Inglewood.
The Corridor also has concentrations of office development along Wilshire Boulevard, in
Downtown Inglewood and in EI Segundo adjacent to the Metro Green Line.

The Corridor Has Weak Connections with the Regional Transportation System•
The Study Area currently has weak connections to the regional transportation system, and there is
no north-south high-eapacity transportation connection within the Corridor, nor the western
section of the regional transit system. 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 vehicular congestion. The lack of regional
transportation system links will become more detrimental to future Corridor travel and economic
development as Corridor population and employment continue to grow.

The Crenshaw-Prairie Corridor transportation improvement has the opportunity to play an
important role in the regional transportation system by providing a missing service link.
Currently, there is no north-south high-eapacity connection west of Downtown Los Angeles and
the 1-110 Freeway - the Metro Blue Line is the only north-south connection in a growing network
of east-west rail lines. A rail system connection operating on Crenshaw Boulevard would provide
a much-needed second north-south link enhancing regional and Corridor connectivity, and
lessening system operational impacts on the capacity at 7thIMetro Center.

Existing High Study Area Population and Employment Densities Support Transit•
The Corridor's land use patterns result in high levels of residential and employment densities that
are supportive of transit service. Current population densities within the Crenshaw-Prairie
Corridor are approximately four times the average of the County's urbanized area. In the Mid­
City subarea, the population density is more than five times the County's average. Reflecting the
Corridor population densities, residential densities are also significantly higher than the urbanized
area of the County. The Mid-City subarea has the highest residential density with more than five
times the dwelling units per acre than the average of the County's urbanized area.

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 an
employment destination and its future support for a high-capacity transit system. Based on the
2000 Census, the Corridor's employment density is over three times the urbanized Los Angeles
County average. The highest employment densities within the Corridor occur in the LAX and
Hawthorne subareas with densities ranging from more than five to ten times the County average.

The Study Area is forecast to Continue to Capture a Large Share of Regional Population
and Employment Growth.
By 2025, Crenshaw-Prairie Corridor population density was projected to increase by 47 percent­
approximately eight times the growth forecast for the County's urbanized area. The Mid-City
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Figure 5.1

Project Corridor and
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subarea was forecast to continue to be the densest portion of the Corridor with a population
density of more than eleven times the urbanized County's density. Reflecting the forecast
population change, the residential density was forecast to increase by 52 percent by year 2025.
The Mid-City will continue to have a residential density more than ten times the urbanized
County average.

Employment within the Corridor is expected to increase with a forecast 21 percent growth in jobs
by the year 2025. All of the subareas, excluding LAX, will share in the job growth, with the
Inglewood subarea forecast to have the most significant job growth with an increase in the current
number of jobs by 86 percent. Corresponding to the Corridor's projected employment growth,
the future employee density was forecast to be more than six times the estimated average density
for the County's urbanized area. The highest and most significant employment density increase
was forecast to occur in the Inglewood subarea. These future job projections do not reflect any
LAX Master Plan revisions as these recommendations are currently being revised.

•

•

•

•

There is a Significant Transit Dependent Population in the Study Area.
More than 49 percent of all Corridor households are designated as low income, with 56 percent
identified as low income in the Crenshaw subarea. A Corridor-wide average of 16 percent of all
households does not have access to an automobile, compared to eight percent in the County's
urbanized area, with 19 percent having no auto access in the Crenshaw subarea. Forecasts show
a growing transit-dependent population with a projected 55 percent increase in Corridor residents
reliant on the Study Area's transit system.

There is a High Level of Transit Usage in the Study Area.
The identified demographic indicators contribute to higher than average transit usage 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. By the year 2015, estimates project 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 area to 11 percent. The transit mode split in the southern portion of the Corridor is
forecast to increase to 16 percent - more than 50 percent higher than the countywide average.

The Current Corridor Transit System is Operating At-Capacity and with Slowing Speeds.
Due to the Corridor's higher than average transit ridership - approximately double the mode split
of the County's urbanized area. There is a high demand for and usage of the existing bus
services Also, bus service in the Crenshaw Corridor currently operates at 12.5 mph; MTA
projections show an average system-wide bus operational speed of 10 mph in the year 2015.

There is a Demonstrated Need for Increased Corridor Transportation System Capacity.
The MIS identified an increasing number of future trips with a forecast of more than 350,000
additional daily trips that will occur in the Corridor in the year 2015. Currently, 78 percent of
the Corridor's freeway system operates at or below Level of Service (LOS) F during the morning
peak period, with 92 percent of the system operating at or below LOS F in the evening peak
period. During both peak periods, current travel demand exceeds the Corridor's arterial system
capacity resulting in significant congestion and delay. Bus service in the Corridor is operating

.:..~ at- or over-capacity, and future projections show a significant increase in transit demand (55
';percent) by the year 2015. The Corridor's congested freeway and arterial street system, as well as
the heavily-utilized bus system, offer no additional capacity to accommodate the projected 19
percent increase in daily trips.
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•

•

8.2

Corridor Residents Have Limited Travel Options.
The ability to move quickly and efficiently in the Crenshaw-Prairie Corridor can also be
expressed in terms of transportation system choice. Currently, Corridor travelers have a limited
choice in travel options - auto or bus transit - circulating on the same congested street system.
Existing traffic makes bus service slow and makes utilization undesirable to non-transit
dependent residents. A multi-modal Corridor strategy and speed improvements to bus transit
service would provide all local residents with more travel options.

The Region and the Corridor Have Continuing Air Quality Concerns
The Corridor is located within the South Coast Air Basin - the airshed with the worst air quality
in the nation. Mobile source emissions from vehicles are the single largest contributor to air
quality problems in the basin. There is a demonstrated need to increase Crenshaw-Prairie
Corridor transportation capacity to serve the forecast trip growth without increasing mobile
source ozone emissions in this nonattainment area. Annual regional vehicle miles traveled
(VMT) would decrease with implementation of both the BRT and LRT alternatives.

Alternatives Considered

During the first phase of the MIS process, an initial set of transportation alternatives was identified based
on past study efforts and in consultation with the public, stakeholders, elected officials and city staff
members. This set of options was screened through an evaluation and public outreach process to identify
a Final Set of Alternatives of the most viable options to meet the identified goals and objectives for
transportation improvements in the Study Corridor, which included the following five local goals
identified by the Crenshaw-Prairie community:

1. Improve mobility within the Corridor.
2. Improve regional connections to and from the Corridor.
3. Meet the transportation needs of Corridor residents.
4. Act as a catalyst for economic development in the Corridor.
5. Stimulate revitalization of neighborhoods around station sites.

Based on the results of an extensive public and stakeholder outreach process and a fatal flaw level of
technical and environmental analysis, a Final Set of Alternatives was identified for further conceptual
level technical and environmental analysis. The Final Set of Alternatives for the Crenshaw-Prairie
Corridor consisted of the No Build, Metro Rapid and two build alternatives - Bus Rapid Transit and Light
Rail Transit.

No Build Alternative

The Corridor's No Build Alternative represented existing transit services, plus commitments outside of
the Study Area as defmed in MTA's adopted 2001 wng Range Transportation Plan. The "no action"
alternative was used as a baseline for assessing the effectiveness of the improvements proposed by each
alternative. The transit network represented in the No Build Option included the existing alignments and
operating schedules of the Metro Red, Blue and Green Lines, as well as the planned rail lines serving
Pasadena, the Eastside, and the first phase of the Exposition LRT Line. Future year 2025 bus service was
upgraded to represent a larger Countywide fleet size along with expansion of the Metro Rapid system.

Metro Rapid Alternative

The Metro Rapid Alternative evaluated added future transit improvements serving the Study Corridor as
identified in MTA's adopted 2001 Long Range Transportation Plan, the Metro Rapid Five-Year
Implementation Plan (adopted by the MTA Board in September 2(02), and this Study's initial screening
process. This option included a grid plan of north-south and east-west Metro Rapid routes, and expanded
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Figure 5.2
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local circulator service. As presented in Figure S.2, Metro Rapid service was evaluated on the following
Study Corridor service alignments:

1. Crenshaw/Rossmore/Metro Green Line - Operating south from the Metro Red Line HollywoodJ
Vine Station along Vine Street and then Rossmore Avenue to Wilshire Boulevard, south on
Crenshaw Boulevard through Koreatown and the Crenshaw District to terminate at the Metro
Green Line Crenshaw Station. This proposed service alignment would extend south beyond the
Study Area boundaries to the South Bay Galleria.

2. CrenshawlWilshire-Western/Metro Green Line - Operating west from the Metro Red Line
WilshirelWestern Station along Wilshire Boulevard, then south on Crenshaw Boulevard through
Koreatown and the Crenshaw District where it would tum west on Florence Avenue through
Downtown Inglewood and then south along Aviation Boulevard to interface with the proposed
LAX Intennodal Transportation Center, and terminating at the Metro Green Line Aviation
Station.

3. Florence/Hawthorne - Operating west on Florence Avenue from Downtown Los Angeles,
turning south on La Brea Avenue in Downtown Inglewood, continuing on La Brea Avenue as it
becomes Hawthorne Boulevard to interface with the Metro Green Line Hawthorne Station, and
then terminate at EI Segundo Boulevard in Downtown Hawthorne. This proposed service
alignment would extend south beyond the Study Area boundaries to the South Bay Galleria.

4. Century - Operating west on Century Boulevard from southern Downtown Los Angeles to
terminate at the proposed LAX Intetmodal Transportation Center.

5. Vernon/La Cienega - Operating west on Vernon Avenue from southern Downtown Los Angeles,
north on Crenshaw Boulevard to serve the Crenshaw District, west on Stocker Street and then
north on La Cienega Boulevard.

6. Pieo - Operating west on Pico Boulevard from Downtown Los Angeles to the Pico-Rimpau
Transit Center located in the Mid-eity area, and then continuing west on Pico Boulevard to West
Los Angeles and Santa Monica.

7. Venice - Operating east on Venice Boulevard from Santa Monica and West Los Angeles to its
termination at the Pico-Rimpau Transit Center located in the Mid-City area. Passengers wishing
to travel further east to Downtown Los Angeles would transfer to the Pico Metro Rapid Line.

It should be noted that the MTA Board adopted a majority of the Metro Rapid lines discussed above and
evaluated in this MIS effort in September 2002 as part of the Metro Rapid Five-Year Implementation Plan
with the following changes:

• The FlorencelHawthorne Metro Rapid Line was broken into two implementation phases with
Florence Avenue service falling within Phase IIA and Hawthorne Boulevard operations being
initiated in Phase lIB.

• Venice Boulevard Metro Rapid service was deleted from consideration during the next five-year
timeframe; service would continue to be provided by existing local and limited stop bus service.

• The adopted MTA Plan included Metro Rapid service on Manchester Boulevard, rather than
along Century Boulevard, based on the existing heavy bus ridership along with the high number
of destinations located along this service alignment.
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Two future Metro Rapid lines studied in the Crenshaw-Prairie MIS were not included in the adopted
Metro Rapid Five-Year Implementation Plan. Additional funding would need to be identified for the
following two Corridor Metro Rapid lines not included in the adopted Metro Rapid Program:

•

•

CrenshawlWilshire-Western/Metro Green Line - Designed to provide Corridor residents and
regional travelers with no transfer service from the Metro Red Line Wilshire!Western Station
through the Crenshaw District to LAX.

Century - Planned to provide Corridor residents with direct access to employment destinations in
the LAX area, and regional travelers with a direct connection to the proposed LAX Intermodal
Center.

For the proposed local circulator service, two lines serving the Study Area, in addition to the Crenshaw
DASH lines, were included in the Metro Rapid Alternative. The circulator lines were assumed at this
level of analysis to serve: 1) the northern portion of the Corridor, and 2) the City of Inglewood. The
exact routing will be determined with community input during any follow-on preliminary engineering
phase.

Bus Rapid Transit Alternative

Bus Rapid Transit (BRT) was defined as bus service providing the full range of physical and operational
attributes of Metro Rapid service with the addition of dedicated lane operations. This alternative would
be operated by MTA under the service name of "Metro Rapid." As presented in Figure S.3, BRT service
was evaluated on the following Study Corridor service alignments:

1. Crenshaw/LAX/Metro Green Line - Operating south from Wilshire Boulevard Metro Rapid
service on Crenshaw Boulevard through Koreatown and the Crenshaw District to the former
BNSF Railroad right-of-way, along the right-of-way through Downtown Inglewood, then south to
interface with the proposed LAX Intermodal Transportation Center, and terminating at the Metro
Green Line Aviation Station.

2. Crenshaw/Hawthorne - Operating south from Wilshire Boulevard Metro Rapid service on
Crenshaw Boulevard through Koreatown and the Crenshaw District to the former BNSF
Railroad right-of-way, along the right-of-way to La Brea Avenue and south on La Brea Avenue
through Downtown Inglewood. continuing south as La Bea Avenue becomes Hawthorne
Boulevard, providing a transfer to the Metro Green Line at the Hawthorne Station. and
terminating at EI Segundo Boulevard in Downtown Hawthorne. This proposed service alignment
would extend south beyond the Study Area boundaries to the South Bay Galleria.

The Corridor BRT Alternative was evaluated as operating in three service configurations:

•

•

•

Mixed-jlow operations in constrained street locations;

Street dedil:ated lane operations - peak period-only or 24-hour curbside dedicated lane
operations where possible (median operations may be possible on Hawthorne Boulevard within
the City of Hawthorne); and

Railroad right-oj-way dedicated lane operations on the former Burlington Northern-Santa Fe
(BNSF) Railroad right-of-way now owned by the MTA.
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Figure 5.3

Bus Rapid Transit Alternative
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BRT service would operate in mixed-flow conditions with other vehicular traffic in the following sections
of the Study Corridor:

•

•

Crenshaw Boulevard - In the Northern and Mid-City sections between Wilshire and Washington
Boulevards, and in the Crenshaw District between Martin Luther King, Jr. Boulevard and Vernon
Avenue.

La Brea Avenue - In Downtown Inglewood between the former BNSF Railroad right-of-way and
Manchester Avenue.

A future decision to be made is whether the BRT dedicated lanes would operate only during peak periods
or on a 24-hour basis. Peak period-only dedicated lane operations could be considered Phase I option
with expansion to a longer timeframe with more analysis. This decision would be made based on more
detailed analysis and working closely with the impacted city transportation departments - Los Angeles,
Inglewood and Hawthorne, and possibly the County of Los Angeles. There would be no BRT impacts in
the City of EI Segundo.

Utilization of the former railroad right-of-way offers a unique opportunity for BRT service in the
Crenshaw-Prairie Corridor by allowing 46 percent of the proposed CrenshawfMetro Green Line
Alignment Alternative to operate in a dedicated right-of-way minimizing traffic and parking impacts,
while providing higher travel speeds for BRT patrons. Approximately 14 percent of the
CrenshawlHawthorne Alignment Alternative would operate on the former railroad right-of-way.

Light Rail Transit (LRT) Alternative

Light Rail Transit (LRT) service, similar to the service currently operating on the Metro Blue and Green
Lines, and under construction for the Pasadena and Eastside Gold Line, was studied for the Crenshaw­
Prairie Corridor. As presented in Figure S.4, LRT service was evaluated on the following Study Corridor
service alignments:

1. Crenshaw/LAX/Metro Green Line - Operating south from the future Exposition Light Rail Line
in the median of Crenshaw Boulevard through the Crenshaw District to the former BNSF
Railroad right-of-way, along the right-of-way through Downtown Inglewood, and then south to
interface with the proposed LAX Intermodal Transportation Center and on to a direct service
connection with the Metro Green Line at the Aviation Station.

2. Crenshaw/Prairie/Hawthorne - Operating south from the future Exposition Light Rail Line in
the median of Crenshaw Boulevard through the Crenshaw District to the former BNSF Railroad
right-of-way, along the right-of-way to Prairie Avenue and then south in the median of Prairie
Avenue through Inglewood (past Daniel Freeman Hospital, the Forum and Hollywood Park) to
approximately 1111b Street and then west along the northside of the 1-105 Freeway to
accommodate a transfer to the Metro Green Line Hawthorne Station, south in the median of
Hawthorne Boulevard and terminating at EI Segundo Boulevard in Downtown Hawthorne.

During Initial Screening, extension of LRT service, either at-grade or in a subway configuration, north
from the future Exposition LRT Line to Wilshire Boulevard connecting with a future Metro Red Line
Wilshire/Crenshaw Station, was evaluated and removed from further consideration at this time due to
significant environmental and operational impacts, which may be addressable in the future. In summary:

• At-grade LRT operations were precluded due to the severely constrained right-of-way width
between Wilshire and Washington Boulevards which allows for only two travel lanes in each
direction. While this is the same area where mixed-flow operations were proposed for the BRT
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Alternative, there would be a greater resulting impact with LRT operations requiring an at-grade
station along with tail or cross-over tracks to facilitate operations.

• Subway LRT operations were removed from consideration at this time due to concentrated
subsurface hydrogen sulfite which precluded extension of the Metro Red Line south on Crenshaw
Boulevard in the past. This issue may be resolvable in the future, but the technology currently
does not exist to mitigate this major constraint.

Analysis was performed to evaluate ridership benefits and cost impacts of the future extension of
Crenshaw LRT service north to Wilshire Boulevard. In addition, other future regional decisions would
have an impact of the performance of the Crenshaw LRT Line. A conceptual analysis was performed
considering extension of the Metro Red Line to a future Wilshire/Crenshaw Station, and extension of the
Exposition LRT Line from its interim terminus within Culver City to its proposed western terminus
within Santa Monica.

The Crenshaw-Prairie Corridor MIS effort evaluated an LRT alternative operating in a combination of the
following five service configurations:

•

•

•

•

•

Dedicated median-running operations within Corridor streets;

Mixed-flow operations in constrained street locations;

Railroad right-oj-way dedicated lane operations on the former Burlington Northern-Santa Fe
(BNSF) Railroad right-of-way now owned by the MTA in a primarily at-grade configuration with
one grade separation proposed at Centinela Avenue;

Aerial operations to interface with the Metro Green Line at the Aviation Station and the existing
bridge crossing located at Century BoulevardlBNSF Railroad right-of-way;

Trench operations along the railroad right-of-way at the end of the LAX runways approximately
between l04 lh and llllh Streets. s"

LRT service would operate in mixed-flow conditions with other vehicular traffic in the following sections
of the Study Corridor:

•

•

Crenshaw Boulevard - In the Crenshaw District between Martin Luther King, Jr. Boulevard and
Vernon Avenue; and

Prairie Avenue - In Inglewood between the former BNSF Railroad right-of-way and III th Street.

Utilization of the former railroad right-of-way offers a unique opportunity for LRT service in the
Crenshaw-Prairie Corridor by allowing 63 percent of the proposed Crenshaw/Metro Green Line
Alignment Alternative to operate in a dedicated right-of-way minimizing traffic and parking impacts,
while providing higher travel speeds for LRT patrons. Approximately 17 percent of the
CrenshawlHawthome Alignment Alternative would operate on the former railroad right-of-way.

S.3 Evaluation Summary

The Final Set of Alternatives was evaluated through a conceptual technical and environmental setting
analytical effort. This analysis was intended to provide the public and decision-makers with technical
information to select the most viable transportation strategy, or phasing of strategies, which would serve

KORVEIRA l¥, A Joint Venture S-lJ January 2003



Crenshaw-Prairie Transportation Corridor
Major Investment Study

Figure 5.4

Light Rail Transit Alternative
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Corridor mobility needs and capacity requirements in the year 2025 and beyond, while being sensitive to
community, environmental and economic development concerns. A conceptual level of analysis
identified a range of technical information for each of the MIS alternatives which is sununarized below in
Table S.1.

Table S.t: Summary of Technical Results
Alternative Length ·.'Number of

> 'Stations

Miles)

DaUy'.(?oi8.
Corridor
Boardfugs

nilllyNe,..... I DaUy'New ."
RideriiOver .', Ridel'sOver

No BUild .Metro Raid
./

CapiUll Cost
"

'.
(Millions)

Metro Rapid

BRT

LRT

28.2

13.5

11.4

TBD

19

15

37,000

46,900*

43,400*

13,400

17,800

21,800

4,400

8.400

$17-28

$336-410

$775

* Corridor Boardings include the BRT or LRT line plus any continuous north-south Metro Rapid Service on Crenshaw
Boulevard and Hawthorne Boulevard.

For the BRT Alternative, a range of conceptual level capital costs was identified for two project elements:

t. WuJening oJthe bridge over the 1-10 Freeway to accommodate dedicated lane operations - The
on- and off-ramps at the current Crenshaw Boulevard crossing of the 1-10 Freeway have been
identified as possibly substandard and may require reengineering with associated property
acquisition. The lower end of the range ($2.9 million) identifies the cost to reconstruct the bridge
to accommodate two additional travel lanes for dedicated BRT operations. The higher end of the
range ($40 million) begins to quantify the cost of a more extensive reconstruction of the ramps,
along with possible associated property acquisition, and may be conservative.

2. Conversion oj the Jormer BNSF Railroad right-oj-way Jor bus operations - The identified
range of conceptual costs reflects three railroad right-of-way reuse options:

•

•

•

Freight rail operations removed permanently with conversion of the right-of-way solely
to BRT operations;

Freight rail operations remain with BRT service operated through a temporal (time of
day) separation agreement (e.g., BRT service would run 6:00 AM - 9:00 PM with freight
rail operations between 9:01 PM - 5:59 AM); and

Freight rail operations retain full utilization of the right-of-way with BRT service
operations occurring on adjacent Florence Avenue and Aviation Boulevard.

During any subsequent preliminary engineering efforts, system components and requirements would
become more detailed in consultation with Caltrans, impacted jurisdictions and the BNSF Railroad as
appropriate. Revised cost assessments would be prepared accordingly, and described in any subsequent
future Environmental Impact ReportlEnvironmental Impact Statement (EIRIEIS) efforts.

The above summary of technical results presents information about the alternatives on a system basis ­
that is each alternative represents two service branches forming a single system, but the decision may be
made to implement only one service alignment of one or both of the alternatives. In summary, the BRT
and LRT alternatives could be divided into the following two service branches:

KORVEIRA~ A Joint Venture S-13 January 2003



Crenshaw-Prairie Corridor Major Investment Study

• Crenshaw/LAX/Metro Green line - Operating from Wilshire Boulevard (BRT) or the future
Exposition LRT Line (LRT) south along Crenshaw Boulevard through Koreatown and the
Crenshaw District to the former BNSF Railroad right-of-way. along the right-of-way through
Downtown Inglewood. and then south to interface with the proposed LAX Intennodal
Transportation Center and the Metro Green Line Aviation Station.

• Crenshaw/Hawthorne - Operating from Wilshire Boulevard (BRT) or the Exposition LRT Line
(LRT) south along Crenshaw Boulevard to the fonner BNSF Railroad right-of-way. The BRT
Alternative would then operate along the right-of-way to La Brea Avenue where it would turn
south to run south along La Brea Avenue and then Hawthorne Boulevard. The LRT Alternative
would operate along the right-of-way to Prairie Avenue where it would tum south to run in the
median of Prairie Avenue, turning west to connect with the Metro Green Line Hawthorne Station
and then turn south to operate in the median of Hawthorne Boulevard.

Under the BRT Alternative, either branch could be implemented as a fIrst phase. Given the outstanding
issue of freight rail operations on the BNSF Railroad right-of-way that may preclude BRT operations on
an interim basis. a decision could be made to implement the CrenshawlHawthome Branch first providing
immediate BRT service south from Wilshire Boulevard to Koreatown, the Crenshaw District, Downtown
Inglewood and Hawthorne, with connections with the Red Line in the north and the Green Line in the
south. For the LRT Option, a decision could be made to proceed fIrSt with the CrenshawlLAXlMetro
Green Line Branch, while deferring implementation of the Crenshaw/PrairielHawthorne Branch. IT the
Crenshaw LRT Line is operated as a northern extension of the Metro Green Line, the CrenshawlMetro
Green Line Branch would provide a direct Green Line service connection from an existing system
component (Y-connector) that was constructed to allow for the future northern extension of the Green
Line.

In addition, an interim BRT System Alternative has been identified and conceptual capital cost developed.
This alternative calls for BRT dedicated lane service during peak periods only with signage and striping
improvements only made - no curb lane gutter and pavement improvements would be made. IT this
lower cost option appears viable, expansion to a 24-hour basis with pavement improvements could be
made at a future time. This decision would be made based on more detailed analysis and working closely
with the impacted city transportation departments - Los Angeles, Inglewood and Hawthorne, and
possibly the County of Los Angeles. There would be no BRT impacts in the City of EI Segundo.

Table S.2 below presents an overview of conceptual capital costs and related technical information for
each service option of the BRT and LRT alternatives.

f T h .cal ResultsT bl 8.2 Detailed 8a e . ummarvo ec m.
Alternative Length Number of Daily Capital Notes

Stations Corridor Cost

(Miles)
Boardings

(Millions)
BRTS'VstelD· ;,. ':<...,.. ....

"
'., ;

, "- <> > .,.....' ... ,

• Interim BRT System 11.0 16 -- $1-7 Peak period-only
dedicated lane operations

• CrenshawlLAXIMetro 10.2 15 31,815 $253-327 Without La Breal
Green Line Alignment Hawthorne BRT service

• CrenshawlHawthorne 11.0 16 29,850 $248-300 Without railroad right-of-
Alimunent way to LAX service

UR:1F>S'V8tem . .. "'" .'.
..'< .. ...' .. .·••,'L"'.. •·· <, . ,<i ....... .'<;<>0' '.... '.. .... <; ;1',<

• CrenshawlLAXIMetro 7.0 8 38,455 $476 Without Prairie!
Green Line Alignment Hawthorne LRT service

• CrenshawlPrairiel ' 8.5 12 24.045 $578 Without railroad right-of-
Hawthorne Alignment way to LAX service
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Table S.3 presents an overview of the environmental and community impacts that would be expected with
the implementation of each of the alternatives under study. The possible impacts fall primarily in the
following categories:

Table S.3: Summary of Environmental and Community Impacts
Option Environmental and Community Imoacts
Metro • Noise and air pollution from increased bus
Rapid service

Traffic and Parkill2lmpacts
• Minor impacts on functioning of arterial system

from increased bus service
• Impacts to right tum movements
• Some increased delay and congestion due to

additional signal green time for buses
• Possible impacts between increased number of

transit vehicles and pedestrianslbicyclists
BRT

LRT

• Construction impacts: short-term traffic
disruptions, noise and air pollution

• Potential impacts to historically or culturally
significant resources within the Crenshaw
District

• Noise and vibration from increased bus service
• Potential air pollution "hot spots" at certain

intersections
• Limited acquisitions of property for dedicated

bus lane space

• Construction impacts: short-term traffic
disruptions, noise and air pollution

• Potential impacts to historically or culturally
significant resources within the Crenshaw
District

• Noise and vibration from train service
• Potential air pollution "hot spots" at certain

intersections
• Limited acquisitions of property for required

rail right-of-way space

• Loss of travel lane in each direction between
CrenshawlWashington and CrenshawlMLK,
CrenshawNernon and CrenshawlRailroad
right-of-way

• Loss of travel lane in each direction on La
BrealHawthome between Manchester and 1-105
Freeway

• Loss of median in Hawthorne Boulevard or
travel lane between 1-105 Freeway and EI
Segundo Boulevard

• Minor loss of peak period on-street parking on
one or both sides at locations along Crenshaw
Boulevard (20% of street)

• Significant loss of peak period on-street parking
on one or both sides at locations along La
BrealHawthome (76% of street)

• Possible impacts between increased number of
transit vehicles and pedestrianslbicyclists

• Loss of travel lane in each direction between
CrenshawlExposition and CrenshawlMLK,
CrenshawNemon and CrenshawlRailroad
right-of-way

• Loss of a travel lane in one direction on Prairie
Avenue

• Loss of median on Hawthorne Boulevard
between 1-105 Freeway and El Segundo
Boulevard

• Permanent loss of on-street parking on one or
both sides at locations along Crenshaw (50%)

• Permanent loss of on-street parking on one side
at locations along Prairie Avenue (43%)

• Possible impacts between increased number of
transit vehicles and pedestrianslbicyclists

• Need to prevent pedestrian crossing of LRT
tracks except at designated, protected locations
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Public meetings were held throughout the Study Corridor from July through October 2001. Feedback
was received through public comment at these meetings, personal contacts with individual stakeholders,
calls to the hot line, completion of surveys and letters written by stakeholder groups. Table S.4 provides
a summary of the public comments received regarding the transit alternatives presented to the public
during initial screening and fmal outreach.

Table 8.4. Summary of Public Comments
Ootion
Metro Rapid

BRT

LRT

Public Comments
Initial Screening:
• Implementation of Metro Rapid service was positively received by the Corridor communities.
• Many community members made supportive comments about the existing Metro Rapid service,

and were in favor of seeing this system expanded within the Study Corridor.
• This alternative consistently ranked very high in the surveys and received many first place

rankings from participants. Overall it was ranked second among the modal options presented.

Initial Screening:
• The BRT Alternative was the most difficult for people to understand due to a lack of personal

experience with this type of system.
• This alternative consistently ranked third behind the LRT and Metro Rapid options.
• Conaerns with the BRT option included: impacts to traffic capacity and loss of curbside

parking, potential property takes, construction impacts. and capital and operating costs. The
community strongly felt that these impacts should be addressed with a comprehensive
mitigation program developed in consultation with the public.

Initial Screening:
• The LRT Alternative was favored by community members due to perceived high level of

service frequency, speed and reliability. Another attractive factor was the ability to have direct
connections with the regional rail system. thereby providing the best option for regional
connectivity. Other positive comments received were that a rail system virtually cuts
emissions and can operate at reduced costs when compared to buses.

• The LRT Alternative was consistently ranked first or second by most individuals, and overall
was the popular option.

• Concerns with the LRT option included: impacts to traffic capacity and loss of curbside
parking, potential property takes, construction and safety impacts, increased noise during
operations and the higher cost to build. The community strongly felt that these impacts should
be addressed with a comprehensive mitigation program developed in consultation with
the public.

Final Outreach (conducted in December 2002)
• The public was receptive to the idea of implementing a Phased Transit Improvement approach

along the corridor.
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S.4 Findings and Next Steps

The Metro Rapid Alternative - with a north-south and east-west grid system of Corridor Metro Rapid
service - attracts and serves a significant increase in total daily boardings and daily new transit riders.
This proposed system of frequent, high-speed bus service routes was projected to attract approximately
28,000 additional daily boardings and 13, 400 daily new transit riders over No Build conditions. At this
time, the Metro Rapid Alternative appears to be the most viable and cost-effective alternative and should
be implemented as quickly as possible.

The two proposed additional Metro Rapid Lines - not funded by the adopted Five-Year Metro Rapid
Program - are forecast to attract and serve a substantial number of riders, particularly the proposed line
operating from the Metro Red Line Wilshire-Western Station to LAX. The Century Boulevard Line is
proposed to serve the proposed LAX Intermodal Center and when the location of that facility is finalized,
should be considered. These two lines merit further evaluation for future implementation.

The need for streetscape improvements to enhance transit usage was identified frequently by the
community and impacted public agencies and would further enhance the attraction for both transit-reliant
and choice riders. An effort should be made to work with local jurisdictions to secure funding for related
streetscape improvements.

The BRT and LRT alternatives are viable future options, as there is a demonstrated need for future high­
capacity transit service operating in the Corridor in a dedicated right-of-way to ensure faster travel times
that are more competitive with the private automobile. At this time, the analysis shows a significant level
of ridership attracted to and served by each of these alternatives, but the number of riders is offset by the
high cost for both of these alternatives. These alternatives should be considered further in the future.

In the near term, the implementation of Metro Rapid lines already approved by the MTA Board is
expected to achieve significant benefits in this corridor. Incremental enhancements to improve the
capacity and speed of these lines should be pursued. The primary enhancements would include: working
with local jurisdictions to get peak hour bus only lanes; initiating discussions with BNSF for use of the
RIR right-of-way; use of articulated buses; and enhanced Metro Rapid stops.
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1.0 PURPOSE AND NEED FOR ACTION

The Los Angeles County Metropolitan Transportation Authority (MTA) has undertaken a Major
Investment Study (MIS) for the Crenshaw-Prairie Corridor, a north-south oriented travel corridor that
covers portions of four cities within Los Angeles County. 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 Study Corridor. The results of this MIS planning
process will assist decision makers in selecting the most effective transportation improvement strategy, or
phasing of strategies, to the mobility problems identified in the Corridor in the context of local goals and
objectives.

1.1 Corridor Description

The Crenshaw-Prairie Corridor is an approximately ten-mile long, north-south oriented corridor that
covers portions of four cities - Los Angeles, Inglewood, Hawthorne and EI Segundo. The Corridor runs
from the Park Mile area of Los Angeles on the north, south to Downtown Hawthorne and west through
Downtown Inglewood to the Los Angeles World Airport and El Segundo area. The Study Corridor
boundaries have been expanded from those of previous study efforts to reflect a connection north to
existing and future transit services on Wilshire Boulevard, and to evaluate possible impacts and benefits
to the EI Segundo area. As illustrated in Figure 1.1, the approximate limits of the Crenshaw-Prairie
Corridor Study Area north from Florence Avenue are:

•
•
•

Wilshire Boulevard in the north;
Wilton Place/Arlington Avenue in the east; and
La Brea Avenue in the west.

South from Florence Avenue the Study Area boundaries are:

•
•
•
•

La Tijera BoulevardlCentinela Avenue in the northwest;
Van Ness Avenue in the east;
El Segundo Boulevard on the south; and
Sepulveda Boulevard in the west.

The Corridor's key activity, employment and transportation destinations as shown in Figure 1.2 on a
following page include:

•

•
•
•

•

•
•

•

•

A major regional transportation facility with related employment destinations - Los Angeles
World Airport;
Two regional entertainment venues - the Great Western Forum and Hollywood Park;
Two civic centers - Downtown Inglewood and Hawthorne;
Three concentrations of major office development - Wilshire Boulevard, Downtown Inglewood
and EI Segundo;
Four major shopping centers - the Mid-Town Shopping Center, Baldwin Hills/Crenshaw Plaza,
Santa Barbara Plaza and the former Hawthorne Plaza;
Two regional parks '- Leimert Park and Edward Vincent Park;
Three major hospitals - Daniel Freeman Memorial Hospital, Centinela Hospital and Robert F.
Kennedy Medical Center;
Two major churches - West Angeles Church and Faithful Central Bible Church (now housed in
the Forum); and
One air force base - the Los Angeles Air Force Base in El Segundo.
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Major Crenshaw-Prairie Corridor transportation facilities include:

•
•

•

Los Angeles World Airport - commonly known as LAX;
Three freeways - the I-IO/Santa Monica Freeway, the I-lOS/Century Freeway and the 1-405 San
Diego Freeway; and
Three regional rail transit lines - the existing Metro Green and Metro Red Lines, and the future
Exposition Light Rail Line.

The Crenshaw-Prairie Corridor Study Area contains the following seven major subareas as illustrated in
Figure 1.3 on a following page:

•

•

•

•

•

Northern Area - This portion of the Corridor extends south from Wilshire Boulevard to Olympic
Boulevard. Metro Rapid Bus service currently operates along Wilshire Boulevard running west
to Santa Monica and east to Whittier Boulevard serving East Los Angeles and Montebello. The
Hancock Park residential neighborhood is located immediately north of Wilshire Boulevard. The
Park Mile area along Wilshire Boulevard contains a mix of commercial uses including low- to
mid-rise office buildings and apartment buildings, cultural resources such as the Ebell Theater,
and the historic Wilshire United Methodist Church. Residential and local community commercial
uses are located along Crenshaw Boulevard between Wilshire and Olympic Boulevards.

Mid-City Area - This portion of the Corridor extends south from Olympic Boulevard to Adams
Boulevard. A future regional bus interface facility is under construction in the Mid-City area that
will serve MTA, Santa Monica, Culver City and Torrance Transit buses. This subarea is
primarily single-family residential with some duplex development, and includes several historic
neighborhoods including Country Club Park, Victoria Park, Lafayette Square and Longwood
Heights. The Mid-City subarea contains the Mid-Town Shopping Center and some adjacent local
commercial uses along Pico Boulevard. New commercial development, including several big box
uses, is planned for the property at Pico-San Vicente Boulevards.

Crenshaw Area - The next segment of the Corridor extends south betweenAdams 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 Forum, Hollywood Park,
the Daniel Freeman Memorial Hospital, the Centinela Hospital, Inglewood Park Cemetery and St.
Mary's Academy. Market Street has been recently upgraded with streetscape improvements.
The area south along Prairie Avenue is lined with a mix of residential, local retail uses and
highway-oriented commercial development.

Hawthorne Area - This segment of the Corridor extends south from Imperial Highway past the 1­
lOS/Century Freeway and Metro Green Line to Downtown Hawthorne. While this subarea is
primarily residential, the Robert F. Kennedy Medical Center, Hawthorne Civic Center, the former
Hawthorne Plaza and recent highway-oriented commercial retail development are located within
the southern end of the Corridor.
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Figure 1.1
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Figure 1.2

Key Activity Centers
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Figure 1.3
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•

•

LAX Area - The LAX portion of the Corridor extends west of the I-405/San Diego Freeway to
the extensive facilities of the Los Angeles World Airport. The potential of providing an
improved connection to LAX is significant to the mobility of the Corridor communities, as well
as to the region as a whole. LAX is the primary commercial air transportation hub of the Los
Angeles region and is the dominant U.S. international gateway to the Pacific Rim. In 2000, it
was the third busiest airport in the United States in terms of aircraft operations and passengers,
and the world's fourth most active in tenns of passengers. LAX is also the second busiest cargo
airport in the world handling more than two million tons of air cargo of which 40 percent is
international. A Draft Master Plan for the future improvement of LAX through 2020 was
prepared with the public review and comment period concluding in November 2001. Due to
changing local and national priorities, recommendations of the Draft Master Plan are being
reconsidered. Mayor Hahn has recently proposed improvements intended to create a safer, more
efficient transportation hub at LAX. The proposed Master Plan calls for relocation of passenger
check-in and all parking facilities to the Manchester Square area located in the vicinity of the
AviationlCentury Boulevards intersection. LAX passengers would then circulate to the terminals
via an elevated people mover system. The revised LAX Master Plan is anticipated to be
completed by December 2002.

El Segundo Area - This portion of the Corridor extends south from LAX, Imperial Highway and
the I-lOS/Century Freeway. The Metro Green Line bends south through this Study Area section,
which is developed with hotels, office buildings and air freight distribution-related businesses.
New office development is occurring immediately south of the Study Area between Sepulveda
and Aviation Boulevards. While initially impacted by aerospace and defense industry cutbacks,
El Segundo successfully redeveloped the Study Area portion of the City with a mix of retail,
restaurant and office uses.

While the Crenshaw-Prairie Corridor MIS effort was based primarily on an analysis of current year 2000
and future year 2025 conditions, some analytical tasks remain related to a comparison of a current year
1990 and a future year of 2015 as Study Area-level information was not yet available from the 2000
census.

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 1990 census
information:

•

•

•

•

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 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 does not have access to an automobile compared to eight percent in the
County's urbanized area; 19 percent have no auto access in the Crenshaw subarea.
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1.1.1 Population and Employment

The Crenshaw-Prairie Corridor is currently home to more than 307,000 residents, or over three percent of
the population of Los Angeles County. By 2015, the Corridor's population is expected to increase by
more than 38 percent to over 425,000 residents. As shown in Figure 1.4, the current Corridor population
density (13.41 persons per acre) is almost double the average of the County's urbanized area (6.96
persons per acre). The average density is even higher in some of the Corridor's subareas. For example,
the Mid-City subarea's population density is 23.33 persons per acre, more than three times the average of
the County's urbanized area. Information available from the 2000 Census shows that in 2000 the
Corridor's residential density was 14.76 almost four times the actual average of the County's urbanized
area of 3.66 persons per acre.

In previous analytical work, 2015 Corridor population density was forecast 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. 2000 Census-based information shows that in 2015 Corridor
residential density is now projected to increase to an average of 20.43 persons per acre, more than four
times the forecast 4.31 persons per acre for the County. The Mid-City subarea is forecast to continue to
be the densest portion of the Study Corridor with 28.90 persons per acre, while the Inglewood subarea is
forecast to have the highest population growth (151 percent).

The Crenshaw-Prairie Corridor currently provides more than 128,000 jobs or over four percent of the
County's jobs. Employment within the Corridor is projected to increase by more than 14 percent by 2015
to more than 146,500 jobs. This projected employment increase varies by subarea from a 27 percent
increase in the LAX area to a more than 79 percent increase in the Inglewood area. Previous figures
showed the Corridor's employment density (4.97 employees per acre) to be almost double the urbanized
County's average of 2.81 employees per acre. Future employment density is projected to grow by more
than 14 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 MTA's travel demand forecasting model, approximately 53 percent of all current Corridor­
generated trips remain in the Crenshaw-Prairie Corridor, and 47 percent of all Corridor trips are to
destinations outside of the Corridor. While the overall trip percentages appear almost balanced, an
analysis based on trip purpose - non-work or work-related - presents a very different pattern.
Approximately 80 percent of non-work trips, including shopping, school and recreation trips, are to
locations within the Corridor. In contrast, more than 80 percent of home-to-work trips are to employment
destinations outside the Corridor area, while 20 percent are to job locations in the Corridor. The key work
destinations for Study Corridor residents, in order of importance, are:

1. Downtown Los Angeles
2. Southeast Los Angeles including Commerce, Vemon and South Gate
3. Century City, Westwood and West Los Angeles
4. South Bay
5. Mid-City and the Wilshire District
6. Santa Monica and Marina del Rey.

By 2015, the Corridor home-to-work trips are forecast 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 due to forecast Study Area land use and employment
development.
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Figure 1.4

Population and Employment
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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, including EI Segundo, LAX,
Downtown Inglewood, Mid-City and along Wilshire Boulevard, and beyond the Corridor.

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

Travelers and employees accessing LAX and related employment destinations.

Entertainment and recreational visitors (including residents and tourists) traveling to special event
generators such as the 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 and highway-oriented commercial
development in Hawthorne.

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 transit connections to the regional bus and
rail system including the Metro Red and Green Lines.

The demographic trends discussed above contribute to higher than average transit usage 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. By the year 2015,
estimates project 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 area to 11 percent. The transit mode split in
the southern portion of the Corridor is forecast to increase to 16 percent - more than 50 percent higher
than the countywide average.

1.1.3 Changes in Economy

From an economic development perspective, the Crenshaw-Prairie Corridor represents a diverse area of
tremendous opportunity and tremendous challenge. For while the Corridor contains many significant
employment destinations, active retail centers and stable residential neighborhoods, it also 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
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and employment destinations are currently preparing expansion. revitalization andlor redevelopment
plans as illustrated in Figure 1.5. The success of these projects and the Corridor's economic future are
strongly dependent on improved local and regional 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
Study Area's retail destinations suffer from constrained and congested accessibility. negatively impacting
access by both Corridor and regional residents. Constrained mobility has also been viewed as negatively
impacting property values and income in the area. Future 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 locations throughout the Crenshaw-Prairie Corridor has contributed
to a significant increase in Study Area unemployment, and a 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 those located in 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 travel to work beyond the Corridor. The
transportation implication of this job loss has been that residents now travel longer distances to
employment destinations. Access to employment has been exacerbated by the poor level of Corridor
transportation connections to these new employment centers. A high-capacity transportation system
improvement would 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.

Current socioeconomic and market factors in the Crenshaw-Prairie Corridor suggest a Study Area 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 andlor range of retail purchasing opportunities in the Corridor are inadequate or
not easily accessed by Corridor. as well as regional, shoppers.

Future economic opportunities are substantial with expansion. revitalization andlor development plans
being prepared for many of the Corridor's activity centers including LAX. Downtown Inglewood, El
Segundo. Hollywood Park, the Forum (now owned by Faithful Central Bible Church), the West Angeles
Church, Hawthorne Plaza. the Baldwin Hills/Crenshaw Plaza, Santa Barbara Plaza. Leimert Park area and
the Mid-Town Shopping Center. 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 demonstrated elsewhere in the region.

1.1.4 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 vehicles 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 concerns.
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Figure 1.5
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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 most recent
evaluation, the basin exceeds the National Ambient Air Quality Standard for ozone approximately 93
days each year. By comparison, the next worst areas - Houston and New York - exceed the standard less
than 20 days each year.

In 1992, the South Coast Air 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 IO).

The federal Clean Air Act and the California Clean Air Act include provisions for reducing mobile
sources' contribution to air quality problems with strict sanctions for non-compliance that could affect the
region's economic base. Two key objectives for vehicles include achieving an average vehicle occupancy
during peak commuter hours of 1.5 persons per vehicle, and ensuring no net increase in mobile source
emissions after 1997.

The most recently adopted Air Quality Management Plan (1994 AQMP, as amended in 1999) 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). Possible options include transit improvements, shared-ride services, traffic
flow improvements, demand management systems, and pedestrian and bicycle programs. Any proposed
action to address transportation issues in the Study Corridor must be in confonnity with the AQMP and
must demonstrate a neutral or positive impact on air quality in the South Coast Air Basin.

1.2 Corridor Transportation System

At first glance, the Crenshaw-Prairie Corridor appears to be well-served by the regional transportation
system illustrated in Figure 1.6 with three freeways (I-W/Santa Monica Freeway, I-105/Century Freeway
and I-405/San Diego Freeway), two rail systems (the existing Metro Green and Red Lines), and an
extensive arterial street network. But a closer examination reveals a Study Area isolated from the
regional transportation system due to a lack of on-going infrastructure investment along with significant
topographical challenges.

The lack of investment in the Corridor's transportation infrastructure has resulted 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 street
system. While there are no currently adopted transportation improvement projects in the Study Area,
MTA's adopted 2001 Long Range Transportation Plan has identified future funding for the Crenshaw
Transit Corridor.

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 - I-W/Santa Monica Freeway and Metro Red Line;
Southern - I-105/Century Freeway and 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
vehicular transportation facility to the east is the l-llOlHarbor 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, a majority of the
Crenshaw-Prairie Study Corridor lies isolated between the 1-110 and 1-405 freeways on the east and west
respectively, and the 1-10 and 1-105 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 1-405 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 that 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 the provision of major east-west streets in the Corridor from Exposition
Boulevard south to Manchester Avenue.

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

1.3 Mobility Problem

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:

•
•
•
•
•
•

1.3.1

Increasing travel
Growing transit-dependent population
Continuing freeway congestion
Increasing arterial congestion
Continuing slowing of bus service
Limited travel options.

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 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 freeway delay increase.
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Peak period traffic volumes were identified as significantly in excess of capacity on the Study Area's
arterial street system, resulting in significant congestion and delay. During the 1995 evening peak period,
47 percent of the Study Area's intersections operated under constrained conditions (Level of Service E or
F) with 26 percent exceeding capacity (LOS F). An analysis of 1999 street segment level of service
showed that the Corridor's congested street system conditions have worsened with 70 percent of
Crenshaw Boulevard under consideration for major transit service improvements experiencing
considerable congestion (LOS E or F).

By 2015, the Corridor population is anticipated to increase by more than 20 percent and employment
opportunities by 55 percent. With a forecast 19 percent increase 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. Currently, there are no planned transportation infrastructure improvements identified
for the Corridor to address these significant mobility needs.

1.3.2 Transit System Conditions

Currently, the Crenshaw-Prairie Corridor has a high level of transit service coverage with almost every
major and secondary Study Area arterial 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.
Even with this high level of service coverage, the frequency of Corridor service is not commensurate with
the Corridor's needs. Other challenges facing Corridor bus transit service include:

•
•
•
•

Capacity issues due to high Corridor transit dependency;
Operational problems due to utilization of the congested arterial street system:
Poor regional transportation system connections; and
Inability to attract and retain the choice rider.

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 over­
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.

The effectiveness of Corridor bus transit operations is severely impacted by arterial congestion resulting
in slower bus speeds with negative impacts on schedule adherence, as well as decreased service reliability
and increased travel times. Buses operating in congested Corridor conditions also result in higher
operational and maintenance costs. Increased operational costs 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 due to stop-and-go operations.

As identified in the previous discussion of economic development issues, the geographical distribution of
new jobs created in the Southern California region typically 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 Corridor
residents traveling by bus has been increased travel distances and trip times. Constrained 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.
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Currently, Crenshaw-Prairie Corridor travelers have a limited choice in travel options - auto or bus transit
- circulating on the same congested street system. Existing operational issues make bus usage by transit
dependent riders daunting, and make 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 more travel options. The ability to attract and retain Corridor choice riders, provide additional
Corridor travel capacity and reduce congestion will depend on a variety of factors including improved
travel time, reliability, perception of safety, cleanliness and seamless interfaces 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 Crenshaw-Prairie Corridor will be significantly
constrained. There is an urgent need to improve transportation mobility in the Study Area by improving
both the level and quality of transit service both within and to destinations outside of the Corridor.

1.3.3 Regional 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
direct connection to the regional rail system. Future Corridor transportation improvements will need to
reflect a multi-modal strategy providing travelers with a more complete set of transportation alternatives.

The Study Area 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 vehicular congestion. The lack of regional
transportation system links will become more detrimental to future Corridor travel and economic
development 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 providing
much-needed intra- and inter-Corridor linkages and service. A high-capacity transportation system
improvement could connect to the Metro Red Line at the northern end of the Corridor. the Metro Green
Line at the southern end, and the Metro Blue Line with an eastern connection. A future Crenshaw-Prairie
Corridor high-capacity transit project could also provide a connection to existing Metro Rapid service
along Wilshire Boulevard and the future Exposition Light Rail Line.

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 the following:

•

•

•

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
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operates at or below Level of Service FO (15 minutes or more congestion) during the morning
peak period, with 92 percent of the system operating at or below Level of Service FO in the
evening peak period. During the evening peak period, the 1-10 Freeway and large segments of
the 1-405 and 1-105 freeways experience significantly more than two hours of congestion. With
the forecast growth in daily trips and no planned Crenshaw-Prairie Corridor transportation
improvements, Corridor freeway congestion will worsen.

•

•

•

•

Increasing arterial congestion - During both peak periods, current travel demand exceeds the
Corridor's arterial system capacity resulting in significant congestion and delay. During the 1995
evening peak period, 47 percent of the Study Area's intersections operated under constrained
conditions (Level of Service E or F), with 26 percent exceeding capacity (LOS F). By 1999,
Corridor's street system conditions have worsened with 70 percent of Crenshaw Boulevard in the
Study Area experiencing considerable congestion (LOS E or F). With an increasing number of
daily Corridor trips, the peak period operation of the Crenshaw-Prairie Corridor's major streets
and intersections will continue to worsen.

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

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 19
percent increase in daily trips.

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

This section outlines the development of the Final Set of Alternatives considered for the Crenshaw-Prairie
Corridor Major Investment Study. An initial set of transportation alternatives was identified based on
past study efforts and in consultation with the public, stakeholders, elected officials and city staffs. This
set of options was screened through an evaluation process to identify a Final Set of Alternatives of the
best options to meet the goals and objectives for transportation improvements in the Study Corridor.

2.1 Previous Study Efforts

Over the past 35 years, the need for transportation improvements in the Crenshaw-Prairie Corridor has
been established through a series of transportation plans and studies undertaken by the MTA and its
predecessor agencies - the Southern California Rapid Transit District (SCRTD) and the Los Angeles
County Transportation Commission (LACTC). Starting in 1967, the Crenshaw Corridor was included in
SCRTD's first rail system plan. In 1991, LACTC staff included the Crenshaw Corridor in the list of
transportation corridors to be evaluated for incorporation in the agency's Long Range Transportation
Plan.

Spurred by the civil unrest in 1992, a commitment was made by MTA to work with the Study Corridor
community to provide transit improvements to underserved areas, and to identify how to best use transit
investment as a catalyst for future economic development in the Corridor. In 1993, a Preliminary
Planning Study was undertaken by MTA for the Crenshaw-Prairie Corridor. Intended as the first step in
the development of transportation improvements in the Corridor, this study clearly identified the need for
Corridor transit system improvements. Completed in October 1994, the Preliminary Planning Study
identified two viable transit service corridors with related modal options to be studied further. The study
concluded that the implementation of rail transit was viable in the Crenshaw-Prairie Corridor, and that it
would represent not only a significant mobility improvement, but would also serve to focus other public
and private economic investment efforts in the Corridor.

In 1996, MTA initiated the next phase of the corridor transportation planning process - a Major
Investment Study (MIS). The purpose of the MIS was to conduct a thorough and comprehensive analysis
of alternative transportation improvements in the Crenshaw-Prairie Corridor within the framework of the
MIS process, as required by federal regulations for comprehensive metropolitan planning. Reflecting the
uniqueness of the challenges posed by this Corridor, the MIS process was defined to integrate
transportation, land use and economic development efforts.

During MIS Project Initiation efforts, a wide range of possible transportation improvements for the Study
Corridor was developed through a series of public and stakeholder workshops. The identified
transportation options were evaluated and combined into fourteen conceptual alternatives, which were
then analyzed further and reduced to an Initial Study Set of six alternatives. This initial set was evaluated
through a preliminary technical evaluation process and reduced to a Final Study Set of the four most
viable alternatives. A more detailed environmental and technical analysis of the Final Set of Alternatives
was intended to provide the public and decision-makers with a technical basis to select the most viable
transportation improvement.

In November 1997, changing MTA priorities called for the reconsideration of future transportation
improvements not already under construction. As funding for any recommended Crenshaw-Prairie
Corridor improvement project was not included in the agency's adopted 1995 Long Range Transportation
Plan, a decision was made by MTA staff to defer completion of the MIS process, including the time­
sensitive environmental work, and to instead prepare a Route Refinement Study (RRS) that would have a
longer shelf life. The resulting RRS documented the analytical work completed through definition of the
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Final Study Set of Alternatives, but did not provide detailed enough technical work for decision-makers
to select among the alternatives. The Final Crenshaw-Prairie Corridor Route Refinement Study Report
was completed in December 2000.

After the conclusion of the Crenshaw-Prairie Route Refinement Study, several new transportation
services were implemented and studies completed which changed the Study Corridor context. First, MTA
was no longer planning extension of Metro Red Line service to the vicinity of Venice and San Vicente
Boulevards, which had provided the northern terminus point for the rail alternatives considered in the
RRS effort. Second, Metro Rapid Bus service was successfully implemented on Wilshire and Whittier
Boulevards from Santa Monica through Downtown Los Angeles and East Los Angeles to Montebello.
Third, a Mid-CitylWestside Transit Corridor Major Investment Study was completed and recommended
the implementation of Bus Rapid Transit service on Wilshire Boulevard and Light Rail Transit service on
the former Exposition Railroad right-of-way - providing new opportunities for interface with existing and
future Crenshaw-Prairie Study Area transit services.

2.2 Screening and Selection Process

The overall objective of the Crenshaw-Prairie Corridor MIS was to develop and assess a full range of
transportation alternatives and identify a preferred strategy, or phasing of strategies, which addresses
Corridor mobility needs and capacity requirements in the year 2025 and beyond, while being sensitive to
community and environmental concerns. The following five local goals for future Corridor transportation
improvements were identified through consultation with the Crenshaw-Prairie community:

1. Improve mobility within the Corridor.

2. Improve regional connections to and from the Corridor.

3. Meet the transportation needs of Corridor residents.

4. Act as a catalyst for economic development in the Corridor.

5. Stimulate revitalization of neighborhoods around station sites.

The Crenshaw-Prairie Corridor MIS follows the Federal Transit Administration (FTA) guidance
evaluation process and criteria in order to not only provide a reasoned basis for the selection of the
Locally Preferred Alternative (LPA), but to ensure that the selected alternative is eligible for federal
funding if necessitated by the LPA decision. As documented in the Crenshaw-Prairie Corridor MIS
Evaluation Criteria Report, a detailed set of criteria was developed to provide the public and decision­
makers with infonnation on the benefits and impacts of the alternatives, as well as the differences
between the options. Reflecting recent FTA guidance, the following seven evaluation criteria were used
to analyze the Study Corridor transportation options:

•
•
•
•
•
•
•

Mobility Improvements
Environmental Benefits
Operating Efficiencies
Transportation System Benefits
Land Use and Economic Considerations
Public Support
Other Factors relevant to the success of the project.
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Related performance measures for each of the evaluation criteria were identified based on regional, state
and federal requirements, the local goals identified in consultation with the affected community, and the
Crenshaw-Prairie Corridor MIS Mobility Problem and Purpose and Need Statement.

In summary, to be considered a viable alternative for the Crenshaw-Prairie Corridor, a transportation
improvement option should satisfy the following conditions:

•

•

•

•

•

2.2.1

Address the Corridor mobility problem and purpose and need for the project.

Represent an acceptable, usable solution to the community and stakeholders.

Have minimal or no major operational flaws or environmental impacts.

Represent an appropriate technology capacity match with the projected Corridor demand.

Balance costs with expected benefits within funding availability.

Initial Set of Alternatives

An Initial Set of Alternatives was identified based on: past Corridor study efforts; public, stakeholder and
agency input; and MTA staff-consultant team work sessions. The following transportation improvements
were identified for consideration in the Crenshaw-Prairie Corridor:

1. Improve local bus service.

2. Implement Metro Rapid service.

3. Construct and operate a Bus Rapid Transit system.

4. Construct and operate a Light Rail Transit system.

The screening of the Initial Set of Alternatives was based on public and stakeholder input along with an
initial technical assessment. The possible options were presented in a series of outreach efforts to refine
details of the options, to check the public acceptability of the options, and to ensure that all transportation
options are identified. Alternatives were reviewed by affected agencies within the cities of Los Angeles.
Inglewood, Hawthorne and El Segundo to ensure that all applicable public goals, plans and concerns were
reflected. A fatal flaw technical and environmental analysis was performed based on best professional
practices and in consultation with affected public agencies

The technical and environmental assessment effort was intended to identify any insurmountable
engineering, operational, community and environmental flaws. The screening process and results are
documented in the Crenshaw-Prairie Corridor MIS Initial Screening Report. This viability check
screened out any transportation options, alignment segments and cross-sections with fatal flaws and/or
significant lack of public/city support. For the purpose of initial screening, an insurmountable
engineering flaw was identified as a major constructability flaw such as a significantly high cost. or a
construction constraint that could not be mitigated.

Initial screening was performed on a "meets/does not meet" level of analysis for the criteria presented in
Table 2.1 below. Not all of the seven recommended evaluation categories were used as some pertinent
information was not identified at this stage in the study process. For example, ''Transportation System
Benefits" or cost effectiveness was not assessed as cost and ridership figures were not developed at this
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level of analysis. "Other Factors" were identified in consultation with stakeholders and affected public
agencies as the technical and environmental setting analysis work proceeded.

MdP riC °te 0T bl 2 1 I °tial Sa e . m creenm2 n naan e onnance easures• 0

Criteria Performance Measures
Mobility Improvements • Defmes "build" alternatives that fully assess the

the benefits and impacts of a new system
• Connects with regional transit system (currently

or in the future)
• Serves key Corridor activity centers andlor

destinations
• Provides faster service
• Provides more frequent service
• Serves Corridor residents without a car
• Increases the range of transportation options

Environmental Benefits • Has no environmental andlor community fatal
flaws

Operating EffICiencies • Has no engineering andlor operational fatal
flaws

• Meets MTA service criteria for: Metro Rapid
and Bus Rapid Transit (BRT) operations

Transportation System Benefits Not evaluated at Initial Screening Level
(Cost Effectiveness)
Land Use and Economic Considerations • Encourages Corridor economic development

Public Support • Has community and stakeholder support
• Has City support for proposed service andlor

service ali£IIIDents
Other Factors Not evaluated at Initial Screening Level

Public outreach efforts included more than 20 briefmgs, meetings and work sessions. Three community
workshops were held in the northern, central and southern portions of the Study Area. Briefings were
conducted with the Mayor of Inglewood and the Transportation Deputy for the Mayor of Los Angeles.
Work sessions were held with staff from the cities of Inglewood and Los Angeles. An Interagency Task
Force, comprised of elected official and agency representatives, was formed and provided input to the
process. More than 12 presentations were made to stakeholder and business groups including the
Crenshaw Redevelopment Area Citizens Advisory Committee, the Korean Chamber of Commerce, the
Transportation Oversight Committee of the South Bay Council of Governments and the EI Segundo
Employers Association. A summary of the results is presented in Section 7.0, Public Input of this report.

No modal alternatives were recommended for deletion from further study. Rather the public input and
technical analysis focused on refining the alternatives with the deletion andlor addition of some alignment
options within each modal alternative.

2.3 Definition of MIS Alternatives

Based on the results of an extensive public and stakeholder outreach process and a fatal flaw level of
technical and environmental analysis, an Initial Set of Alternatives was identified, evaluated and reduced
to a Final Set of Alternatives for further conceptual level technical and environmental analysis. The Final
Set of Alternatives for the Crenshaw-Prairie Corridor consists of the No Build, Metro Rapid and the two
build alternatives described below.
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Under Federal Transit Administration (FTA) guidance published in December 2000, new direction was
given on the definition of the No Build and Transportation Systems Management (TSM) alternatives in
the MIS planning process. This Rule eliminated the requirement for separate No Build and TSM
alternatives, and instead required that the proposed "new start" or "build" options be evaluated against a
single "baseline alternative." In this study effort, a decision was made to evaluate a No Build and a
Baseline Alternative in order to effectively measure the resulting Corridor mobility improvements. The
Baseline Alternative is defined by FTA as all reasonable, cost-effective transit improvements included in
the adopted financially constrained regional transportation plan. The Crenshaw-Prairie Corridor Baseline
Alternative is represented by the Metro Rapid Alternative discussed below.

2.3.1 No Build

The No Build alternative represents existing transit services, plus commitments as defined in MTA's
Long Range Transportation Plan that are outside of the Study Corridor. This approach allows this
alternative to be used as a baseline for assessing the effectiveness of various improvements within the
Study Corridor. The transit network includes the existing alignments and operating schedules of the
Metro Red, Blue and Green Lines, as well as the planned rail lines serving Pasadena, the Eastside, and the
first phase of the Exposition Line. Bus services are enhanced to represent a larger Countywide fleet size
in the future, and more rapid bus routes serving throughout the County are assumed.

2.3.2 Metro Rapid Alternative

The Metro Rapid Alternative adds future transit improvements serving the Study Corridor as identified in
the MTA Long Range Transportation Plan, the MTA Metro Rapid Five-Year Implementation Plan
(September 2(02), and this Study's initial screening process. This option includes a Metro Green Line
extension to the proposed LAX Intermodal Transportation Center, as well as a grid of north-south and
east-west Metro Rapid routes, and expanded local circulator service. As presented in Figure 2.1, Metro
Rapid service was evaluated on the following Study Corridor service alignments:

..

•

•

•

•

Crenshaw/Rossmore/Metro Green Line - Operating south from the Metro Red Line Hollywood!
Vine Station in Hollywood along Vine Street and then along Rossmore Avenue to Wilshire
Boulevard, south on Crenshaw Boulevard through Koreatown and the Crenshaw District to
terminate at the Metro Green Line Crenshaw Station.

CrenshawlWilshire-Western/Metro Green Line - Operating west from the Metro Red Line
WilshirelWestern Station along Wilshire Boulevard, then south on Crenshaw Boulevard through
Koreatown and the Crenshaw District where it turns west on Florence Avenue through
Downtown Inglewood and then along Aviation Boulevard where it interfaces with the future
LAX Intermodal Transportation Center and terminates at the Metro Green Line Aviation Station.

Florence/Hawthorne - Operating west on Florence Avenue from Downtown Los Angeles,
turning south on La Brea Avenue in Downtown Inglewood, continuing on La Brea Avenue as it
becomes Hawthorne Boulevard to where it interfaces with the Metro Green Line Hawthorne
Station and terminates at EI Segundo Boulevard in Downtown Hawthorne.

Century - Operating west on Century Boulevard from southern Downtown Los Angeles to
terminate at the future LAX Intermodal Transportation Center.

Vernon/fA Cienega - Operating west on Vernon Avenue from southern Downtown Los Angeles,
north on Crenshaw Boulevard to serve the Crenshaw District, west on Stocker Street and then
north on La Cienega Boulevard.
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•

•

Pico - Operating east on Pieo Boulevard from Santa Monica and West Los Angeles to the Pico­
Rimpau Transit Center located in the Mid-City area, and then continuing east on Pieo Boulevard
into Downtown Los Angeles.

Venice - Operating east on Venice Boulevard from Santa Monica and West Los Angeles to its
tennination at the Pico-Rimpau Transit Center located in the Mid-City area. Passengers wishing
to travel further east to Downtown Los Angeles would transfer to the Pico Metro Rapid Line.

It should be noted that the MTA Board adopted a majority of the Metro Rapid lines evaluated in this MIS
effort in September 2002 as part of the Metro Rapid Five-Year Implementation Plan with the following
changes made to the MIS alternatives:

• The FlorenceIHawthorne Metro Rapid Line was divided into two implementation phases with
Florence Avenue service falling within Phase IIA and Hawthorne Boulevard operations being
initiated in Phase IIB.

• Venice Boulevard Metro Rapid service was deleted from consideration during the next five-year
timeframe; service would continue to be provided by existing local and limited stop bus service.

• The adopted MTA Plan included Metro Rapid service on Manchester Boulevard, rather than
along Century Boulevard, based on the existing heavy bus ridership along with the high number
of destinations located along this service alignment.

The following two Metro Rapid lines studied in this MIS were not included in the adopted Metro Rapid
Five-Year Implementation Plan:

•

•

CrenshawIWilshire-Western/Metro Green Line - Designed to provide Corridor residents and
regional travelers with no transfer service from the Metro Red Line WilshirelWestern Station
through the Crenshaw District to LAX.

Century - Planned to provide Corridor residents with direct access to employment destinations in
the LAX area; and regional travelers with a direct connection to the proposed LAX Intermodal
Transportation Center.

For the proposed local circulator service, two lines serving the Study Area, in addition to the Crenshaw
DASH lines, were included in the Metro Rapid Alternative. The circulator lines were assumed at this
level of analysis to serve: 1) the northern portion of the Corridor, and 2) the City of Inglewood. The exact
routing will be detennined with community input during the follow-on preliminary engineering phase.

2.3.3 Bus Rapid Transit Alternative

Bus Rapid Transit (BRT) is defmed as bus service providing the full range of physical and operational
attributes of Metro Rapid service with the addition of dedicated lane operations. This alternative would
be operated by MTA under the service name of "Metro Rapid." As presented in Figure 2.2, BRT service
was evaluated on the following Study Corridor service alignments:

1. Crenshaw/LAX/Metro Green Line - Operating south from Wilshire Boulevard Metro Rapid
service on Crenshaw Boulevard through Koreatown and the Crenshaw District to the former
BNSF Railroad right-of-way, along the right-of-way through Downtown Inglewood and then
south to interface with the proposed LAX Intermodal Transportation Center, and to accommodate
a transfer to the Metro Green Line at the Aviation Station.
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Figure 2.1

Metro Rapid Alternative
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2. Crenshaw/Hawthorne - Operating south from Wilshire Boulevard Metro Rapid service on
Crenshaw Boulevard through Koreatown and the Crenshaw District to the fonner BNSF
Railroad right-of-way, along the right-of-way to La Brea Avenue and south on La Brea Avenue
through Downtown Inglewood, continuing south as La Bea Avenue becomes Hawthorne
Boulevard, providing a transfer to the Metro Green Line at the Hawthorne Station, and
terminating at El Segundo Boulevard in Downtown Hawthorne.

The BRT alternative evaluated a "build" option for the Study Corridor operating in three service
configurations:

• Peak period or 24-hour curbside dedicated lane operations where possible (median operations
may be possible on Hawthorne Boulevard within the City of Hawthorne);

• Mixed-flow operations in constrained street locations; and

• Dedicated lane operations on the former Burlington Northern-Santa Fe (BNSF) Railroad right-of­
way now owned by the MTA.

BRT service would operate in mixed-flow conditions with other vehicular traffic in the following sections
of the Study Corridor:

• Crenshaw Boulevard - Between Wilshire and Washington Boulevards, and Martin Luther King,
Jr. Boulevard and Vernon Avenue.

• La Brea Avenue - Between the fonner BNSF Railroad right-of-way and Manchester Avenue.

As shown in Table 2.2 below, utilization of the fonner railroad right-of-way offers a unique opportunity
for BRT service in the Crenshaw-Prairie Corridor by allowing 46 percent of the proposed
CrenshawlMetro Green Line BRT Alternative to operate in a dedicated right-of-way minimizing traffic
and parking impacts, while providing higher travel speeds for BRT patrons. Approximately 14 percent of
the Crenshaw/ Hawthorne BRT Alternative would operate on the fonner railroad right-of-way, with 86
percent of the future BRT service occurring in street right-of-way. For this option, 10 percent of street
right-of-way operations could occur within the median of Hawthorne Boulevard, which has sufficient
right-of-way to accommodate both traffic and dedicated BRT travel lanes.

t . titi ChoT bl 22 BRT Alte tia e . rna ves- ,pera D2 arae ens es. .
Altemative Percent of Alignment Percent of Alignment

Proposed to Operate Proposed to Operate
Within the RR ROW Within the Street ROW

CrensbawlLAXlMetro Green Line 46% 54%

CrensbawlHawtbome 14 % 86%

The proposed BRT stations are presented below in Table 2.3 and described in the Crenshaw-Prairie
Corridor MIS Station Concepts Report. The stations were located to facilitate interface with other
Corridor transportation services including existing local and limited bus service, the underlying Metro
Rapid system., the City of Inglewood Transit Center, the Metro Green Line, the future Exposition LRT
Line and the proposed LAX Intermodal Transportation Center. The two alignment alternatives have 12
stations in common located along the service section between CrenshawlWilshire Boulevards and the
fonner railroad right-of-waylLa Brea Avenue in Downtown Inglewood. The CrenshawlLAXlMetro
Green Line BRT Alternative, operating over 11.5 miles, is proposed to have a total of 15 stations
including a connection with the proposed LAX Intermodal Transportation Center and terminating at the
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Metro Green Line Aviation Station. The CrenshawlHawthome BRT Alternative, running on a 12.3 mile
service alignment, would have 16 stations with its alignment extending beyond an interface with the
Metro Green Line to a terminal station located within the City of Hawthorne at the intersection of
HawthornelEl Segundo Boulevards.

Table 2.3: BRT Alternatives - Stations
Common to both alternatives
1. CrenshawlWilshire 7. CrenshawlExposition LRT Line
2. Crenshaw/Olympic 8. CrenshawlMartin Luther King, Jr.
3. CrenshawlPico 9. CrenshawNemon
4. CrenshawNenice 10. Crenshaw/Slauson
5. CrenshawlWashington 11. CrenshawlRR ROW
6. Crenshaw/Adams 12. RR ROWILa Brea
CreosbawfLAXlMetro Green Line Alternative
13. RR ROWlManchester 15. Metro Green Line Aviation Station
14. RR ROW/CenturylLAX Intermodal Center
CreosbawlHawtbome Alternative
13. La BrealInglewood Transit Center 15. Metro Green Line Hawthome Station
14. La BrealCenturY 16. HawthomelEl Segundo

2.3.4 Light Rail Transit Alternative

Light Rail Transit (LRT) service, similar to the service currently operating on the Metro Blue and Green
Lines, and under construction for the Pasadena and Eastside rail lines, was studied for the Crenshaw­
Prairie Corridor. As presented in Figure 2.3, LRT service was evaluated on the following Study Corridor
service alignments:

1. Crenshaw/LAX/Metro Green Line - Operating south from the future Exposition Light Rail Line
on Crenshaw Boulevard through the Crenshaw District to the fonner BNSF Railroad right-of­
way, along the right-of-way through Downtown Inglewood, and then south to interface with the
proposed LAX Intermodal Transportation Center and on to a direct service connection with the
Metro Green Line at the Aviation Station.

2. Crenshaw/Prairie/Hawthorne - Operating south from the future Exposition Light Rail Line on
Crenshaw Boulevard through the Crenshaw District to the former BNSF Railroad right-of-way,
along the right-of-way to Prairie Avenue and then south on Prairie Avenue through Inglewood
(past Daniel Freeman Hospital, Forum and Hollywood Park) to 11lth Street and then west to
accommodate a transfer to the Metro Green Line at the Hawthorne Station, south on Hawthorne
Boulevard and terminating at El Segundo Boulevard in Downtown Hawthorne.

During Initial Screening, extension of LRT service, either at-grade or in a subway configuration, north
from the future Exposition LRT Line to Wilshire Boulevard connecting with a future Metro Red Line
Wilshire/Crenshaw Station, was evaluated and removed from further consideration at this time due to
significant environmental and operational impacts, which may be addressable in the future.

At-grade LRT operations were precluded due to the severely constrained right-of-way width between
Wilshire and Washington Boulevards, which allows for only two travel lanes in each direction. While
this is the same area where mixed-flow operations were considered for the BRT options, there would be a
larger resulting impact with LRT operations requiring an at-grade station and tailor cross-over tracks to
facilitate operations at the Wilshire/Crenshaw Boulevards intersection. At-grade operations may result in
significant noise, permanent loss of on-street parking and other environmental impacts on the
immediately adjacent residential properties, some of which are potentially historically significant.
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Figure 2.2

Bus Rapid Transit Alternative

Ce,.'-URY 8LVP

IMPEtltl.A:' 'HW'!------ ---_.

. i

..H ......_HlH......"=N=~~

.....

~:

'"g"
>­
~

-----~

~. ···-'H_.

.... '"::
~,., g

::;;
it

.--&
"

:-.....

I!XIllTlNO MnllO RAPID
SERVICE

FUTURE METRO
RAPID SERVICE

STUDY AIIEA aoUNDARY

FUTURE LIlT SERVICE

REGIONAL METRO
RAlLUNE

IIRT IN I!XCLUSIVE ROW
e---~

C!.f.. SEG!.JNCO

III!TIlO RAIL lJTATION

Possible LAX Intemational"'-~~

Transportation center
Interlace with future
people mover system

•
G)

_....

KORVEI~ • RAW
IRNOI......NGI~ MCHlTWCTVU

LEGEND

•••.•.•. ~o::.~S

11111111

• • • • • • •• IIRT IN D8D1CATmI LANE.........===~





Crenshaw-Prairie Corridor Major Investment Study

Subway LRT operations were removed from consideration at this time due to concentrated subsurface
hydrogen sulfite which precluded extension of the Metro Red Line south on Crenshaw Boulevard in past
study efforts. This issue may be resolvable in the future, but the technology currently does not exist to
mitigate this major impact.

Analysis was performed to evaluate ridership benefits and cost impacts of the future extension of
Crenshaw LRT service north to Wilshire Boulevard either in at-grade, mixed-flow or subway operations.
In addition, other future regional decisions would have an impact of the performance of the Crenshaw
LRT Line. A conceptual analysis was performed considering extension of the Metro Red Line to
Wilshire/Crenshaw Boulevards and completion of the Exposition LRT Line to its proposed western
terminus within the City of Santa Monica.

The Crenshaw-Prairie Corridor MIS effort evaluated an LRT alternative operating in a combination of the
following five service configurations:

•

•

•

•

•

At-grade, dedicated median-running operations within Corridor streets;

At-grade, mixed:.flow operations in constrained street locations;

Dedicated primarily at-grade operations, with one grade separation at Centinela Avenue, on the
fonner BNSF Railroad right-of-way

Aerial operations to interface with the Metro Green Line near the Aviation Station and at the
existing aerial configuration at Century BoulevardlBNSF Railroad right-of-way;

Below-grade operations on Crenshaw Boulevard between Martin Luther King, Jr. Boulevard and
Vernon Avenue.

LRT service would operate in mixed-flow conditions with other vehicular traffic in the following sections
of the Study Corridor:

•

•

Crenshaw Boulevard - Between Martin Luther King, Jr. Boulevard and Vernon Avenue.

Prairie Avenue - Between the former BNSF Railroad right-of-way and I11 th Street.

In addition, LRT service operating in a below-grade configuration was evaluated in the following
constrained section of the Study Corridor:

• Crenshaw Boulevard - Between Martin Luther King, Jr. Boulevard and Vernon Avenue.

As shown in Table 2.4 below, utilization of the former railroad right-of-way offers a unique opportunity
for LRT service in the Crenshaw-Prairie Corridor by allowing 63 percent of the proposed
CrenshawlMetro Green Line Alternative to operate in a dedicated right-of-way minimizing traffic and
parking impacts, while providing higher travel speeds for LRT patrons.

Consideration of below-grade operations in a constrained portion of the Crenshaw District would allow
70 percent of this option's operations to occur in a dedicated right-of-way. Approximately 17 percent of
the CrenshawlHawthorne Alternative would operate on the fonner railroad right-of-way. With subway
operations, 24 percent of this option would occur in a dedicated right-of-way. For this option, 11 percent
of street right-of-way operations could occur within the median of Hawthorne Boulevard, which has
sufficient right-of-way to accommodate both traffic and dedicated LRT travel lanes.
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CbofT hi 24 LRT AIa e . teroa Ive- Jperatio2 aractenstics. .
Alternative Percent of Percent of Percent of

Alignment Alignment Alignment
Proposed to .Proposed to Proposed to

Operate Within Operate in Operate Witbin
tbeRRROW Subway tbe Street ROW

CrenshawlLAXIMetro Green Line - Base option 63 % -- 37 %

CrenshawlLAXIMetro Green Line - Subway option 63 % 7% 30%

CrenshawlPrairieIHawthorne - Base option 17 % -- 83%

CrenshawlPrairieIHawthorne - Subway option 17 % 7% 76%

The proposed LRT stations are presented below in Table 2.5 and described in the Crenshaw-Prairie
Corridor MIS Station Concepts Repon. The stations were located to facilitate interface with other
Corridor transportation services including existing local and limited bus service, the underlying Metro
Rapid system, the Metro Green Line, the future ~xposition LRT Line and the proposed LAX Interrnodal
Transportation Center. The two alignment alternatives have five stations in common located along the
service section between CrenshawlExposition LRT Line and the fonner railroad right-of-waylWest
Boulevard. The CrenshawlLAXlMetro Green Line LRT Alternative, operating over 8.3 miles, is
proposed to have a total of eight stations including the use of the existing Metro Green Line Aviation
Station. A ninth LRT station is possible to be located within the City of Inglewood at the former railroad
right-of-way/Oak Street to serve a potential park-and-ride facility. The CrenshawlHawthome LRT
Alternative, running on a 9.8 mile service alignment, would have 12 stations including a special event­
only station at Hollywood Park. This alternative's alignment would extend beyond an interface with the
Metro Green Line to a terminal station located within the City of Hawthorne at the intersection of
HawthornelEl Segundo Boulevards.

Table 2.5· LRT Alternatives - Stations.
Common'to both alternatives
1. CrenshawlExposition LRT Line 4. Crenshaw/Slauson
2. CrenshawlMartin Luther King, Jr. 5, RR ROWlWest
3. CrenshawNernon
CrensbawlLAXlMetro Green LIne Alternative
6. RR ROWlWest 8. Metro Green Line Aviation Station
7. RR ROW/CenturvILAX Interrnodal Center
CrensbawlHawthome Alternative ..
6. Prairie/Grace (Daniel Freeman Hospital) 10. Metro Green Line Hawthorne Station
7. PrairieIManchester 11. Hawthorne/1181b (RFK Medical Center)
8. PrairieIHollywood Park (special event-only) 12. HawthornelEl Segundo
9. Prairie/Century
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Figure 2.3

Light Rail Transit Alternative
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3.0 TRANSPORTATION ANALYSIS

This section describes the existing transportation system within the Crenshaw-Prairie Corridor that would
be affected by the proposed project alternatives under consideration. It also describes the transportation
system consequences with the implementation of each of the three alternatives under consideration ­
Metro Rapid, Bus Rapid Transit and Light Rail Transit. These effects are presented both for the roadway
system as well as the transit system, and are primarily discussed in terms of existing traffic information
and forecasts generated from the MTA travel demand model.

This chapter of the MIS describes the Corridor's transportation environment both in terms of the base
year of 2000 as well as the forecast year of 2025. While the Crenshaw-Prairie Corridor MIS effort was
based primarily on an analysis of current year 2000 and future year 2025 conditions, some analytical tasks
remain related to a comparison of a current year 1990 and a future year of 2015 as Study Area-level
information was not yet available from the 2000 census.

3.1 Affected Environment

The current Corridor transportation system can be characterized as heavily automobile-oriented with a
high level of bus transit usage. Currently 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. 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 transit system capacity and transportation system .accessibility and choice.
As discussed in the Section 1, Purpose and Need of this document, with anticipated future population,
employment and related daily trip growth, and without future transportation system improvements, the
Corridor will have:

•
•
•
•
•
•

Increasing daily trips
Growing transit-dependent population
Continuing freeway congestion
Increasing arterial congestion
Continuing slowing of bus service
Limited travel options.

Connections between the Crenshaw-Prairie Corridor and the regional transportation system are lacking,
particularly in the north-south direction. Currently, all of the regional transportation system facilities
serving the Corridor are located along the edges of the Study Area:

•
•
•

Northern edge - I-IO/Santa Monica Freeway and the future extension of the Metro Red Line~

Southern edge - I-105/Century Freeway and the Metro Green Line~ and
Western edge - the 1405/San Diego Freeway.

There is no regional transportation system connection through or along the Study Area's eastern edge.
The closest transportation facility to the east is the I-llO/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. The Study Area is isolated
with no direct high-capacity connection to either the regional freeway or rail systems limiting mobility
and transportation choices.
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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
direct connection to the regional rail system. Future Corridor transportation improvements will need to
reflect a multi-modal strategy providing travelers with a more complete set of transportation alternatives.

3.2 TRAFFIC

The ability to move quickly and efficiently in the Crenshaw-Prairie Corridor, both now and in the future,
can be expressed in tenns of freeway and arterial congestion along with transportation system
accessibility and choice. The following discussion presents an overview of existing conditions on the
Study Area's highway system.

3.i.l 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 3.1 on the following page illustrates the portions of
the existing freeway network within the Corridor Study Area:

• I-IO/Santo 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,
West Los Angeles and Downtown Los Angeles.

• 1-40S/San Diego Freeway - Part of the north-south 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-lOS/Century Freeway - Part of the east-west interstate freeway system primarily serving the
area of Los Angeles County located between the 1-405 and 1-710 Freeways. This freeway links
the southern portion of the Corridor to the west with LAX, EI Segundo and other South Bay
cities, and to the east with Southeast Los Angeles and Norwalk.

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 below in Table 3.1.

LOSFS be tT bl 31 Fa e . . reewav u • a e20nes.
.......... WS : CODRestion Duration ....

FO 15 minutes - 1 hour
Fl 1 hour - 2 hours
F2 2 hours - 3 hours
F3 Longer than 3 hours

Source: Caltrans
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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. An incident-free day is defined as one on which operating conditions are not influenced by
incidents such as accidents, disabled vehicles and lane closures. Caltrans estimates that incident-free days
occur approximately 50 percent of the time and as such represent a best-case scenario for Corridor
freeway congestion. Figures 3.2 and 3.3 on the following pages illustrate the 1998 congestion levels on
the freeways serving the Crenshaw-Prairie Corridor for the morning and evening peak periods
respectively. Table 3.2 below presents a summary of the typical peak period duration, while Table 3.3
identifies the peak period level of service and operating speed for the Corridor's freeway system.

ti (1998)fCT bl 3 2 T .cal P k Ha e . YPI ea ourso on2es on. .
FreewaylDirection Morning Peak Period Evening Peak Period

1·10 Eastbound 7:00-10:00 3:15 -7:30
Westbound 6:45 -10:00 4:45 -7:30

1-405 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. Distnct 7

During the morning peak period, the freeways serving the Corridor typically operate at LOS F2 and F3
with two to more than three hours of congestion:

• The 1-10/Santo. 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 1-40SISan Diego Freeway is primarily congested in the northbound direction as commuters
travel to LAX, EI Segundo, West Los Angeles and Santa Monica. The morning northbound level
of service ranges between F2 and F3 with two or more hours of congestion and operating speeds
typically under 20 mph.

• The I-lOS/Century Freeway, the region's newest freeway, has the least congestion with morning
congestion typically occurring only in the westbound direction from the I-llOlHarbor Freeway
west to Crenshaw Boulevard. This freeway experiences approximately two hours of congestion
with an average operating speed of 20 to 35 mph.

During the evening peak period, the Corridor's freeways are congested for a longer period of time, but
typically operate at a higher speed:

• The l-lO 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, and with
some segments operating at less than 20 mph.

• The 1-40S Freeway has significant level of congestion in both directions. Northbound travel
experiences between one to three hours of congestion with a typical operating speed between 20
and 35 mph with speeds less than 20 mph adjacent to the interchange with the 1-105. Southbound
travel is heaviest south of the 1-105 with more than three hours of congestion.
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• The 1-105 Freeway has congestion in only one direction - westbound between the 1-405 and
Crenshaw Boulevard. Evening congestion lasts longer than three hours and results in a lower
operating speed than in the morning.

(1998)PeakP '00 CsT bl 3.3 Fa e . reeway iystem en ongestion.
A.M. Peak Period

Freeway Direction Duration Speed
I-I0l8aota Monica

Eastbound to Los Angeles
EB

F2 20-35 mph - 85 %
Under 20 mph-IS %

Westbound to Santa Monica
WB

F3 20- 35 mph - 30 %
Under 20 mph - 70 %

I-40SlSan Diego

North of La Tijera NB F3 20-35 mph - 30 %
Under 20 mph - 70 %

SB FO 20-35 mph

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

South of 1-105 NB F3 20-35 mph

1·1051

East of 1-405 WB (segment) F2-75% 20-35 mph
FI-25%

West of 1-405 - - -
P.M. Peak Period

l·lOlSanta MODica

Eastbound Both F3 20-35 mph - 80 %
Under 20 mph - 20 %

Westbound

1-405JSanDie2o ." . .i;. ......•... .....;.•.............. ,...... ;;;.... '/ , .;,

North of La Tijera Both F2 20-35 mph

South of La Tijera Both F2-50% 20-35 mph - 50 %
To 1-105 FI-50 % Under 20 mph - 50 %

South ofl-105 SB F3 20-35 mph - 50 %
Under 20 mph - 50 %

1·1051

East of1-405 EB (segment) F3-9O % 20-35 mph - 60 %
.,....... FO-IO % Under 20 mph - 40 %

West of 1-405 -- -- -
Source: Caltrans, Distnct 7

KORVEIRA If, A Joint Venture 3-5 January 2003



8LVD

ELSEGUNOQ

lIUUSONAVE

c

....NCItllST... AVI!

..
~

!z
!

j../"""
#-~"v" ft./ I

~ F1.OWI!NCI! AVE

ROSECRANS AVE

Figure 3.2

Freeway Level of Service
(A.M. Peak Period, 1998)

>"..

~

----I.

F2 (2 HitS. to 3 HitS.)

STUDY AREA BOUNDARY

F3 (MOllE THAN 3 HItL)

F1 (1 HR. to 2 HR.)

FO (15 MIN. to 1 HR.)

Source: CaIn". District 7

Crenshaw-Prairie Transportation Corridor
Major Investment Study

KORVEI~ • RAW
.NOINDRlHGI~ AllCHJTEC't'VIIE

LEGEND

1Jot til 112 MI 1M1 2M' 4M1 CQt.FG :l,'.~ ..





ItLVO

COR.fG3.I.• ema

c

.....HCItll!.UIlAVE

..:"

ELlII!GUHDO

:: II
II

S ~..
~• II

C ..
~

ii
z .. Z.. .. II C
Z Z .. ~.. z .. "" ~

II i.. !:

Figure 3.3

Freeway Level of Service
(P.M. Peak Period 1998)

.11'

':I.,

211'

ELllEGUND

F2 (2 HRS. to 3 HRS.)

STUDY AJII!A BOUNDARY

PO (15 M'N. to 1 HR.)

____ D

~

!
----l;

i

F1 (1 HR. to 2 HR.)

P3 (IIORE THAN 3 HRS.)

1 II'

: .~

Soun:e: C8l1nln8 District 7

Crenshaw-Prairie Transportation Corridor
Major Investment Study

LEGEND

1/4MI 112M'





Crenshaw-Prairie Corridor Major Investment Study

In su~, the Crenshaw-Prairie Corridor's freeway system currently exceeds capacity and experiences
a significant level of congestion and delay:

•

•

In the morning peak period, approximately 78 percent of the freeway system serving the Corridor
operates at or below LOS FO, with the 1-1O/Santa Monica Freeway and large segments of the 1­
405/San Diego Freeway experiencing LOS F2 and F3.

In the evening peak period, approximately 92 percent of the Corridor's freeway system operates
at or below LOS FO, with the I-IO/Santa Monica and large segments of the 1-405/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 in
1998, the Corridor's freeways had the following operational delays:

•

•

•

The 1-10 Freeway experienced 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 had 5.5 hours of northbound congestion and 3.5 hours of southbound delay
per day, resulting in more than 9.0 hours of operations of under 20 mph.

Analysis of 2002 data by Caltrans District 7 identified that the section of the 1-405 Freeway
between the 1-105 Freeway and the San Fernando Valley exceeded its weekday capacity for 12
hours a day - between 6:00-10:00 AM and 2:00-10:00 PM. Near-gridlock conditions also existed
on Saturday and Sunday. The most severely impacted section was within the Study Area between
Century Boulevard and the 1-105 Freeway where the traffic volume exceeded capacity by 25
percent during peak periods.

The I-lOS Freeway experienced 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 2025, the only funds programmed for freeway infrastructure improvements in the Crenshaw-,
Prairie Corridor are for carpool-lane gap closure on the 1-405 Freeway between the 1-105 Freeway and the
US-101Nentura Freeway. While this freeway improvement will assist Corridor residents traveling to
jobs in West Los Angeles and the San Fernando Valley, 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 2025. 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
C0rr?-dor's fr~way system with a corresponding increase in freeway congestion and delay.

3.2.2 Arterial Network

The Crenshaw-Prairie Corridor's arterial street system covers portions of four cities - Los Angeles,
Inglewood, Hawthorne and El Segundo - as illustrated in Figure 3.1. The Study Area's street system is
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
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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.

The build alternatives would operate in a combination of:

•

•

Street right-oj-way - Crenshaw Boulevard. Prairie Avenue, La Brea Avenue and Hawthorne
Boulevard; and

Railroad right-oj-way - the former Burlington Northern-Santa Fe (BNSF) Railroad right-of-way
now owned by the MTA.

Another physical issue impacting the operation of the Corridor's arterial network - and the
implementation of future transit service improvements - is the existing constrained right-of-way for many
of the Study Area's streets. Running through a substantially built-out community, and with a winding
street configuration, many of the Corridor's streets have narrow curb-to-curb widths. Within the Study
Area, the street curb-to-curb and right-of-way widths vary widely as presented in detail in Table 3.9,
illustrated in Figure 3.4 and discussed below:

•

•

•

Crenshaw Boulevard - Primarily within the City of Los Angeles. this street width and
configuration varies significantly - curb-to-curb from 56 to 130 feet and right-of-way from 70 to
ZOO feet. An important feature of Crenshaw Boulevard is the existence and use of frontage roads
for parking on either side of the street. The most constrained segment exists in the northern
portion of the Corridor between Wilshire and Olympic Boulevards (56 feet curb-to-curb, 70 feet
right-of-way), and further south from Olympic to Washington Boulevards (56 feet curb-to-curb,
90 feet right-of-way). At the other end of the range, the widest parts of Crenshaw Boulevard
exist from the fonner Exposition Railroad right-of-way south to Coliseum Street (176 feet curb­
to-curb, ZOO feet right-of-way), and from Vernon Avenue south to Slauson Avenue (150 feet
curb-to-curb, 180 feet right-of-way).

Prairie Avenue - The proposed build alternatives operate along street sections located within the
City of Inglewood. This street's curb-to-curb width ranges from 56 to 75 feet, and the right-of­
way width varies from 66 to 100 feet. The most constrained sections exist south from the former
BNSF Railroad right-of-way along the Inglewood Park Cemetery to Regent Street (64 feet curb­
to-curb, 78 feet right-of-way) with the tightest section south from Regent Street to Manchester
Boulevard (56 feet curb-to-curb, 66 feet right-of-way). The street widens south from Century
Boulevard to l1Zlh Street (75 feet curb-to-curb, 100 feet right-of-way) where the LRT Alternative
will tum west along 112111 Street to connect with the Metro Green Line Hawthorne Station.

LA Brea Avenue/Hawthorne Boulevard - These two streets provide the north-south connection
from the former BNSF Railroad right-of-way south to the Metro Green Line HaWthorne Station
and EI Segundo Boulevard through the cities of Inglewood and Hawthorne as well as a portion of
unincorporated Los Angeles County. La Brea Avenue becomes Hawthorne Boulevard south of
Century Boulevard. The street width varies significantly from the more constrained northern
section to the much wider southern section - from 75 to 154 feet curb-to-curb and 95 to 178 feet
right-of-way. The alignment is most constrained on La Brea Avenue south from the railroad
right-of-way to Market Street (75 feet curb-to-curb, 95 feet right-of-way). The widest portion is
located on Hawthorne Boulevard from Century Boulevard south to EI Segundo Boulevard (154
feet curb-to-curb, 178 feet right-of-way). The former Red Car system operated in the center of
Hawthorne Boulevard and an approximately 30 foot wide median remains.
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Figure 3.4
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Table 3.4: Corridor Arterial Network
Segment City Street Right. Curb- Number Median!

Classification of-Way to- of Frontage
Width Curb Lanes Road

Width
Crenshaw Boulevard
CrenshawlWilshire to Los Angeles Major 70 56 4 --
Crenshaw/Olympic
Crenshaw/Olympic to Los Angeles Major 90 56 4 --
CrenshawNenice
CrenshawNenice to Los Angeles Major 90 56 4 --
CrenshawlWashin~n

CrenshawlWashington to Los Angeles Major 100 80 6 --
Crenshaw/Adams
Crenshaw/Adams to Los Angeles Major 100 70-75 6 --
Crenshaw/Jefferson
Crenshaw/Jefferson to Los Angeles Major 100 70 6 --
CrenshawlExPOsition
CrenshawlExposition to Los Angeles Major 100- 70-74 6 --
Crenshaw/Coliseum 200
Crenshaw/Coliseum to Los Angeles Major 200 74 6 --
Crenshaw/39rh

Crenshaw139w to Los Angeles Major 174 80 6 --
CrenshawlMLK
CrenshawlMLK to Los Angeles Major 100- 70-78 6 --
CrenshawNemon 117
CrenshawNemon to Los Angeles Major 100- 70-84 6 Median
Crenshaw/Slauson 180
Crenshaw/Slauson to Los Angeles Major 100- 80-130 6 --
CrenshawlRR ROW 180
Prairie A"erwe ......
RR ROWlPrairie to Inglewood Major 66-94 48-75 4 Reversible
PrairielManchester Median

Lane
PrairielManchester to Inglewood Major 90 76 6 Reversible
Prairie/Century Median

Lane
Prairie/Century to Inglewood Major 100 76 6 --
Prairie/112tb

Prairie/l12w to InglewoodlLos Freeway/ Varies N.A. 8-10 --
Metro Green Line Hawthorne Angeles Cnty/ Right-of-
Station Hawthorne way
LaBna AvenuelHawthome Boulevard ...

RR ROWILa Brea to Inglewood Major 95- 75-80 4 --
Market 100
Market to Inglewood Major 112- 92 6 Median
Arbor Vitae 120
Arbor Vitae to Inglewood Major 120 105 6 Median
Century
Century to Inglewood Major 130 110 6 Median
100lb

10418
10 111 w LennoxlLos Major 160 138 6 Median

Anl!:eles County
111 18 to Imperial Hawthorne Major 160 138 6
Imperial to 118w Hawthorne Major 178 154 8 Median
11818 to El Segundo Hawthorne Major 178 154 8 Median
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City Street Designations

Within the City of Los Angeles, the Transportation Element of the General Plan, September 1999
designates the Corridor streets as Major Class I, Major Class II and Secondary as identified below in
Table 3.5. Portions of Crenshaw Boulevard's existing right-of-way width do not reflect the identified
right-of-way width characteristics for Major Class I between Wilshire and Exposition Boulevards, and
Martin Luther King, Jr. Boulevard and approximately 46th Street.

tiSt tD .T bl 3.5 C"t fLo A8 e : nyo s n2ees ree eSl2D8 ODS

Classification Characteristics Corridor Streets
Major Class I 126 foot right-of-way Crenshaw Boulevard (north of 54Ul Street)

4 travel lanes in each direction
+ left turn lanes at signalized
intersections*
More than 50,000 ADT
3,200VPH

Major Class IT 104 foot ri~ht-of-wav Crenshaw Boulevard (south of 54Ul Street)
3 travel lanes in each direction Wilshire Boulevard, Olympic Boulevard, Pico Boulevard
+ left turn lanes at signalized (west of Crenshaw), Adams Boulevard, Martin Luther
intersections* King, Jr. Boulevard, Stocker Street, Slauson Avenue,
30,000 to 50,000 ADT Florence Avenue
2,400VPH

Secondary 90 foot right-of-way Pico Boulevard (east of Crenshaw), Venice Boulevard,'
2 travel lanes in each direction Jefferson Boulevard, Rodeo Road, Vernon Avenue, 48th

+ left turn lanes at signalized Street. 54th Street. Hyde Park Boulevard
intersections*
20,000 to 30,000 ADT "

l,400VPH
Legend:
* During peak hours
ADT - Average Daily Trips
VPH - Vehicles Per Hour in each direction durin!!: peak hours

The City's Transportation Element supports the enhancement of the region's transit system to compete
effectively as an alternative to the automobile. It does so by identifying two categories of transit priority
streets intended to encourage transit ridership. Within the City of Los Angeles, the following Corridor
streets are designated as transit priority corridors:

• High Capacity Transit Priority Corridor - intended to accommodate high-capacity transit
service post-20W. This corridor category includes Crenshaw, Wilshire and Olympic Boulevards.

• Transit Priority Street - identified to foster transit ridership programs. This group includes
Martin Luther King, Jr. Boulevard (east of Crenshaw Boulevard), Florence Avenue and
Manchester Avenue.

The Transportation Element also designates scenic roadway corridors that merit special controls in order
to protect and enhance the City's scenic resources. Within the Study Area, Crenshaw Boulevard is
identified as a Scenic Highway. Design of any improvements to a scenic roadway must include
preservation and support of scenic resources as well as safety and capacity considerations. Street-specific
design controls are established either through adoption or revision of a Community Plan, or by following
the City's adopted Scenic Highway Guidelines. These design guidelines include protection of existing
trees and plants, limiting the number of outdoor advertising signs, and support 'for undergrounding of new
or relocated utility facilities. Any major alterations to a scenic roadway require consideration through the
preparation of an environmental impact report.
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Within the City of Inglewood, the full lengths of Prairie Avenue, La Brea Avenue and Hawthorne
Boulevard are designated as Major Arterials in the Circulation Element of the Inglewood General Plan.
Prairie Avenue between Florence Avenue and Manchester Boulevard has a restricted right-of-way width
due to the presence of the Inglewood Memorial Park Cemetery along the east side of the street. As a
result, this side of the street has no sidewalk or parkway. Further south between Florence Avenue and
112th Street, Prairie Avenue has a reversible median lane (using overhead illuminated signs) that may be
utilized to handle large volumes of vehicles entering or exiting the Forum parking lot. The need for and
utilization of the reversible lane has decreased significantly with the relocation of the Lakers and Kings to
the Staples Center in Downtown Los Angeles. The City's adopted Market Street Renaissance and
Downtown Revitalization Plan identifies the elimination of the dog-leg turn in La Brea Avenue at Market
Street/Spruce Avenue, and its realignment as an S-curve to improve and simplify traffic movement.

Within the City of Hawthorne, only Hawthorne Boulevard is being evaluated for future "build" transit
improvements. This Major Arterial-designated street has a significant right-of-way width of 178 foot
which accommodates eight travel lanes, parking on both sides and an approximately 30 foot wide median
formerly used by the Red Car system. The City is currently preparing a Specific Plan for this section of
Hawthorne Boulevard. Future land use and transportation strategies are being developed to create a more
pedestrian-friendly, mixed-use environment including concepts to mitigate the width of the street and
reuse the median for future transit service.

Arterial Performance

The performance of the arterial street network is typically measured in terms of Level of Service (LOS)
using the Intersection Capacity Utilization (lCU) methodology. The thresholds, based on an analysis of
how much traffic the street is carrying (volume) versus what the street is designed to accommodate
(capacity), which assign a letter value to the resulting LOS, are shown below in Table 3.6.

c °te 0 b ICUM thod IT bl 36 Le I fSa e 0 : ve 0 ervIce n na .y e OI02Y
LOS Volume/Caoacitv Ratio (VIC)

A 0-0.60
B 0.61-0.70
C 0.71-0.80
D 0.81-0.90
E 0.91- 1.00
F >1.00

The Crenshaw-Prairie Corridor's arterial streets are typically designed to accommodate medium to high
traffic volumes (2,400 to 3,200 vehicles per hour per direction during peak hours). Based on an
evaluation of existing traffic information, the current travel demand on the Corridor's roadway network
exceeds the system's capacity in places, resulting in considerable congestion during peak periods. As
illustrated in Figure 3.5, during the 1995 evening peak period, 47 percent of the Study Area intersections
operated under constrained conditions (LOS E or F) with 26 percent exceeding capacity (LOS F).

As presented below in Table 3.7, an analysis of 1999 street segment level of service showed that the
Corridor's congested street system conditions have worsened with 70 percent of the section of Crenshaw
Boulevard under consideration experiencing considerable congestion (LOS E or F). Approximately 36
percent of Crenshaw Boulevard - from Wilshire Boulevard south to Adams Boulevard - was identified as
operating at LOS F. The remainder of the Crenshaw Boulevard Corridor under consideration was
operating with volume-to-capacity rations of 0.99 to1.oo, and even a minor level of traffic growth will
exceed available capacity. The Corridor's street segments further south from Vernon Avenue to the
former BNSF Railroad right-of-way had available capacity, as did portions of Prairie Avenue.
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(1999)Le I fST hI 37 Sa e . e2D1eot ve 0 erVlce. .
Segment Current Volumel Level or Service

Capacity Ratio
Crenshaw Boulevard
CrenshawlWilshire to Crenshaw/Olympic 1.06 F
Crenshaw/Olympic to CrenshawNenice 1.25 F
CrenshawNenice to CrenshawlWashin~ton 1.36 F
CrenshawlWashington to Crenshaw/Adams 1.06 F
Crenshaw/Adams to Crenshaw/Jefferson 0.99 E
Crenshaw/Jefferson to CrenshawlExposition 0.99 E
CrenshawlExPOsition to Crenshaw/Coliseum 0.99 E
Crenshaw/Coliseum to Crenshaw/39w 0.99 E
Crenshaw/39w to CrenshawlMartin Luther King, Jr. 1.00 E
CrenshawlMartin Luther King, Jr. to CrenshawNemon 1.00 E
CrenshawNemon to Crenshaw/Slauson 0.75 C
Crenshaw/Slauson to CrenshawlRailroad right-of-way 0.67 C
Prairie Avenue ,

Prairiel90w to Prairie/Century 0.73 C
Prairie/Century to Prairie/l12w 0.73 C
Source: Korve Engmeenng

3.2.3 Tramc System Impacts

The Crenshaw-Prairie Corridor's arterial street system covers portions of four cities - Los Angeles,
Inglewood, Hawthorne and EI Segundo. The BRT and LRT Alternatives would operate primarily within
the cities of Los Angeles, Inglewood and Hawthorne, with Metro Rapid Alternative service extending
south into the City of EI Segundo.

As the alternatives under consideration are planned to operate only on the Corridor's arterial system and
the former BNSF Railroad right-of-way, they will have a negligible or a positive impact on the freeway
system as a portion of the Study Area's projected trip growth will travel by other modes and routes with
implementation of the transit service alternatives.

This section presents a generalized comparative evaluation of the project alternatives based 00 various
traffic, transportation, mobility and highway performance criteria. The evaluation is related to the
resulting effects that each alternative may have on overall mobility and levels of congestion at or near
intersections in the Study Area. These effects and impacts are related to the following issues:

• Reduction in congestion due to highway trips transferring to the transit service.

• Loss of through capacity for mixed flow vehicles due to the conversion of an existing travel lane
to a dedicated transit lane either permanently or for peak period-only transit operations.

• Loss of capacity for intersecting (cross) traffic due to increased traffic/transit volumes andlor
traffic signal priority granted to transit (Metro Rapid, BRT or LRT) vehicles along the Co¢dor.

• Conflicts between transit (bus and rail) vehicles and mixed flow vehicular traffic along the travel
corridor at intersections andlor mid-block locations.

• Increased delay and congestion due to additional signal phases, more green time for transit
vehicles and/or new signals along the Corridor to accommodate and protect left turning vehicles.

• Loss of left and right turn movements due to transit facilities (BRT or LRT) resulting in
redistribution of traffic on to parallel streets including adjacent residential streets.
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• Localized congestion impacts created by additional vehicles circulating to park-and-ride locations
at transit stations located throughout the Corridor.

The factors affecting arterial congestion and effectiveness/efficiency are associated with variables such as
the following:

•

•

•

Roadway geometries - the number of lanes in each direction and the presence of channelization
(left andlor right turn lanes);

Traffic eontrols - type and capability of traffic control devices at the intersections such as stop
signs, signalization and dedicated turn phases; and

Circulation network - availability of an arterial system that is capable of moving traffic in all
directions, while minimizing impacts on surrounding residential neighborhoods.

A more detailed discussion of possible arterial impacts is presented in supporting documents including
the Crenshaw-Prairie Corridor Major Investment Study Technical Memorandum: Design Issues and
Constraint Analysis.

No Build Alternative

The No Build Alternative was comprised of the existing bus and rail systems currently in use with service
improvements as required to meet projected 2025 ridership demands. This would include the existing
alignments and operating schedules of the approximately 48 MTA bus lines and Metrp Red, Blue and
Green Lines serving the Study Corridor, as well as the approved Pasadena and Eastside Rail Lines..Bus
service improvements included in the No Build Alternative may have a minor impact on the functioning
of the arterial system in the Crenshaw-Prairie Corridor.

Metro Rapid Alternative

The Metro Rapid Alternative consisted of a Study Area-grid of Metro Rapid service supported with
expanded local circulator service providing community linkages. Metro Rapid service was evaluated on
seven Study Corridor service alignments providing direct connections to the Metro Red Line Wilshire/
Western and HollywoodNine stations, and the Metro Green Line Aviation, Hawthorne and Cre~shaw

stations.

Metro Rapid services would operate along with other vehicles in mixed-flow conditions. This option
would increase the number of buses operating in the Study Corridor by approximately 107 buses over
those required under No Build conditions. This alternative's fleet mix. would consist entirely of standard
size buses. A signal priority system would facilitate the smooth flow of bus service, while minimizing the
impact of the additional buses. During the constrained peak periods, a majority of the Corridor's streets
currently prohibit curbside parking, which would further reduce peak period circulation impacts resulting
from the operation of an increased number of buses. Possible arterial impacts for some street cross­
sections· may include: conflicts between buses and mixed flow traffic; some increased delay and
congestion due to additional green time for Metro Rapid buses; and some impacts to automobile right turn
movements at intersections. Detailed arterial impacts would be identified through further study efforts.

Bus Rapid Transit Alternative

Bus Rapid Transit (BRT) was defmed as bus service providing the full range of physical and operational
attributes of Metro Rapid service with the addition of dedicated lane operations where feasible. In the
Crenshaw-Prairie Corridor, the BRT Alternative consisted of two BRT lines· supported by the Metro
Rapid system proposed in the Metro Rapid Alternative. Both of the proposed BRT lines would operate
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south from Wilshire Boulevard Metro Rapid service to approximately the Metro Green Line along two
service alignments: 1) Crenshaw Boulevard and the former BNSF Railroad right-of-way to the Metro
Green Line Aviation Station; and 2) Crenshaw Boulevard. a portion of the former BNSF Railroad right­
of-way and La Brea AvenuelHawthorne Boulevard with a connection to the Metro Green Line Hawthorne
Station. Transfer connections to the regional rail system would be provided to the Metro Green Line and
the future Exposition LRT Line. The BRT Alternative evaluated a "build" option for the Study Corridor
operating in the following three service configurations:

1. Curbside dedicaJed Illne operations - Provision of an exclusive bus lane would be achieved by
adding a new lane. replacing an auto lane or using non-vehicular right-of-way where sufficient
right-of-way exists. The dedicated lane would occur primarily curbside or, along Hawthorne
Boulevard possibly in median operations. The curbside through lane typically would be used for
parking before- and after-peak period restrictions - 9 AM to 4 PM. The decision on whether to
provide dedicated lane service on a 24-hour basis or for peak periods only would be based on
future analysis and agreements with impacted jurisdictions.

2. Mixed-flow operations - Due to insufficient right-of-way width, BRT service would operate with
other vehicular traffic in two constrained sections of the Study Corridor:

•

•

Crenshaw Boulevard - Between Wilshire and Washington Boulevards, and Martin
Luther King, Jr. Boulevard and Vernon Avenue in the City of Las Angeles; and

fA Brea Avenue - Between the former BNSF Railroad right-of-way and Manchester
Avenue in the City of Inglewood.

3. DedicaJed right-oj-way operations - Utilization of the former BNSF Railroad right-of-way, now
owned by the MTA. offers a unique opportunity for a portion of BRT service to operate separate
from other vehicular traffic increasing BRT travel speeds and minimizing traffic impacts.
Approximately 46 percent of the proposed CrenshawlMetro Green Line Alternative could operate
in a dedicated right-of-way minimizing traffic impacts. For the CrenshawlHawthorne Option, 15
percent of the service alignment could occur on the former railroad right-of-way. Utilization of
the former railroad right-of-way by the BRT Alternative is predicated on the abandonment of
freight rail operations by the BNSF.

The BRT Alternative would increase the number of buses operating in the Study Corridor over the No
Build and Metro Rapid Alternative conditions. This option's fleet mix would include both 40-foot
standard size and 6O-foot articulated buses. A signal priority system would facilitate the smooth flow of
bus service, while minimizing the impact of the additional buses along with the longer articulated buses.
During the constrained peak periods, a majority of the Corridor's streets currently prohibit curbside
parking, which would further reduce peak period circulation impacts resulting from the operation of
additional and longer buses.

Signal priority for transit vehicles can be implemented in many ways ranging from adding a few seconds
of green time to the transit phase to a complete preemption for the transit vehicle, although preemption is
mainly applied to LRT operations. The proposed BRT lines traverse through three jurisdictions,
including the cities of Los Angeles, Inglewood and Hawthorne, all with different signal control systems.
The challenge for this project will be to develop a transit priority system that could be deployed through
all of the jurisdictions along the Corridor.

As discussed and summarized below in Table 3.8, implementation of the BRT Alternative would have
significant impacts on the functioning of the arterial system in the Crenshaw-Prairie Corridor. The
analysis is based on a conceptual level of design; detailed arterial impacts would be identified through
further. more detailed study efforts.
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Crenshaw Boulevard

Along a majority of the Crenshaw Boulevard Corridor, BRT buses would be located in dedicated lanes,
minimizing bus and vehicle travel conflicts. However. in segments along the Corridor. where the buses
are not be able to use an exclusive lane due to a constrained street right-of-way width, BRT operational
impacts to other vehicular traffic would be greater due to sharing of the roadway with mixed-flow traffic.
As identified below in Table 3.8, this Alternative would result in the loss of a travel lane in each direction
between CrenshawlWashington and CrenshawlMartin Luther King, Jr. and then CrenshawNernon south
to CrenshawlRailroad ROW, which would reduce traffic capacity.

T bl 3 8 Ph . I Art . I N tw k 1m ts d th BRT Alt tia e . . IVSIC8 ena e or lPac uo er e eroa ve
Seament City Proposed Operations Impacts

CrensMw Bo"levard % .... :.
CrenshawlWilshire to Los Angeles Mixed-flow No impact
Crenshaw/Olympic
Crenshaw/Olympic to Los Angeles Mixed-flow No impact
CrenshawNenice
CrenshawNenice to Los Angeles Mixed-flow No impact
CrenshawlWashington
CrenshawlWashington to Los Angeles Curbside Loss of one through lane each way -
Crenshaw/Adams Dedicated Lane from 6 to 4 lanes
Crenshaw/Adams to Los Angeles Curbside Loss of one through lane each way -
Crenshaw/Jefferson Dedicated Lane from 6 to 4 lanes
CrenshawlJefferson to Los Angeles Curbside Loss of one through lane each way -
CrenshawlExposition Dedicated Lane from 6 to 4 lanes
CrenshawlExposition to Los Angeles Curbside Loss of one through lane each way -
Crenshaw/Coliseum Dedicated Lane from 6 to 4 lanes
Crenshaw/Coliseum to Los Angeles Curbside Loss of one through lane each way -
Crenshaw/39rb. Dedicated Lane from 6 to 4 lanes
Crenshaw139ul to Los Angeles Curbside Loss of one through lane each way -
CrenshawlMLK Dedicated Lane from 6 to 4 lanes
CrenshawlMLK to Los Angeles Mixed-flow No impact
CrenshawNernon
CrenshawNemon to Los Angeles Curbside or Median Loss of one through lane each way -
Crenshaw/Slauson Dedicated Lane from 6 to 4 lanes
Crenshaw/Slauson to Los Angeles Curbside or Median Loss of one through lane each way -
CrenshawlRR ROW Dedicated Lane from 6 to 4 lanes
La BreaAvenuemawthome .Boulevard ,
RR ROWILa Brea to Inglewood Mixed-flow Loss of one through lane each way -
Manchester from 6 to 4 lanes
Manchester to Inglewood Curbside Loss of one through lane each way -
Century Dedicated Lane from 6 to 4 lanes
Century to Inglewood Curbside Loss of one through lane each way -
103rd Dedicated Lane from 6 to 4 lanes
103IU to LennoxlLos Curbside Loss of one through lane each way -
IUd! Angeles County Dedicated Lane from 6 to 4 lanes
111m to Hawthorne Curbside or Median Loss of one through lane each way -
Imperial Dedicated Lane from 6 to 4 lanes
Imperial to Hawthorne Curbside or Median Loss of one through lane each way -
1201h Dedicated Lane from 6 to 4 lanes
120m to Hawthorne Curbside or Median Loss of one through lane each way -
El Segundo Dedicated Lane from 6 to 4 lanes
Source: Korve Engmeenng

i,
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This loss of traffic capacity may result in the shifting of traffic to parallel streets. While a majority of the
Corridor's arterial network is designed as a grid system with major arterials spaced at approximately one­
mile intervals, the street system in the central portion of the Study Area is impacted by significant
topographical changes. Covering more than 45 percent of the Corridor, this major hill system results in a
non-grid street system with winding major streets and few minor streets. 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. Any shifting of through traffic would
probably occur to the closest through, parallel streets - La Brea Avenue on the west and Arlington
AvenuelWilton Place on the east. Diversion of traffic on to residential streets may occur surrounding
congested intersections.

Possible arterial impacts for some street cross-sections may include: conflicts between buses and mixed
flow traffic; some increased delay and congestion due to additional green time for BRT buses; and some
impacts to automobile right turn movements at intersections. Detailed arterial impacts would be
identified through further study efforts.

Depending on the final design of the BRT facility - curbside or median operations - this Alternative may
result in a significant reduction of existing left or right turn movements. Consequently, this could have
major impact delays to highway flow and could result in traffic dispersing to alternate routes, or divening
to minor streets. The delay effects would also impact traffic making right and left turns across the BRT
lanes to east-west streets.

A key decision to be made is whether the BRT dedicated lanes would operate only during peak periods or
on a 24-hour basis. Peak period-only dedicated lane operations could be considered Phase I option with
expansion to a longer timeframe with more analysis. While this decision may have more of an impact on
Corridor parking, as the curbside through lane is typically used for parking before and after peak period
restrictions (9 AM to 4 PM), it would have an impact on mid-day traffic carrying capacity. This decision
would be made based on more detailed analysis and working closely with the impacted city transportation
departments - Los Angeles, Inglewood and Hawthorne, and possibly the County of Los Angeles. There
would be no BRT impacts in the City of EI Segundo.

The BRT Alternative would incorporate various degrees of traffic signal prioritization at the intersections
to facilitate the smooth flow of bus operations along Crenshaw Boulevard, thereby resulting in the loss of
signal green-time from, and some increase in delays to, cross-street traffic. Although these impacts and
delays may be minimized utilizing the latest vehicle detection and signal timing! synchronization
technology, it would result in increased delays, particularly at locations where new traffic signals may be
installed. The signal prioritization issue is more complicated in the Crenshaw-Prairie Corridor as the
underlying Metro Rapid system has several proposed east-west lines that would also require signal
prioritization to ensure the best functioning of this service.

La Brea AvenuelHawthorne Boulevard

Along a majority of the La Brea Avenue and Hawthorne Boulevard Corridor, BRT buses would be
located in dedicated lanes, minimizing bus and vehicle travel conflicts. However, between the former
railroad right-of-way and Manchester Avenue, where the buses are not be able to use the an exclusive
lane due to a constrained street right-of-way width and civic desires, BRT operational impacts to other
vehicular traffic would be greater due to sharing of the roadway with other traffic.

As identified in Table 3.8, this Alternative would result in the loss of a travel lane in each direction
between Manchester Avenue and EI Segundo Boulevard, which would reduce traffic capacity and may
result in shifts of traffic volumes to parallel streets. Further analysis is required, but it appears that this
corridor's overall traffic capacity and mobility may be negatively impacted on the more constrained
section through Downtown Inglewood, but would not be negatively impacted south of Manchester
Avenue where excess traffic carrying capacity appears to exist.
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Depending on the actual design of the BRT facility - curbside or median operations - this Alternative
may result in a reduction of existing left or right tum movements. Consequently, this could have impact
delays to highway flow and could result in traffic dispersing to alternate routes, or diverting to minor
streets. The delay effects will also impact traffic making right and left turns across the BRT lanes from
east-west streets.

This Alternative will also require various degrees of traffic signal prioritization at the intersections for bus
movement along La Brea Avenue/Hawthorne Boulevard, thereby resulting in the loss of signal green-time
from, and some increase in delays to cross-street traffic. Although these impacts and delays may be
minimized utilizing the latest vehicle detection and signal timing/synchronization technology,
implementation of this Alternative may result in increased delays, particularly at locations where traffic
capacity is already constrained and/or new traffic signals will be installed.

Railroad Right-of-way

Along the former BNSF Railroad right-of-way portion of the BRT service alignment, traffic control
devices would need to be placed at each grade crossing to control both bus and vehicle traffic. Typically,
gates and/or signals installed at the BRT crossings would be two-phased: 1) BRT phase, and 2) vehicle
phase. Other traffic control devices may include installation of pre-signals with BRT phasing, stop signs
and closing of minor streets crossing the railroad right-of-way.

Light Rail Transit Alternative

Crenshaw-Prairie Corridor Light Rail Transit (LRT) service would be similar to the service currently
operating on the Metro Blue and Green Lines, and under construction for the Pasadena and Eastside rail
lines. In the Study Corridor, the LRT Alternative would be a northern extension of the existing Metro
Green Line consisting of two LRT lines supported by the expanded Metro Rapid system proposed in the
Metro Rapid Alternative. Both of the LRT lines would operate south from the future Exposition LRT
Line to the Metro Green Line along two service alignments: 1) Crenshaw Boulevard and the former
BNSF Railroad right-of-way to the Metro Green Line Aviation Station; and 2) Crenshaw Boulevard, a
portion of the former BNSF Railroad right-of-way and Prairie AvenuelHawthome Boulevard with an
interface to the Metro Green Line Hawthorne Station. Transfer connections to the regional rail system
would be provided to the Metro Green Line and the future Exposition LRT Line. The LRT Alternative
evaluated a "build" alternative for the Study Corridor operating in a combination of the following five
service configurations:

1. Median dedicated lane operations - Provision of at-grade LRT tracks achieved by replacing an
auto lane or using non-vehicular right-of-way where sufficient right-of-way exists. The LRT
tracks would be located in the street median

2. Mixed-flow operations - Due to insufficient right-of-way width, at-grade LRT service would
operate with other vehicular traffic in two constrained sections of the Study Corridor:

•

•

Crenshaw Boulevard - Between Martin Luther King, Jr. Boulevard and Vernon Avenue
in the City of Los Angeles; and

Prairie Avenue - Between the former BNSF Railroad right-of-way and 111 th Street in the
City of Inglewood.

3. Dedicated right-oj-way operations - Utilization of the former BNSF Railroad right-of-way, now
owned by the MTA, offers a unique opportunity for a portion of LRT service to operate separate
from vehicular traffic. Approximately 63 percent of the proposed CrenshawlMetro Green Line
Alternative would operate in a dedicated right-of-way minimizing traffic impacts. Consideration
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of below-grade operations in a constrained portion of the Crenshaw District would allow 70
percent of this option's operations to occur in a dedicated right-of-way. Approximately 17
percent of the CrenshawlHawthorne Alternative would operate on the former railroad right-of­
way. With subway operations, 24 percent of this option could occur in a dedicated right-of-way.

4. Aerial operations - Designed as a northern extension of the Metro Green Line, the LRT line will
operate north in an aerial configuration from the Metro Green Line Aviation Station as well as
interface with an aerial section adjacent to the Metro Green Line Hawthorne Station.

5. Below-grade operations - Studied for the section of Crenshaw Boulevard between Martin Luther
King, Jr. Boulevard and Vernon Avenue.

The LRT Alternative would increase the number of buses operating in the Study Corridor over No Build
conditions, while decreasing the number of buses operated under the Metro Rapid Alternative. This
Alternative would result in the operation of rail vehicles within some portions of the Study Area's arterial
system.

o ti )(N S bd th LRT AIkI. IN. IATable 3.9: Phvslcs rtena etwor mpacts un er e ternative on- u way ,pi on
See:ment City ProDOSed Operations Impacts

Crenshaw Boulevard
CrenshawlExposition to Los Angeles At-grade Loss of one through lane each way -
Crenshaw/Coliseum Median from 6 to 4 lanes + loss of median

and/or center left turn lane
Crenshaw/Coliseum to Los Angeles At-grade Frontage road reduced by 20 feet +
Crenshaw/39m Median loss of center left turn lane
Crenshaw/391O to Los Angeles At-grade Loss of median + eastern frontage
CrenshawlMLK Median road + loss of center left turn lane
CrenshawlMLK to Los Angeles Mixed-flow No impact
Crenshaw/Vernon
CrenshawNemon to Los Angeles At-grade Loss of median and/or center left turn
Crenshaw/Slauson Median lane, or loss of one through lane each

way - from 6 to 4 lanes
Crenshaw/Slauson to Los Angeles At-grade Loss of median and/or center left tum
CrenshawlRR ROW Median lane, or loss of one through lane each

way - from 6 to 4 lanes
Prairie Avenue/Hawthorne Boulevard
RR ROW!Prairie to Inglewood Mixed-flow No impact
PrairielManchester
PrairielManchester to Inglewood At-grade Loss of median and/or center left tum
Prairie/Century Median lane, or loss of one through lane each

way - from 6 to 4 lanes
Prairie/Century to Inglewood At-grade Loss of median and/or center left tum
Prairie/112m

Median lane, or loss of one through lane each
way - from 6 to 4 lanes

Prairiel1121b to InglewoodILos Aerial Coordination with Caltrans for aerial
Metro Green Line Angeles Cntyl structure over 1-105
Hawthorne Station Hawthorne
Metro Green Line to Hawthorne Aerial Median is reduced to 14 feet along
118m

street section. and reduced to 8 feet
or less at intersections

11810 to Hawthorne At-grade Loss of median and/or center left tum
El Segundo Median lane, or loss of one through lane each

way - from 8 to 6 lanes
Source: Korve Engmeenng
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A signal priority system would facilitate the smooth flow of rail service and mitigate a majority of the
vehicular impacts resulting from the operation of the trains. Signal priority for transit vehicles can be
implemented in many ways ranging from adding a few seconds of green time to the transit phase to a
complete preemption for the LRT vehicle. The proposed LRT service traverses through three
jurisdictions, including the cities of Los Angeles, Inglewood and Hawthorne, all with different signal
control systems. The challenge for this project will be to develop a transit priority system that could be
deployed through all of the jurisdictions along the Corridor.

As discussed and summarized above in Table 3.9, implementation of the LRT Alternative would have
significant impacts on the functioning of the arterial system in the Crenshaw-Prairie Corridor. This
analysis is based on a conceptual level of design; detailed arterial impacts would be identified through
further, more detailed study efforts.

Crenshaw Boulevard

Along a majority of the Crenshaw Boulevard Corridor, LRT vehicles would operate in an at-grade
configuration in dedicated lanes minimizing rail and vehicle travel conflicts. However, in the segment
between Martin Luther King, Jr. Boulevard and Vernon Boulevard, where the trains are not be able to
operate in an exclusive lane due to a constrained street right-of-way width, LRT operational impacts to
other vehicular traffic would be greater due to the sharing of the roadway with mixed-flow traffic.
Resulting arterial impacts from mixed-flow LRT operations could be mitigated with the construction of a
subway segment in this constrained section as shown below in Table 3.10.

Crenshaw Boulevard's overall traffic capacity and mobility may be negatively impacted with
implementation of the LRT Alternative due to the loss of traffic carrying capacity along the Corridor. As
identified above in Table 3.9, this Alternative would result in the loss of a travel lane in each direction
between CrenshawlExposition and CrenshawlMartin Luther King, Jr., as well as from CrenshawNernon
south to CrenshawlRailroad ROW.

Table 3.10: Physical Arterial Network Impacts under the LRT Alternative (Subway Option)
Sem1ent Citv Prooosed Ooerations Imuacts

Crenshaw BoulnanJ ,
','

" '" , ":,,<
CrenshawlExposition to Los Angeles At-grade Loss of one through lane each way -
Crenshaw/Coliseum Median from 6 to 4 lanes + loss of median

and/or center left tum lane
Crenshaw/Coliseum to Los Angeles At-grade Frontage road reduced by 20 feet +
Crenshaw/39th Median loss of center left tum lane
Crenshaw/39m to Los Angeles At-grade Subway portal begins south of 39m

CrenshawlMLK ' ) Transition to Street, cut continues to south in
Subway median for approximately 575 feet

CrenshawlMLK to Los Angeles Subway Subway portal ends at Brynhurst
CrenshawlVernon Transition to Street:porth of Vernon, cut continues

At-grade to north in median for approximately
525 feet

CrenshawlVernon to Los Angeles At-grade Loss of median and/or center left tum
Crenshaw/Slauson Median lane, or loss of one through lane each.

way - from 6 to 4 lanes
Crenshaw/Slauson to Los Angeles At-grade Loss of median andlor center left tum
CrenshawlRR ROW Median lane, or loss of one through lane each

way - from 6 to 4 lanes
Source: Korve Engmeenng

This loss of traffic capacity may result in the shifting of traffic to parallel streets. The Corridor's
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. Any shifting of through
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traffic would probably occur on the closest through, parallel streets - La Brea Avenue on the west and
Arlington AvenuelWilton Place on the east. Diversion of traffic on to residential streets may occur
surrounding congested intersections.

With the proposed median operations, the LRT Alternative may result in a significant reduction of
existing automobile left tum movements. Consequently, this could result in major delays to highway
flow and could result in traffic dispersing to alternate routes, or diverting to minor streets. The delay
effects would also impact traffic making right and left turns across the LRT lanes from east-west streets.

The LRT Alternative would incorporate various degrees of traffic signal prioritization at the intersections
to ensure the smooth flow of rail operations along Crenshaw Boulevard, thereby resulting in the loss of
signal green-time from, and some increase in delays to, cross-street traffic. Although these impacts and
delays may be minimized utilizing the latest vehicle detection and signal timing/synchronization
technology, implementation of this Alternative may result in increased delays, particularly at locations
where traffic capacity is already constrained and/or new traffic signals may be installed. The signal
prioritization issue is more complicated in the Crenshaw-Prairie Corridor as the underlying Metro Rapid
system has several proposed east-west lines that would also require signal prioritization to ensure the best
functioning of this service.

Railroad Right-of-way

Along the former BNSF Railroad right-of-way portion of the LRT service alignment, traffic control
devices would need to be placed at each grade crossing to control both rail and vehicle traffic. Typically,
gates and/or signals at the LRT crossings would be two-phased: 1) LRT phase, and 2) vehicle phase.
Other traffic control devices may include installation of pre-signals with LRT phasing, stop signs and
closing of minor streets crossing the railroad right-of-way. Current regulations require traffic gates and
flashing light signals for highway-light rail transit grade crossings in semi-exclusive alignments where
LRT operating speeds exceed 35 mph.

In addition, analysis shows that a grade separation over Centinela Avenue may be justified based on an
initial capacity analysis. Other locations that were considered for possible grade separations were La
Cienega Boulevard and La Brea Avenue. Conceptual analysis showed that La Cienega Boulevard might
be feasible for at-grade operations, while at-grade operations at La Brea Avenue may be viable if LRT
service delay is acceptable.

3.3 TRANSIT

As discussed in Section 1, Purpose and Need of this document, with the demonstrated high level of
Corridor transit usage and dependency, along with the forecast future population, employment and related
daily trip growth, and without future transportation system improvements, transit service in the Corridor
will be impacted in the following ways:

•
•
•
•

Continued slowing of bus service;
Limited travel options;
Weak regional transportation system connections; and
Continued air quality concerns.

3.3.1 Transit Service and Ridership

Currently, the Crenshaw-Prairie Corridor has a high level of transit service coverage with almost every
major and secondary Study Area arterial served by at least one bus route as illustrated in Figure 3.6 and
Table 3.11 on the following pages. Seven area transit providers offer a combination of community-based,

KORVEIRA~ A Joint Venture 3-23 January 2003



Crenshaw-Prairie Transportation Corridor
Major Investment Study

Figure 3.6
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local, limited-stop, Metro Rapid and freeway-express bus operations, along with rail transit service,
within the Corridor. An eighth transit operator provides regional bus service running from EI Monte
through Downtown Los Angeles and along Wilshire Boulevard to terminate at the Metro Red Line
WilshirelWestern Station.

Current challenges facing Crenshaw-Prairie Corridor bus service include:

•
•
•
•

Frequency of Corridor service is not commensurate with the Study Area's needs;
Capacity issues due to high Corridor transit dependency;
Operational problems due to utilization of the congested arterial street system; and
Inability to attract and retain the choice rider.

While every major Study Area street is served by at least one bus route. the frequency of service is not
always commensurate with the Corridor's needs. Operating with longer headways underserves the
Corridor's transit dependent riders and discourages choice riders. Providing more frequent service would
better serve current riders along with the forecast increase in transit demand, while attracting choice riders
as demonstrated by the Wilshire-Whittier Metro Rapid service and the patronage forecasts discussed
below.

Due to the Corridor's higher than average transit ridership, approximately double the mode split of the
County's urbanized area, many of buses serving the Crenshaw-Prairie Corridor are at- or over-capacity.
Operating bus service beyond capacity results in overcrowding, rider pass-bys and loading delays, which
in turn creates uneven headways, related schedule adherence problems and unhappy riders.

The effectiveness of Corridor bus transit operations is negatively impacted by arterial congestion resulting
in slower bus speeds with negative impacts on schedule adherence, as well as decreased service reliability
and increased travel times. Bus service in the congested Corridor conditions also results in higher
operational costs due to the need for additional buses and drivers in an attempt to maintain the identified
service schedule.

Currently, Crenshaw-Prairie Corridor travelers have a limited choice in travel options - auto or bus transit
- circulating on the same congested street system. Existing operational issues make bus usage by transit
dependent riders daunting, and make 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 more complete set of mode of access alternatives. The ability to attract and retain Corridor choice
riders will depend on a variety of factors including improved travel time. reliability, perception of safety,
cleanliness and seamless service interfaces with the regional transportation system.

Transit Dependency

Previous analysis documented in the Crenshaw-Prairie Corridor Route Refinement Study identified that
more than 49 percent of the households within the Study Corridor were classified as low income, and
approximately 16 percent of Corridor households had no automobile available. Both of these factors
contributed to a higher than average transit usage. The urbanized County transit mode split was eight
percent compared to an average of more than 13 percent in the Study Area. Transit usage in the Mid­
City Subarea (21 percent) was approximately three times the average for the County's urbanized area. A
majority of the Corridor, represented by the Crenshaw, Inglewood and Hawthorne subareas, had 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 nine
percent transit mode share - was higher than the urbanized County average. While Study Area-level
information was not yet available from the 2000 census, current Corridor transit usage appears to reflect
past patterns.
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Table 3 11' Corridor Transit Service. .
Operator Service Namel Major Corridor Destinations

Line Number Street(s)
MTA Rail Service

Red Line Wilshire Boulevard WilshirelWestern Station to Union Station
and North Hollywood

Green Line I-lOS/Century Freeway Norwalk-Hawthorne-EI Segundo-Redondo Beach
Metro RaDid Service
820 Wilshire Boulevard WilshirelWhittier from Santa Monica to

Montebello
Bus Service
20 Wilshire Boulevard Wilshire - Santa Monica
21 Wilshire Boulevard Wilshire - UCLA
27 Olympic Boulevard w. Olympic-San Vicente- Burton Wav
28-328 Olvmoic Boulevard W. Olympic (local & limited service)
30 Pico Boulevard W. Pico-E. lSI St-F1oral Drive
31 Pico Boulevard W. Pica-E. 1SI St
33-333 Venice Boulevard Venice BI-Union Station (local & limited service)
37 Adams Boulevard Adams BI
38 Jefferson Boulevard W. Jefferson BI
40-340 Hawthorne, Crenshaw, So. Bay Galleria Transit Center-Hawthorne-

MLK Boulevards Crenshaw-MLK-Union Station (local & limited)
42 Martin Luther King, Union Station-MLK-La Tijera-LAX City Bus

Jr. Boulevard Center
68 Washington Boulevard West LA Transit Center-W. Washington-Cesaer

Chavez-Montebello Town Center Mall
102 Exposition Boulevard, E. Jefferson BI-Exposition BI-Coliseum BI

Coliseum Street
105 Vernon Avenue, Vernon Ave-La Cienega BI

La Cienega Boulevard
107 54w Street 54w Street-Fairview BI-Santa Ana St
108 Slauson Avenue Marina Del Rev-Slauson Ave.-City of Commerce
110 Centinela Avenue, Hyde Gage Ave-Centinela Ave-Fox Hills Mall

Park Boulevard, Southwest
Drive, Ga2e Avenue

111-311 Florence Avenue LAX City Bus Center-Florence Ave-Leffingwell
Rd (local & limited service)

112 Florence Avenue Florence Ave-Otis St
115 Manchester Avenue Manchester BI-Firestone BI
/315 Manchester Avenue LAX City Bus Center-Manchester BI-Firestone BI

(limited service)
117 Century Boulevard LAX City Bus Center-Century BI-Tweedy BI-

Rancho Los Amigos Medical Center
119 108m Street, Hawthorne 108w St-Green Line Hawthorne Station

Boulevard
120 Imperial Highway LAX City Bus Center-Imperial Hwy-Green Line

ImperiallWilmington Station
121 Imperial Highway Green Line ImperiallWilmington Station-Imperial

Hwy-NorwalklSanta Fe Springs Transo. Center
124 EI Segundo Boulevard EI Segundo BI-Santa Fe Ave
126 EI Segundo Boulevard, Yukon Ave-Manhattan Beach BI

1201b Street
210 Crenshaw Boulevard Vine St-Crenshaw BI-South Bay Galleria Transit

Center
/310 Crenshaw Boulevard Vine St-Red Line WilshirelWestern Station-

Crenshaw BI-South Bay Galleria Transit Center
(limited service)

211 Prairie Avenue Prairie Ave-South Bay Galleria Transit Center
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Table 3.11: Corridor Transit Service (continued)
Operator Service NameJ Major Corridor Destinations

Line Number Street(s)
MTA BusServke (continued)

212 La Brea Avenue, Hollywood BI-La Brea Ave-Inglewood Ave-
Hawthorne Boulevard Hawthorne BI

215 Inglewood Avenue Inglewood Ave-Redondo Beach
220 Sepulveda Boulevard Robertson BI-Culver BI-LAX City Bus Center
225 Aviation Boulevard LAX City Bus Center-Aviation BI-Palos Verdes-

San Pedro
232 Sepulveda Boulevard Long Beach-Anaheim St-Pacific Coast Hwy-

Sepulveda BI-LAX City Bus Center
305 Vernon Avenue, Crenshaw UCLA-Westwood-Green Line ImperiaV

Boulevard, Venice Wilmington Station (limited service)
Boulevard

Express Service .... .......... .... ) ...

434 Venice Boulevard Malibu-Santa Monica-Union Station
439 Sepulveda Boulevard, Redondo Beach-LAX City Bus Center-Union

Centinela Avenue, La Station
Cienega Boulevard

442 Hawthorne Boulevard, South Bay Galleria Transit Center-Hawthorne BI-
Manchester Ave Manchester BI-Union Station

550 San Vicente Boulevard, San Pedro-West HolJywood
Venice Boulevard

561 Sepulveda Boulevard, Metrolink Sylmar/San Fernando Station-San
Century Boulevard, Diego Fwy-Getty Museum-UCLA-LAX City Bus
Aviation Boulevard Center-Green Line Aviation Station

Special Service ."
608 Crenshaw Boulevard, 39w Crenshaw Connection: CrenshawlBaldwin Hills

Street, 48th Street, Leimert Plazal481h St & Normandie St
Boulevard

625 Imperial tughway, La Green Line Shuttle (North): Green Line Aviation
Cienega Boulevard, Century Station-LAX City Bus Center
Boulevard, 961h Street

626 Nash Street, EI Segundo Green Line Shuttle (South): Green Line Mariposa!
Boulevard. Sepulveda Nash Station-Sepulveda Boulevard
Boulevard. Imperial
tughway

LADOT DASH Service ..

CRN Crenshaw Boulevard, Crenshaw District
Coliseum Street

LS Crenshaw Boulevard, 54Dl Leimert Park/Slauson Ave
Street, MLK Boulevard

MCK - Mid-City (pico-Rimpau Transit Center)-
(new) Koreatown
MID Crenshaw Boulevard. Midtown-Santa Barbara Plaza-Crenshaw

Jefferson Boulevard, Adams
Boulevard, Western
Avenue, Washington
Boulevard, Pico Boulevard

WCK Western Avenue Red Line WilshirelWestern Station-Koreatown
S9 Aviation Boulevard Green Line Aviation Station-LAX
Commuter Express Service ;. <.: .

438 Aviation Boulevard Redondo Beach-Hermosa Beach-LAX City Bus
Center-Downtown Los Angeles

534 Olympic Boulevard West Los Angeles-Downtown Los Angeles
574 Sepulveda Boulevard, MetroJink Sylmar-San Fernando Station-LAX

Aviation Boulevard City Bus Center-EI Segundo
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Table 3.11· Corridor Transit Service (continued).
Operator Service Name! Major Corridor Destinations

Line Number Street(s)
Culver City 6 Sepulveda Boulevard, LAX City Bus Center-Sepulveda BI-UCLA

Westchester Parkway, 96th

Street
Foothill 481 Wilshire Boulevard Red Line WilshirelWestem Station-El Monte-

West Covina
Inglewood IUne La Brea Avenue, Market La BrealMarket-La Brea/Centinela

Street. Centinela Avenue
213 -- Inglewood Circulator
(new)

Municipal 2 Sepulveda Boulevard Palos Verdes-Torrance-El Segundo-LAX City
Area Express Bus Center
(El Segundo, 3 Sepulveda Boulevard San Pedro-Torrance-El Segundo-LAX City Bus
Palos Verdes Center

& Torrance) 3X El Segundo Boulevard San Pedro-I-llO/Harbor Fwy-El Segundo BI-LAX
City Bus Center

Santa Monica 3 Sepulveda Boulevard, LAX City Bus Center-Marina Del Rey-Lincoln
Municipal Century Boulevard, BI-Montana Ave-UCLA
Bus Lines Aviation Boulevard

5 Pico Boulevard PicolRimpau Transit Center to West Los Angeles-
Century City via Pico Boulevard

7 Pico Boulevard PicolRimpau Transit Center to Santa Monica via
Pico Boulevard

12 Pico Boulevard PicolRimpau Transit Center-Robertson BI-Palms-
UCLA

13 Pico Boulevard PicolRimpau Transit Center-Westside Pavilion-
(15 - new) VA Hospital
16 (new) Pico Boulevard PicolRimpau Transit Center-UCLA

Torrance 8 El Segundo Boulevard, Green Line Mariposa/Nash Station-LAX City Bus
Transit Sepulveda Boulevard, 96th Center

Street, Century Boulevard,
Aviation Boulevard, Airport
Boulevard

The Corridor's high transit usage was projected to continue with the transit mode share increasing in 2015
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) was forecast to increase
by 69 percent, while the southern portion was projected to have a 27 percent increase in transit mode
share. The Mid-City Subarea would 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 Corridor's 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.

Regional Transit System Connections

The geographical distribution of new jobs created in the Southern California region has bypassed the
Corridor in favor of other 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 Corridor residents traveling by transit has been longer travel distances and trip
times. There is a demonstrated need to provide faster, more direct transit service to/from the Study Area
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to regional job destinations, as well as better access to county-wide transportation options, to access these
newer employment centers.

The Study Corridor currently has limited connections to the regional transit 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 future Corridor travel and economic
development as Corridor population and employment continue to grow.

A unique Corridor opportunity exists with its strong potential to connect with the regional rail system at
three locations, while providing a much-needed north-south linkage enhancing Corridor- and region-wide
connectivity. As illustrated in Figure 3.7, a high-capacity Corridor transportation system could connect
to the following lines of the regional rail system:

•
•
•

Metro Red Line in the north;
Future Exposition LRT Line in the center; and
Metro Green Line in the south.

A future high-capacity transportation project within the Crenshaw-Prairie Corridor also offers the
potential to provide improved linkages to the following service components of the regional bus transit
system:

•
•

•

Metro Rapid service operating on Wilshire Boulevard;
Three major bus transfer centers - PicolRimpau Transit Center, the LAX City Bus Center, and
future Downtown Inglewood Transit Center; and
Numerous local and regional bus lines operating in the Corridor.

3.3.2 Transit Service Impacts

Ridership projections were prepared utilizing the MTA Travel Demand Model for the transit system
options under consideration - the Metro Rapid, Bus Rapid Transit and Light Rail Transit alternatives ­
along with the No Build Option to provide a basis for comparison. Table 3.12 below presents the
projected passenger daily hoardings as well as the number of new transit riders attracted through
implementation of each of the proposed alternatives in the year 2025.

T bl 3 12 F ecast Rid hi (Y 2025)a e . or ers .. ear. .
'Alternative

.. ..

Total Daily'Corridor Dally New DaDyNew
.. Boardings .TransitRiders Over' ,1:l'8IJSitRiders OverI·.·· , ....•..... . No Build :r... Metro Rapid. .

No Build 9,400 -- --
Metro Rapid 45,100 13,400 --
Bus Rapid Transit 55,500 17,800 4,400
Light Rail Transit 53,700 21,800 8,400

Modeling results demonstrated a significant increase in daily transit hoardings in the Crenshaw-Prairie
Corridor with implementation of the proposed north-south and east-west grid system network of Metro
Rapid lines. Implementation of this Alternative would attract and serve an additional 35,700 daily
hoardings - a more than 475 percent increase in Corridor ridership - over the No Build Option by the
year 2025. The proposed system of frequent, high-speed bus service routes was projected to attract
13,400 daily new transit riders over No Build conditions.
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Implementation of the Bus Rapid Transit Alternative, primarily providing dedicated lane operations for
two BRT lines, along with the supporting Metro Rapid service network in the Study Area, was forecast to
serve an additional 46,100 daily hoardings - an increase of approximately five times over the ridership
attracted under No Build conditions. Providing dedicated lane bus service, resulting in faster travel
speeds and shorter travel times, would attract 17,800 daily new transit riders over the No Build Option
and 4,400 new riders more than the Metro Rapid Alternative.

Construction of the Crenshaw Light Rail Transit Alternative (between the future Exposition LRT Line
and the Metro Green Line), providing primarily at-grade rail operations on two LRT lines, along with the
supporting Metro Rapid service network. was projected to serve an additional 44,270 daily hoardings - an
increase of approximately 470 percent over No Build ridership. Providing the initial section of LRT
service was forecast to attract the highest number among the alternatives under consideration.
Implementing LRT service as a direct extension of the regional rail system would attract 21,800 more
new transit riders than the No Build Option, and 8,400 more new riders than those attracted to the Metro
Rapid Alternative.
3.1
In addition, three sensitivity runs were prepared to assess the effects of the following future rail system
decisions related to the LRT Alternative:

• Extension of the future Exposition LRT Line west to its proposed terminus in the City of Santa
. Monica;

• Extension of Crenshaw LRT service north to a Wilshire!Crenshaw LRT terminal station, with no
extension of Metro Red Line service beyond its current terminus at the Red Line Wilshire!
Western Station; and

• Extension of Crenshaw LRT service north to connect with a future Metro Red Line extension to
Wilshire and Crenshaw Boulevards.

2025)tRid hi (YfLRTS te FT bI 313 Ca e . : ompansono .ys m orecas ers IP ear
Alternative Corridor Total Dally Dally New Dally New

LRT Corridor Tnmsit.Riders Transit Riders
System Boardings .Over Over
Length NoBuUd Metro Rapid
(Miles)

LRT (Base Option)
From Exposition LRT Line south to 12.7 53,700 21,800 8,400
Metro Green Line
LRT
With Exposition LRT service 12.7 53,800 36.300 22.900
extended to City of Santa Monica
LRT
With extension north to Wilshire, 15.7 61,300 23,000 9,600
Metro Red Line at current terminus
at WilshireIWestem
LRT
With extension north to Wilshire, 15.7 65,200 27,600 14,200
Metro Red Line extension to new
Wilshire/Crenshaw Station
Metro Blue line (FY 02) 22.0 73,(J{X) ....

,
'.. .: .......

Extension of the future Exposition LRT Line west to its proposed terminus in the City of Santa Monica
would attract and serve the highest number of new transit riders among the LRT system options that were
modeled. With this connection, the Crenshaw LRT Line was forecast to serve an additional 36,300 daily
new transit riders over the No Build Option and 22,900 more than the Metro Rapid Alternative.
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Figure 3.7

Existing and Planned
Rail and Bus System
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Future extension of Crenshaw LRT service in mixed-flow operations north to a Wilshire/Crenshaw LRT
station, with no extension of Metro Red Line service beyond its current terminus at WilshirelWestern,
was projected to attract and serve an additional 23,000 new transit riders over the No Build Option and
9,600 more than the Metro Rapid Alternative.

Extension of Crenshaw LRT service in mixed-flow operations north to a Wilshire/Crenshaw LRT station,
.with extension of Metro Red Line to a new Wilshire/Crenshaw Station, was forecast to serve an
additional 27,600 new riders over the No Build Option and 14,200 more than the Metro Rapid
Alternative.

It should be noted that the ridership analysis of all of the LRT options was based on mixed flow
operations between Adams and Wilshire Boulevards due a constrained street right-of-way width and
possible significant neighborhood impacts. With construction of subway service north from Adams
Boulevard under the 1-10 Freeway to a future Metro Red Line Wilshire/Crenshaw Station, Crenshaw LRT
Line ridership would increase due to a faster travel time and a more direct connection with the Metro Red
Line.

3.4 PARKING

This section identifies existing Study Area parking conditions and restrictions, and provides an initial
analysis of future parking impacts with implementation of each of the alternatives under consideration,
including the proposed park-and-ride facilities related to the BRT and LRT Alternatives.

3.4.1 Parking Facilities

A data collection and analytical effort was undertaken to develop an initial description of the parking
characteristics in the Study Corridor. The parking analysis presented in this section focuses on the Study
Area streets where the alternatives are proposed for implementation:

•

•

•

•

City ofLos Angeles - Crenshaw Boulevard along with sections of Florence Avenue and Aviation
Boulevard;

City of Inglewood - La Brea AvenuelHawthorne Boulevard and Prairie Avenue as well as
segments of Florence Avenue and Aviation Boulevard;

City ofHawthorne - Hawthorne Boulevard; and

County ofLos Angeles (Lennox) - a section of Hawthorne Boulevard.

The analysis of existing parking facilities includes identification of public on- and off-street parking
currently available within the Study Corridor. There are currently three transit centers that provide
varying levels of transit-related parking:

•

•

Pico/Rimpau Transit Center - This facility serves as a key transfer point between MTA, Santa
Monica and LADOT DASH bus service. Located in the northern section of the Corridor, the
center provides off-street bus loading and layover space; there is not public parking.

lAX City Bus Center - Located in the airport's public parking Lot C, this facility provides short­
and long-term parking allowing people to circulate to LAX via City shuttle service. Primarily
LAX-oriented, this public parking facility is heavily utilized; master plan efforts may change its
future function and configuration.
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• Downtown Inglewood Transit Center - Located on La Brea Avenue, this facility accommodates
transfers between City of Inglewood and MTA bus service. Parking is provided in adjacent
public on- and off-street facilities.

Transit patron parking is available at two Metro Green Line stations:

•

•

Hawthorne Station - Located on the southside of the station and the 1-105 Freeway, this surface
parking facility serves Metro Green Line passengers and provides bus layover space. Bus loading
and additional Green Line Station access occurs on Hawthorne Boulevard as it crosses the 1-105
Freeway. Transit parking is also provided on the northside of the station creating a total of 750
spaces in this station area. Currently, station area parking has a low daily utilization rate of
approximately five percent. A portion of the northern lot is heavily used by teachers and parents
from the adjacent elementary school located at III th Street and Larch Avenue.

Aviation Station - Located on the northside of the station and 1-105 Freeway, this surface parking
lot provides 525 spaces for Metro Green Line passengers and frequently operates at and beyond
capacity. Shuttles provide access to LAX.

On-street parking is located along the Corridor streets and is governed by a wide range of parking
restrictions that are presented in Table 3.14 on the following pages. There is a significant variation in
restrictions by the side of each street, so the restrictions are presented in two ways:

•

•

No street side designation when the same restrictions are applicable to both sides; or

By appropriate street side designation - Eastside or westside.

The existing parking restrictions are reflective of frequently constrained street right-of-ways serving a
densely built-out area dating primarily from the 1920s and 1930s. Parking restrictions fall into the
following four categories:

1. Parking Allowed with and without set time limits - with one and two hour parking limits being
the most common in the Study Area. There are extended time limits in two locations: 1)
Crenshaw Boulevard between Vernon Avenue and 50'" Street allows four hour parking; and 2) La
Brea Avenue between Regent Street and Hillcrest Boulevard provides for five hour parking in
Downtown Inglewood. Corridor parking is seldom controlled by meters except in portions of the
Crenshaw District and in Downtown Inglewood.

2. No Parking - either anytime resulting in the permanent removal of parking, or for set times such
as for street cleaning in Los Angeles or prohibiting overnight parking in Downtown Inglewood.

3. No Stopping -either anytime or for set times particularly adjacent to freeway on- and off-ramps,
at/approaching major intersections, at locations with a narrow street right-of-way width, sections
of Crenshaw Boulevard where there is an adjacent side street, and along Prairie Avenue to
accommodate a center reversible lane for special event access.

4. Tow Away No Stopping - typically identified for weekday peak periods on one or both sides.
While the morning time period is consistent throughout a majority of the Corridor (7-9 AM), the
evening peak period varies from 4-6 PM to 4-7 PM. This parking restriction is also used in the
Crenshaw District from 6 PM Sunday to 6 AM on Monday to discourage cruising by young
people.
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P ki RT bl 314 Ca e . urreot ar 02 estnctioos. .
Se£JDeot I City Restrictions

Crenshaw Boulevard
CrenshawlWilshire to Los Angeles Eastside: No Parking, 10-12 Wednesday
Crenshawl9th Westside: No Parking, 10-12 Thursday
Crenshaw/9ID to Los Angeles Both: 1 Hour Parking, 8 AM-6 PM
Crenshaw/Olympic ES: No Parking, 10-12 Wednesday

WS: No Parking, 10-12 Thursday
Crenshaw/Olympic to Los Angeles NSAT
Crenshaw/CountrY Club
Crenshaw/County Club to Los Angeles ES: No Parking, 8-10 Wednesday
CrenshawlPico WS: No Parking, 8-10 Thursday
CrenshawlPico to Los Angeles TANS 7-9 AM, 4-6 PM, except Saturday/Sunday (typical)
CrenshawlVenice ES: No Parking, 12-3 Wednesday

WS: No Parking, 12-3 Thursday
CrenshawlVenice to Los Angeles TANS 7-9 AM, 4-6 PM
CrenshawlWashington
CrenshawlWashington to TANS 7-9 AM, 4-7 PM
Crenshaw/I-I0 Freeway bridge
Crenshaw/I-I0 Freeway bridge Los Angeles NSAT
Crenshaw/I-I0 Freeway to Los Angeles TANS 7-9 AM, 4-7 PM
Crenshaw/Adams 1 Hour Parkin!!: 9 AM-4 PM, except Sunday
Crenshaw/Adams to Los Angeles TANS 7-9 AM,4-7 PM
Crenshaw129th 1 Hour Parkin!!: 9 AM-4 PM, except Sunday
Crenshaw1291D to Los Angeles TANS 7-9 AM, 4-7 PM
Crenshaw/30th ES: 1 Hour Parking, 9 AM-4 PM

WS: 2 Hour Parking, 9 AM-4 PM
Crenshaw/30w to Los Angeles TANS 7-9 AM, 4-7 PM
CrenshawlJefferson ES: 1 Hour Parking, 9 AM-4 PM

WS: No Parking Restrictions
Crenshaw/Jefferson to Los Angeles ES: NSAT
CrenshawlExposition WS: TANS 7-9 AM, 4-7 PM

1 Hour Parking, 9 AM-4 PM, except Sunday
CrenshawlExposition to Los Angeles ES: NSAT
CrenshawlRodeo WS: TANS 7-9 AM, 4-7 PM

1 Hour Parking, 9 AM-4 PM, except Sunday
CrenshawlRodeo to Los Angeles TANS 7-9 AM, 4-7 PM
CrenshawlRodeo Place 1 Hour Parking, 9 AM-4 PM
CrenshawlRodeo Place to Los Angeles ES: NSAT
Crenshaw/Coliseum WS: No Parking Restrictions
Crenshaw/Coliseum to Los Angeles NSAT
Crenshaw/391h

Crenshaw/391D to Los Angeles NSAT
CrenshawlMLK
CrenshawlMLK to Los Angeles ES: TANS 7-9 AM
Crensbaw/Stocker 2 Hour Parking: 9 AM-6 PM, except Sunday

WS: NSAT
Crenshaw/Stocker to Los Angeles ES: NSAT
CrenshawlHomeland WS: TANS 7-9 AM, 4-6 PM

TANS: 6 PM Sunday to 6 AM Monday
Metered 2 Hour Parkin!!: 9 AM-4 PM, except Sun

CrenshawlHomeland to Los Angeles ES: NSAT
Crenshaw/43rd WS: TANS 7-9 AM, 4-6 PM

TANS: 6 PM Sunday to 6 AM Monday
Metered 2 Hour Parking: 9 AM-4 PM, except Sun

Legend:
NS - No Stopping TANS - Tow Away No Stopping NPAT - No Parking Anytime
NSAT - No SlOppin!! Anvtime TANSAT - Tow Away No Stopping Anytime TANP - Tow Away No Parkin!!
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Crenshaw Boulevard (continued
Crenshaw/431O to Los Angeles ES: TANS 7-9 AM, 4-6 PM
Crenshaw/Vernon TANS: 6 PM Sunday to 6 AM Monday

Metered 2 Hour Parking: 9 AM-4 PM, except Sun
WS: TANS 7-9 AM, 4-6 PM

TANS: 6 PM Sunday to 6 AM Monday
Metered 2 Hour Parking: 9 AM-4 PM, except Sun

Crenshaw/Vernon to Los Angeles Metered 2 Hour Parking: 9 AM-4 PM, except Sun
CrenshawlBrynhurst ES: TANS 7-9 AM, 4-6 PM

WS: TANS 4-6 PM
CrenshawlBrynhurst to Los Angeles ES: TANS 7-9 AM, 4-6 PM
Crensaw/50eb Metered 2 Hour Parking, 9 AM-4 PM

WS: TANS 4-6 PM
Metered 4 Hour ParkinJl!;, 8 AM-4 PM

Crenshaw/501D to Los Angeles NSAT
Crenshaw/52nd

Crenshaw/5211O to Los Angeles NSAT
Crenshaw/Slauson
Crenshaw/Slauson to Los Angeles 2 Hour Parking 8 AM-6 PM
Crenshaw/60eb ES: I and 2 Hour Parking, 8 AM-6 PM

WS: TANS 6 PM Sunday-6 AM Monday
Crenshaw/60ID to Los Angeles TANS: 6 PM Sunday-6 AM Monday
Crenshaw/63n1 ES: TANS 7-9 AM, 4-6 PM

lor 2 Hour Parking, 9 AM-4 PM
WS: TANS 4-6 PM

I Hour Parking, 8 AM-4 PM
Crenshaw/631O to Los Angeles TANS: 6 PM Sunday-6 AM Monday
CrenshawlHyde Park ES: TANS 7-9 AM

WS: TANS4-6PM
CrenshawlHyde Park to Los Angeles TANS: 6 PM Sunday-6 AM Monday
Crenshaw 67eb ES: TANS 7-9 AM, 4-6 PM

I Hour Parking, 9AM-4 PM
WS: TANS 4-6 PM

I Hour Parking, 8 AM-4 PM
Crenshaw/671D to Los Angeles TANS: 6 PM Sunday-6 AM Monday
CrenshawfFlorence ES: TANS 7-9 AM, 4-6 PM

WS: TANS 4-6 PM
La BreaAveDueJHawtbome Boulevard
FlorencelLa Brea to Inglewood No Parking 3:30-7 AM, M-F
La BrealRegent Metered 2 Hour Parking, 9 AM-6 PM
La BrealRegent to Inglewood No Parking 3:30-7 AM, M-F
La BrealManchester ES: Metered 5 Hour Parking (All Day)

WS: No Stopping 4-6 PM
La BrealManchester to Inglewood No Parking 3:30-7 AM, M-F
La BrealHiUcrest ES: Metered 5 Hour Parking (All Day)

WS: Metered 2 Hour Parking, 9 AM-6 PM
La BrealHillcrest to Inglewood No Parking 3:30-7 AM, M-F
La BrealMarket ES: NSAT or 2 Hour Parking, 9 AM-6 PM

WS: NSAT
La BrealMarket to Inglewood No Parking 3:30-7 AM, M-F
La BrealArbor Vitae 2 Hour Parking, 9AM-6 PM
La BrealArbor Vitae to Inglewood ES: I or 2 Hour Parking, 9 AM-6 PM
La BrealHardy WS: 2 Hour Parking, 9 AM-6 PM
La BreaIHardy to Inglewood No Parking 3:30-7:00 AM, M-F
Hawthorne/Century 2 Hour Parking, 9 AM-6 PM
Legend:
NS - No Stopping TANS - Tow Away No Stopping NPAT - No Parking Anytime
NSAT - No StoppinJ?; Anytime TANSAT - Tow Away No Stopping Anytime TANP - Tow Away No Parking
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La BreaIHawthome (continued)
HawthomeiCentury to Inglewood No Parking 3:30-7:00 AM, M-F
Hawthomel104th ES: 1 or 2 Hour Parking, 9 AM-6 PM

WS: 2 Hour Parking, 9 AM- 6 PM
Hawthomel104m to LennoxlLos No Parking 3:30-7:00 AM, M-F
HawthomelLennox Angeles County 1 Hour Parking, 7 AM-6 PM
HawthomelLennox to LennoxlLos No Parking 3-5 AM
Hawthomellli th Angeles County ES: 1 or 3 Hour Parking, 7 AM-6 PM

WS: 1 Hour Parking, 7 AM-6 PM
Hawthomel1I1'" to ES:Lennox ES: NSAT
HawthomelI-105 Freeway WS: Hawthome WS: NSAT adjacent talon freeway crossing

1 Hour Parking, 8 AM-6 PM
HawthomelI-105 Freeway to Hawthome ES: NSAT
HawthomelImperial WS: NSAT adjacent tolon freeway crossing

1 Hour Parking, 8 AM-6 PM
HawthomelImperial to Hawthome ES: NSAT
HawthomelEl Segundo WS: 1 Hour Parking, 8 AM-6 PM
Prairie Avenue
FlorencelPrairie to Inglewood NSAT
PrairieIHowland
PrairieIHowland to Inglewood ES:· TANP 6:30-8:00 AM. 4-6 PM
PrairielRegent 2 Hour Parking 9 AM-4 PM

WS: NSAT
PrairielRegent to Inglewood NSAT
PrairieIManchester
PrairieIManchester to Inglewood ES: NSAT
PrairieiCentury WS: NPAT
PrairieiCentury to Inglewood NSAT
Prairie/102'ld
Prairiel1021111 to Inglewood ES: NSAT except 9-4 PM Daily
Prairie/1111b WS: NSAT
Prairie/Ill tn to Inglewood! NS: NPAT except 9-11 AM Wednesday
I11 1bIFreeman Lennox S8: No parking restrictions except 9-11 AM Wednesday
111 lDIFreeman to LennoxlLos NPAT
1111bIHawthome Angeles County
Hawthome/111 lD to Hawthome See La BrealHawthome above
HawthomelEl Segundo
Legend:
NS - No Stopping TANS - Tow Away No Stopping NPAT - No Parking Anytime
NSAT - No Storoing Anytime TANSAT - Tow Awav No Stopping Anytime TANP - Tow Away No Parkinj(
Source: RAW International

3.4.2 Future Parking Impacts

This section presents a generalized comparative evaluation of the parking effects of each of the
alternatives under consideration. The analysis is based on the resulting effects that each alternative may
have on overall Corridor mobility and levels of congestion adjacent to stations with proposed park-and­
ride facilities. These impacts and benefits are related to the following issues:

•
•
•

•

Loss of on-street parking.
Provision of park-and-ride facilities.
Localized congestion impacts created by additional vehicles circulating to park-and-ride locations
along the Corridor.
Spill-over of park-and-ride activity into neighborhoods near stations.

KORVEIRA W. A Joint Venture 3-36 January 2003



Crenshaw-Prairie Corridor Major Investment Study

No Build Alternative

The bus service improvements included in the No Build Option would have no impact on the number and
availability of on-street parking spaces in the Crenshaw-Prairie Corridor. No new park-and-ride facilities
are proposed under this alternative.

Metro Rapid Alternative

Metro Rapid services would operate along with other vehicles in mixed-flow conditions, and would not
require dedicated lane operations, though peak period parking restrictions would facilitate operation of
this option's higher speed service. No new off-street parking facilities are proposed as part of the
implementation of this Alternative - patrons will walk to or transfer from other transit service at Metro
Rapid stops.

Bus Rapid Transit Alternative

Bus Rapid Transit (BRT) was defined as bus service providing the full range of physical and operational
attributes of Metro Rapid service with the addition of dedicated lane operations where feasible. The
provision of an exclusive bus lane would be achieved by replacing an auto lane or parking lane, or using
non-vehicular right-of-way. Dedicated lane operations would occur primarily in the curbside lane except
for along Hawthorne Boulevard where median operations may be feasible. The decision on whether to
provide dedicated lane service on a peak period-only or 24-hour basis would be based on future analysis
and agreements with impacted jurisdictions.

As discussed and surrunarized below in Table 3.15, implementation of the BRT Alternative would have
significant impacts on the on-street parking available in the Corridor. At this level of analysis, the loss of
on-street parking spaces has been noted, but not quantified. These impacts are considered reasonably
representative for the purpose of comparing alternatives. Detailed parking impacts would be identified
through future, more detailed study efforts.

Under the BRT Alternative, parking impacts in the Study Area would fall into the folloWing three
categories: .

1. No street parking impacts - either on a peak period-only or a 24-hour basis. The resulting lack
of impacts is due either to BRT mixed flow operations, or existing parking restrictions - Tow
Away No Stopping (TANS) or Tow Away No Stopping Anytime (TANSAT) - during both peak
periods, or No Stopping Anytime (NSAT). Approximately 58 percent of the total Study Corridor
would have no parking impacts during peak period-only operations.

2. Loss ofstreet parking on one side - either on a peak period-only or a 24-hour basis. There are
Corridor locations where parking on one side of the street is restricted, while the other side has no
parking restrictions (other than time limits) in place. Approximately 18 percent of the total Study
Corridor would lose street parking on one side.

3. Loss ofstr.eet parking on both sides - either on a peak period-only or a 24-hour basis due to the
lack of parking restrictions (other than time limits). Approximately 24 percent of the total Study
Corridor would lose street parking on both sides.

If a decision is made to proceed with peak period-only BRT dedicated lane operations, the loss of street
parking could be mitigated with the posting of Tow Away No Stopping (TANS) signs for both the
morning and evening peak periods. There are some existing inconsistencies in the posted evening peak
period within the City of Los Angeles that require resolution. In the Crenshaw Boulevard Corridor
section, the posted hours vary between 4 to 6 PM and 4 to 7 PM. There is also an inconsistency between
the Corridor cities regarding the morning peak period hours with Los Angeles posting the morning peak
from 7 to 9 AM, while Inglewood considers it as from to 8:00 AM (posted only on Prairie Avenue).
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The decision to implement 24-hour BRT operations would require further detailed analysis as it would
have a significant impact throughout the Corridor. Currently, 20 percent of the Crenshaw Boulevard
Corridor and none of the La Brea AvenuelHawthome Boulevard Corridor have parking restrictions in
place that would accommodate 24-hour operations. A summary of peak period versus 24-hour
restrictions in provided below in Table 3.16.

Crenshaw Boulevard

In the Crenshaw Boulevard Corridor, BRT service would operate in a curbside, dedicated lane that would
replace on-street parking either on a peak period-only or 24-hour basis. In Corridor areas with a
constrained right-of-way width and in the Crenshaw District, BRT service would operate in mixed flow
conditions with other vehicles. Located entirely within the City of Los Angeles, the Crenshaw Boulevard
has varied parking restrictions and resulting impacts.

In the two areas of mixed flow operations - between Wilshire and Washington Boulevards in the northern
portion and Martin Luther King, Jr. Boulevard and Vernon Avenue in the central section of the Corridor ­
there would be no street parking impacts. A majority of the northern section allows unrestricted curbside
parking in order to accommodate adjacent residential properties with little or no off-street parking.
Existing parking restrictions in the commercial district between MLK Boulevard and Vernon Avenue
include a combination of No Stopping Anytime (NSAT) and a range of Tow Away No Stopping (TANS)
peak period restrictions.

Within the Crenshaw Boulevard Corridor, approximately 10 blocks have NSAT restrictions that would
accommodate both peak period-only and 24-hour BRT operations: the 1-10 Freeway overcrossing,
Coliseum Street to MLK Boulevard, and 50th Street to Slauson Avenue. Nine blocks have both morning
and evening peak period TANS restrictions: Washington Boulevard to Jefferson Boulevard and further
south for a short section between Rodeo Road to Rodeo Place. Six blocks have a combination of NSAT
and both morning and evening peak period TANS restrictions: Jefferson Boulevard to Rodeo Road and
Stocker Street to Vernon Avenue. In summary, there would be no loss of peak period parking for 80
percent of the Crenshaw Boulevard Corridor, which stretches from Wilshire Boulevard south to Vernon
Avenue. In consti"ast, only 20 percent if the Crenshaw Boulevard Corridor has existing parking
restrictions that would accommodate 24-hour BRT operations.

BRT operations would result in the loss of street parking on one side for eight blocks (18 percent) of the
Crenshaw Boulevard Corridor. The impacted sections include a central section between MLK Boulevard
and Stocker Street, and three southern sections: Vernon Avenue to 50th Street, 60th to 63rd Streets and
Hyde Park Boulevard to Aorence Avenue. All of these street parking losses could be mitigated with the
following revisions to the posted peak period TANS restrictions:

•
•

. Central section impacts - add evening peak period TANS: and
Southern section impacts - add morning peak period TANS.

Only three blocks (two percent) wJthin the Crenshaw Boulevard Corridor would lose street parking on
both sides with the operation of peak period-only BRT service. Located in the southern section of the
Corridor, the impacted sections include: Slauson Avenue to 60th Street and 63rd Street to Hyde Park
Boulevard. The resulting parking losses could be mitigated with the posting of peak period TANS
restrictions.
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d h BRT Alki 1mTable 3.15: Par 02: lPacts un er t e ternative
Seement City Proposed Operations Impacts

Crenshaw Boulevard
CrenshawlWilshire to Los Angeles Mixed flow No street parking impacts
Crenshaw/OlYmpic
Crenshaw/Olympic to Los Angeles Mixed flow No street parking impacts
Crenshaw/Venice
CrenshawNenice to Los Angeles Mixed flow No street parking impacts
CrenshawlWashington
CrenshawlWashington to Los Angeles Curbside Loss of street parking on both sides -
Crenshaw/Adams Dedicated Lane non-peak period/24-hour
Crenshaw/Adams to Los Angeles Curbside Loss of street parking on both sides -
Crenshaw/Jefferson Dedicated Lane non-peak period/24-hour
Crenshaw/Jefferson to Los Angeles Curbside Loss of street parking on westside -
CrenshawlExposition Dedicated Lane non-peak period!24-hour
CrenshawlExposition to Los Angeles Curbside Loss of street parking on westside -
CrenshawlRodeo Dedicated Lane non-peak period/24-hour
CrenshawlRodeo to Los Angeles Curbside Loss of street parking on both sides -
CrenshawlRodeo Place Dedicated Lane non-peak period/24-hour
CrenshawlRodeo Place to Los Angeles Curbside Loss of street parking on westside
Crenshaw/Coliseum Dedicated Lane
Crenshaw/Coliseum to Los Angeles Curbside No street parking impacts
CrenshawlMLK Dedicated Lane
CrenshawlMLK to Los Angeles Mixed flow No street parking impacts
Crenshaw/Stocker
Crenshaw/Stocker to Los Angeles Mixed flow No street parking impacts
CrenshawNemon
CrenshawNemonto Los Angeles Curbside Loss of street parking on westside in
CrenshawlBrynhurst Dedicated Lane AM peak, non-peak period! 24-hour
CrenshawlB~urst to Los Angeles Curbside Loss of street parking on eastside in
Crenshaw/50 Dedicated Lane non-peak peri0d/24-hour and on

westside in AM peak, non-peak
period/24-hour

Crenshaw/SOlD to Los Angeles Curbside No street parking impacts
Crenshaw/Slauson Dedicated Lane
Crenshaw/Slauson to Los Angeles Curbside Loss of street parking on both sides
Crenshaw/60th Dedicated Lane
Crenshaw/60m to Los Angeles Curbside Loss of street parking on eastside in
Crenshaw/63n1 Dedicated Lane PM peak, non-peak period! 24-hour

and on westside in AM peak, non-
peak peri0d/24-hour

Crenshaw/631'1l to Los Angeles Curbside Loss of street parking on eastside in
CrenshawlHyde Park Dedicated Lane PM peak, non-peak period! 24-hour

and on westside in AM peak, non-
peak period/24-hour

CrenshawlHyde Park to Los Angeles Curbside Loss of street parking on eastside in
CrenshawnRorence Dedicated Lane non-peak period/24-hour and on

westside AM peak, non-peak
period/24-hour

IABreaAvenuelHawthorneBoulevizrd ..... '.

Florence/La Brea to Inglewood Mixed flow No street parking impacts
La BrealManchester
La BrealManchester to Inglewood Curbside Loss of street parking on both sides
La BrealHillcrest Dedicated Lane
La BrealHiJIcrest to Inglewood Curbside Loss of street parking on eastside
La BrealMarket Dedicated Lane
La BrealMarket to Inglewood Curbside Loss of street parking on both sides
La Brea/Century Dedicated Lane
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La Brea Avenue/Hawthorne Boulevard
Hawthorne/Century to Inglewood Curbside Loss of street parking on both sides
Hawthorne/I04th Dedicated Lane
Hawthorne/I04w to LennoxlLos Curbside Loss of street parking on both sides
Hawthorne/Ill th Angeles County Dedicated Lane
Hawthorne/Ill W to ES: Lennox Curbside Loss of some street parking on
HawthomelI-105 Freeway WS: Hawthorne Dedicated Lane westside
HawthornelI-105 Freeway Hawthorne Curbside or Median Loss of street parking on eastside
to HawthornelImperiaJ Dedicated Lane
HawthornelImperiaJ to Hawthorne Curbside or Median Loss of street parking on eastside
HawthornelEJ Segundo Dedicated Lane

Railroad Right-of-way

The BRT Alternative is proposed to operate in dedicated lane service on the former BNSF Railroad right­
of-way between Crenshaw Boulevard and La Brea Avenue, which would have a minor impact on street
parking. There may be a minor loss of street parking spaces on Crenshaw Boulevard from 67dl Street
south to the railroad right-of-way in order to facilitate movement of BRT vehicles from the street on to
the railroad right-of-way.

If this alternative cannot run on the railroad right-of-way due to the continuation of freight rail operations.
BRT service would operate on the adjacent streets - Florence Avenue and Aviation Boulevard. Located

. within the cities of Inglewood and Los Angeles. both of these streets have a constrained right-of-way
width, which typically accommodates only two travel lanes in each direction with no street parking
allowed. Within this section, the BRT Alternative would operate in mixed flow service with other
vehicular traffic. In the few areas where street parking is allowed, such as along the southside of Florence
Avenue between Centinela and La Brea Avenues. coordination with the local jurisdiction would be
necessary to restrict parking either on a peak period-only or a 24-hour basis.

La Brea AvenuelHawthorne Boulevard

In the La Brea A venuelHawthorne Boulevard Corridor, BRT service may run in three configurations:
mixed flow, dedicated curbside lane and/or dedicated median operations. Located within the jurisdictions
of the cities of Inglewood and Hawthorne, and the County of Los Angeles for the City of Lennox, this
Corridor has a fairly consistent set of parking restrictions and resulting impacts. There are almost no
existing NSAT and TANS restrictions, and any future plans to operate even peak period-only BRT
service would require major changes to this street section's parking restrictions.

With implementation of the BRT Alternative on a peak pericd-only basis, a majority of this Corridor (56
percent) would experience the loss of street parking on both sides as there are no peak period parking
restrictions. The resulting parking losses could be mitigated with the posting of peak period TANS
restrictions.

BRT operations would result in the loss of street parking on the eastside along the ·five blocks from
Imperial Highway south to El Segundo Boulevard within the City of Hawthorne. Parking is currently not
allowed along this side of Hawthorne Boulevard from 120dl Street to El Segundo Boulevard due to the
Hawthorne Plaza and new commercial development further south. The resulting parking losses could be
mitigated with either the posting of peak period TANS restrictions or median BRT operations.

Only six blocks would have no street parking impacts due to the proposed mixed flow operations between
Florence Ave~ue and Manchester Boulevard, or posted NSAT over the 1-105 Freeway.
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Street Segmeot I Eastside of Street Westside of Street

None AM PM 24-Hour None AM PM 24-Hour
Crenshaw Boulevard
CrenshawlWilshire to X X
Crenshaw/Olympic
Crenshaw/Olympic to
OlympidCountry Club ,/ ,/

Crenshaw/Country Club to X
CrenshawlPico X
CrenshawlPico to
1-10 Freeway ,/ ,/ ,/ ,/

1-10 Freeway Overcrossing
,/ ,/

1-10 Freeway to '" '" ,/ '"CrenShaw/Jefferson
Crenshaw/Jefferson to ,/ '" ,/

CrenshawlRodeo
CrenshawlRodeo to '" ,/ ,/ '"CrenshawlRodeo Place
CrenshawlRodeo Place to 0/ X
Crenshaw/Coliseum
Crenshaw/Coliseum to 0/ 0/

CrenshawlMLK
CrenshawlMLK to '" X 0/

Crenshaw/Stocker
Crenshaw/Stocker to 0/ ,/ 0/

Crenshaw/43nl

Crenshaw/431l1 to 0/ 0/

CrenshawNernon
CrenshawNernon to 0/ 0/ X 0/

Crenshaw/50dJ

Crenshaw/50w to 0/ X
Crenshaw/52od

"

Crenshaw/52DU to 0/ 0/

Crenshaw/Slauson
Crenshaw/Slauson to X X
Crenshaw/60dJ

Crenshaw/60w to «X X 0/

Crenshaw/63nl ",,'

Crenshaw/631l1 to 0/ X , X 0/

CrenshawlHyde Park
CrenshawlHyde Park to 0/ '" X 0/

CrenshawlFlorence
La Brea AvenueIHawthome Boulevard
FlorenceJLa Brea to X X
La BrealRe~ent

La BrealRegent to' X '"La BrealManchester
La BrealManchester to X X
La BrealHillcrest .'..

La BrealHillcrest to
"

Some: Some 0/

La BrealMarket
La BrealMarket to .X X
La BrealArbor Vitae "

La BrealArbor Vitae to X X
Hawthorne/Centurv
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Street Segment Eastside of Street Westside of Street

None AM PM 24-Hour None AM PM 24-Hour
La Brea AvenueIHawthorne Boulevard (continued)
Hawthorne/Century to X X
Hawthorne/Ill th

Hawthorne/Ill W to ./ ./

HawthornelI-105 Freeway
HawthornelI-105 Freeway ./ X
to HawthornelEl Segundo

Park-and-Ride Facilities

Off-street parking-and-ride facility opportunities have been identified as part of the BRT Alternative and
are presented below in Table 3.17. Parking facilities are proposed at five station stops providing a
Corridor total of 750 spaces. As BRT service is viewed by the MTA as upgraded Metro Rapid service
with the provision of dedicated lane operations, it was assumed that a majority of patrons would walk to
or transfer from other transit service at BRT station stops. The BRT Alternative with its shortened travel
times and more frequent service offers the opportunity to attract choice riders. Provision of park-and­
ride facilities at key entry points to the system will be important to successfully serving these patrons.

d P k d Rid F irtiPT bl 317 BRT Alte tia e . : rna ve- roPOSel ar -ao • e ac I es
Station PNR Facilities Number or Soac:es

CrenshawSeRment
CrenshawlWilshire MTA parking lot at southwest comer 50

CrenshawlExposition Proposed station area land purchase 125

CrenshawlMLK Agreement with redevelopment 125
agency/developers to build station
area public parking structures

La Brea/Hawthome Seement
Metro Green Line Joint MTAlCaltrans facility 250
Hawthorne Station
HawthornelElSegundo Agreement with City regarding 200

reuse of vacant Hawthorne Plaza
parkin}!; structures

Total Proposed ParkinS! Spaces 750

Development of the following three park-and-ride facilities would be under MTA control:

• Crenshaw BoulevardIWilshire Boulevard Station Stop Area - The MTA owns the parking lot
located at the southwest comer of this intersection. The surface parking lot is currently leased to
.tenants in the office building on the northern side of Wilshire Boulevard" Future use of this lot by
BRT patrons could be accommodated by either terminating the current lease agreement, or
converting the surface lot to a parking structure sized to accommodate both MTA patrons and
revenue-generating office building employees.

• Crenshaw Boulevard/Exposition Railroad Right-of-Way Station Stop Area - As part of the
Exposition Light Rail Transit Line, this station has been identified as a future LRT station with
related parking facilities. As identified in the Crenshaw-Prairie Corridor MIS Station Concepts
Report, this station stop area has been proposed for an intermodal facility and related joint
development. The intermodal facility would accommodate access and parking for both the
Exposition LRT and Crenshaw BRT Projects, as well as other transit patrons arriving by Metro
Rapid, local bus and shuttle service.
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• Metro Green Line Hawthorne Station Stop Area - This joint MTAlCaltrans surface parking
facility is currently underutilized and could attract and serve Crenshaw Corridor BRT patrons
arriving at the southern end of the Study Area by the Metro Green Line or the 1-105 Freeway.
There is a future opportunity to convert the surface parking lots to structured parking if demand
increases.

The Metro Green Line Aviation Station Area was not identified as a BRT parking opportunity due to its
current operation at and beyond capacity. A future decision could be made to convert this surface facility
into structured parking.

The following two station stop parking opportunities could be leveraged by MTA in coordination with
other Corridor activities and agencies:

•

•

Crenshaw Boulevard/Martin Luther King, Jr. Boulevard Station Stop Area - Within the
redevelopment area including the Baldwin Hills, Crenshaw and Santa Barbara Plazas, the
opportunity exists to work with the City of Los Angeles Redevelopment Agency to build parking
structures to support both revitalization activities and utilization of the BRT service.

Hawthorne BoulevardlEl Segundo Boulevard Station Stop Area - The City of Hawthorne is
currently preparing a Specific Plan in part to address the reuse of the now-empty Hawthorne
Plaza and adjacent parking structures. Initial discussions with City staff have confirmed their
interest in a future agreement to reserve a portion of the parking structures for use by future
transit patrons.

There may be some localized congestion impacts created by additional vehicles circulating to these five
proposed park-and-ride locations, along with some spill-over of park-and-ride activity into neighborhoods
near stations. As a majority of the BRT patrons will walk to or transfer from other transit service, it is
assumed that these impacts would be minor. Detailed parking impacts would be defmed in future efforts.

Light Rail Transit Alternative

Since the LRT Alternative will utilize existing roadway space along its proposed alignment where it
operates within the street right-of-way, there may be a reduction in parking spaces along those street
segments. At this level of analysis, the loss of on-street parking spaces has been noted, but not quantified.
The parking impacts identified below in Table 3.18 are permanent. These impacts are considered
reasonably representative for the purpose of comparing alternatives. During any subsequent preliminary
engineering efforts, parking impacts will become more detailed. Revised assessments of parking effects
will be prepared accordingly and described in any subsequent study efforts.

Under the LRT Alternative, Study Area parking impacts would fall into the following three categories:

1. No street parking impacts - The resulting lack of parking impacts is due either to LRT mixed
flow operations, or existing parking restrictions including No Stopping Anytime (NSAT) or No
Parking Anytime (NPAT). Approximately 48 percent of the total Study Corridor would have no
parking impacts.

2. Loss of street parking on one side - There are Corridor locations where parking on one side of
the street is prohibited, while the other side has no parking restrictions, other than time limits, in
place. Approximately 34 percent of the total Study Corridor would lose street parking on one
side.

3. Loss ofstreet parking on both sides - Some Corridor sections have no parking restrictions, other
than time limits, in place. Approximately 18 percent of the total Study Corridor would lose street
parking on both sides.
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Crenshaw Boulevard
CrenshawlExposition to Los Angeles At-grade Loss of street parking on one side
CrenshawlRodeo Median
CrenshawlRodeo to Los Angeles At-grade Loss of street parking on both sides
CrenshawlRodeo Place Median
CrenshawlRodeo Place to Los Angeles At-grade Loss of street parking on one side
Crenshaw/Coliseum Median
Crenshaw/Coliseum to Los Angeles At-grade No street parking impacts
CrenshawlMLK Median
CrenshawlMLK to Los Angeles Mixed flow No street parking impacts
CrenshawlHomeland
CrenshawlHomeland to Los Angeles Mixed flow No street parking impacts
Crenshaw/43rd

Crenshaw/43'" to Los Angeles At-grade No street parking impacts
Crenshaw/Vernon Median
CrenshawNernon to Los Angeles At-grade Loss of street parking on both sides
Crenshaw/50th

Median
Crenshaw/SOlD to Los Angeles At-grade No street parking impacts
Crenshaw/Stili Median
Crenshaw/52Da to Los Angeles At-grade No street parking impacts
Crenshaw/Slauson Median
Crenshaw/Slauson to Los Angeles At-grade Loss of street parking on both sides
CrenshawlRR ROW Median
Prairie AvenuelHawthome Boulevard
RR ROWlPrairie to Inglewood Mixed flow No street parking impacts
PrairieIHowland
PrairieIHowland to Inglewood Mixed flow No street parking impacts
Prairie/Regent
PrairielRegent to Inglewood Mixed flow No street parking impacts
PrairieIManchester
PrairielManchester to Inglewood At-grade No street parking impacts
Prairie/Century Median
Prairie/Century to Inglewood At-grade Loss of street parking on both sides
Prairie/I02th

Median
Prairie/102Da to Inglewood At-grade Loss of street parking on one side
Prairie/Ill th Median
Hawthorne/Illm to ES: Lennox At-grade No street parking impacts
1-105 Freeway WS: Hawthorne Median
1-105 Freeway to Hawthorne At-grade No street parking impacts
HawthornelImperial Median
HawthornelImperial to Hawthorne At-grade Loss of street parking on one side
HawthomelElSegundo Median

Crenshaw Boulevard

In the Crenshaw Boulevard Corridor, LRT service would operate in dedicated, at-grade median service.
In areas with a constrained right-of-way width and in the Crenshaw District, LRT service would operate
in mixed flow conditions with other vehicles. Located entirely within the City of Los Angeles, the
Crenshaw Boulevard has varied parking restrictions and resulting impacts.

There would be no loss of street parking for 50 percent of the Crenshaw Boulevard Corridor due to
existing restrictions and mixed flow operations. Approximately nine blocks have No Stopping Anytime
(NSAT) restrictions which would accommodate 24-hour LRT operations with no parking impacts. These
segments are located in the northern portion of the Crenshaw Boulevard Corridor between Coliseum
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Street to MLK Boulevard, and in the southern section between 50th Street to Slauson Avenue. In the
proposed area of mixed flow operations - between Martin Luther King, Jr. Boulevard and Vernon
Avenue in the central section of the Corridor - there would be no street parking impacts. Existing
parking restrictions in this area include a combination of No Stopping Anytime (NSAT) and a range of
Tow Away No Stopping (TANS) peak period restrictions.

LRT operations would result in the loss of street parking on one side for two blocks (8 percent) in the
Crenshaw Boulevard Corridor. The impacted segments are located in the northern section between
Exposition Boulevard and Rodeo Road, and further south between Rodeo Place and Coliseum Boulevard.

Within the Crenshaw Boulevard Corridor, 11 blocks (42 percent) would lose street parking on both sides
with the implementation of LRT service. These segments are located in the northern section between
Rodeo Road and Rodeo Place, and in the southern section of the Corridor between Vernon Avenue and
50th Street, and Slauson Avenue to Florence Avenue.

Railroad Right-of-way

The LRT Alternative is proposed to operate in dedicated service on the former BNSF Railroad right-of­
way between Crenshaw Boulevard and the Metro Green Line Aviation Station and would have no
impacts on street parking. There may be a minor loss of street parking spaces on Crenshaw Boulevard
from 67th Street south to the railroad right-of-way in order to facilitate movement of the LRT trains from
the street on to the railroad right-of-way.

Prairie AvenuelHawthorne Boulevard

In the Prairie AvenuelHawthorne Boulevard Corridor, LRT service would run in dedicated, at-grade
median service. Located within the jurisdictions of the cities of Inglewood and Hawthorne, and the
County of Los Angeles for the City of Lennox, this Corridor has a fairly consistent set of parking
restrictions and resulting impacts.

With implementation of the LRT Alternative, a majority of this Corridor (57 percent) would experience
no street parking impacts due to the existing No Stopping Anytime (NSAT) and No Parking Anytime
(NPAT) restrictions related to the Inglewood Park Cemetery and special event destinations along the
Prairie Avenue.

LRT operations would result in the loss of street parking on one side along 15 blocks (43 percent) in the
following segments of Prairie Avenue: Howland Avenue to Regent Street, and 10200 to I11 th Streets; and
on Hawthorne Boulevard from Imperial Highway to El Segundo Boulevard. Parking is currently not
allowed along the eastside of Hawthorne Boulevard from 120th Street to El Segundo Boulevard due to the
Hawthorne Plaza and new commercial development further south. The resulting parking losses may not
require mitigation along Hawthorne Boulevard due to the significant street right-of-way width (154 foot).

No portion ofthe Prairie AvenuelHawthorne Boulevard Corridor would experience a loss of parking on
both sides with implementation of LRT service. .

Park-and-Ride Facilities

Off-street parking-and-ride facility opportunities have been identified as part of the LRT Alternative and
are presented below in Table 3.19. Parking facilities are proposed at eight stations providing a total of
1,100 spaces. The LRT Alternative with its shortened travel times, more frequent service and direct
regional rail system connections offers the demonstrated opportunity to attract choice riders. Provision
of park-and-ride facilities at key entry points to the system will be important to successfully serving these
patrons.
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d P k d Rid F ilitipT bl 3 19 LRT Alte fa e . : rna Ive- ropose ar -an - e ae es
Station PNR Facilities Number of Spaces

Crenshaw Seement
CrenshawlExposition Proposed station area land purchase 125

CrenshawlMLK Agreement with redevelopment 125
agency/developers to build station
area public parking structures

RJJilroad Right-of-Way Segment
Crenshaw/FlorencelWestIRR ROW ROW purchase required to allow for 125

LRT turning movements to/from
Crenshaw and RR ROW

RR ROW/La Brea Proposed station area land purchase 7S

Prairie Sel!ment
PrairieIManchester Agreement with the Forum owners 100

Prairie/Century Agreement with Hollywood Park 100

Metro Green Line Joint MTAlCaltrans facility 250
Hawthorne Station
HawthomeSnment "

HawthomelEl Segundo Agreement with City regarding 200
reuse of vacant Hawthorne Plaza
parking structures

Total ProPOSed Parkin2 Spaces 1100

Development of the following three park-and-ride facilities would be under MTA control:

• Crenshaw Boulevard/Exposition Railroad Right-of-Way StDtion Area - As part of the
Exposition Light Rail Transit Line, this station has been identified as a future LRT station with
related parking facilities. As identified in the Crenshaw-Prairie Corridor MIS Station Concepts
Report, this station area has been proposed for an intermodal facility and related joint
development. The intermodal facility would accommodate access and parking for both the
Exposition LRT and Crenshaw LRT Lines, as well as other transit patrons aniving by Metro
Rapid, local bus and shuttle service. This station will serve as the northern terminus for the
Crenshaw LRT Line for the foreseeable future and land use acquisition is proposed in addition to
that required by the Exposition LRT Project in order to accommodate this station's interim
Corridor gateway role.

• Crenshaw Boulevard/Florence AvenuelWest Boulevard Station Area - Under the LRT
Alternative, property acquisition is required to accommodate LRT service turning from Crenshaw
Boulevard on to the former BNSF Railroad right-of-way. An opportunity exists to purchase
additional property to accommodate parking and an intermodal facility allowing for transferring
between the Crenshaw LRT and Metro Rapid services, along with local bus and shuttle service.
There is a related joint development opportunity to provide infill retail uses facing on to
Crenshaw Boulevard as well as station area amenities.

• Metro Green Line Hawthorne Station Area - This joint MTA1Caltrans surface parking facility is
currently underutilized and could attract and serve Crenshaw Corridor LRT patrons arriving by
the Metro Green Line, other bus service or the 1-105 Freeway. There is a future opportunity to
convert the surface parking lots to structured parking if demand increases.

The Metro Green Line Aviation Station Area was not identified as a LRT parking opportunity due to its
current operation at and beyond capacity. A future decision could be made to convert this surface facility
into structured parking.
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The following five station parking opportunities could be leveraged by MTA in coordination with other
Corridor activities and agencies/entities:

•

•

•

•

•

Crenshaw Boulevard/Martin Luther King, Jr. Boulevard Station Area - Within the
redevelopment area including the Baldwin Hills, Crenshaw and Santa Barbara Plazas, the
opportunity exists to work with the City of Los Angeles Redevelopment Agency to build parking
structures to support both revitalization activities and utilization of the new LRT service.

RR ROW/fA Brea Avenue Station Area - Located within a City of Inglewood redevelopment
project area, a station area land use purchase is proposed to allow for parking and drop-off
facilities and related joint development opportunity. The MTA and the City could establish a
working relationship to support purchase of the property and provision of parking facilities to
support Downtown Inglewood revitalization activities and utilization of the new transit service.
There is a related joint development opportunity to provide infill retail uses facing on to Florence
and La Brea Avenues supporting the City's station area revitalization efforts as well as providing
station area amenities.

Prairie Avenue/Manchester Boulevard Station Area - Located adjacent to the Forum with
special event-required parking typically required during weekday and weekend evenings, and
Sundays, an opportunity exists to establish an agreement with the Forum. now owned by the
Faithful Central Bible Church to allow for some portion of their surface parking to be set aside
for rail patrons particularly on weekdays.

Prairie Avenue/Century Boulevard Station Area - Located adjacent to the Hollywood Park and
Casino whose parking is not fully utilized during the weekdays, an opportunity exists to establish
an agreement with the owners to allow for some portion of their surface parking to be set aside
for rail patrons. Initial discussions with representatives of the owner have indicated their interest
in further discussions. They have had a positive experience with a similar gaming facility located
adjacent to the Metro Blue Line.

Hawthorne Boulevard/El Segundo Boulevard Station Area - The City of Hawthorne is
currently preparing a Specific Plan in part to address the reuse of the now-empty Hawthorne
Plaza and adjacent parking structures. Initial discussions with City staff have confirmed their
interest in a future agreement to reserve a portion of the parking structures for use by future
transit patrons.

There may be some localized congestion impacts created by additional vehicles circulating to these eight
proposed park-and-ride locations, along with some spill-over of park-and-ride activity into neighborhoods
near stations. Detailed parking impacts would be identified through future study efforts.

3.5 OTHER MODES

This section provides an initial analysis of possible impacts on Study Corridor pedestrians and bicyclists
with implementation of each of the alternatives under consideration.

3.5.1 Existing Facilities

The areas within the Study Corridor that may have potential impacts on pedestrians and bicyclists include
the streets and intersections where the at-grade service of the No Build, Metro Rapid, BRT and LRT
options would operate. The discussion presented in this section focuses on the streets where the
alternatives are proposed for implementation:
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•

•

•

•

City of Los Angeles - Crenshaw Boulevard along with sections of Florence Avenue and Aviation
Boulevard;

City of Inglewood - La Brea AvenuelHawthorne Boulevard and Prairie Avenue as well as
segments of Florence Avenue and Aviation Boulevard;

City ofHawthorne - Hawthorne Boulevard; and

County ofLos Angeles (Lennox) - a section of Hawthorne Boulevard.

All of the alternatives under consideration would operate primarily at-grade within the existing street
right-of-way which may have possible impacts on pedestrians and bicyclists. Possible impacts may
include the following:

1. Conflicts between transit vehicles, other vehicular traffic and an increased number of pedestrians
particularly at crosswalks.

2. Safety and convenience of pedestrians waiting in transit station areas.
3. Pedestrian safety and quality of experience related to walking to/from transit station areas.
4. Prevention of pedestrian crossing of LRT tracks except at designated, protected locations.
5. Conflicts between vehicular traffic and bicyclists.
6. Provision of bicycle-related facilities at transit station areas where appropriate.

Pedestrian Impacts

All of the trips made within the Study Corridor have a pedestrian component, with transit trips being the
most dependent on successful walking connections. Numerous studies have demonstrated the willingness
of people to walk when the pedestrian environment is safe, pleasant and interesting. A carefully planned
and designed pedestrian system will be a key component of the successful current and future use of any of
the transit options under consideration as each of the proposed alternatives is based on the demonstrated
assumption that a majority of the Corridor's transit patrons would walk to or transfer from other transit
service at station areas. The Crenshaw-Prairie Corridor has the demonstrated population density and
level of employment to support substantial pedestrian activity and access to the proposed transit system
improvements. But the pedestrian environment has to accommodate, encourage and enhance the
pedestrian experience, and correspondingly the transit trip.

There is a demonstrated need for implementation of design policies and projects that develop, protect and
foster the pedestrian-oriented nature of the Corridor's proposed transit station areas, and adjacent
commercial and residential neighborhoods. Improving the Corridor's pedestrian environment would both
increase transit access by pedestrians, and contribute to the quality of life of surrounding neighborhoods.

Pedestrian Effects

There are four primary areas of possible impacts to Study Corridor pedestrians:

1. Street crossing - Addresses the safety and convenience of pedestrians interacting with transit and
other vehicular traffic at crosswalks and other street crossings. It will be important to create an
identifiable and protected zone dedicated to pedestrians that provides increased safety and
capacity in crossing Corridor streets.

2. Sidewalks - Metro Rapid and BRT station stops are typically located on existing sidewalks, while
LRT stations are placed in the street median. Increased pedestrian activity and queuing needs
may require additional sidewalk width in some station areas. In order to create a successful
pedestrian environment, there is a need to create a safe and comfortable experience for the
pedestrian and transit patron by providing an appropriately-sized sidewalk and related amenities.
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Surveys of transit patrons have shown the value of amenities such as shelters, lighting, benches,
phones and station area services.

3. Circulating to/from transit stations - This issue reflects the willingness of people to walk
to/from their homes to transit stations when the pedestrian experience is safe and pleasant. This
can be provided by improving the walkability of adjacent neighborhood streets by creating a
cohesive, coordinated pedestrian system with related physical improvements including street
trees, lighting and pavement in good repair.

4. Crossing of LRT tracks - Addresses the unique issue of LRT operations with vehicles operating
at a high speed in some segments. The LRT system components should be designed to encourage
pedestrians and LRT patrons to cross at protected crosswalk locations, while preventing crossing
along the LRT tracks between stations. Pedestrian access is controlled on other LRT lines
through a combination of walls, fences and/or landscaping as appropriate.

Pedestrian Policies and Standards

Cities typically provide pedestrian-related guidelines for commercial and residential areas, and in some
cases, for transit station areas. For example, the City of Los Angeles identifies pedestrian requirements
in the Transportation Element of the General Plan, and the Integrated Land Use and Transportation
Policy. The City's Transportation Element designates Corridor streets in two ways:

1. By street type - Within the Corridor, the streets under study for future transit improvements are
identified as Major Highway-Class I or II, and Secondary Highway. Thepedestrian-related
guidelines focus on sidewalk and crosswalk widths. Sidewalk requirements are 12 foot
sidewalk/parkway for Major Highway-Class JIll and 10 foot sidewalk/parkway for a Secondary
Highway. For all three street types, the crosswalk requirements are 10 feet in typical conditions
and a minimum of 15 feet, with 20 feet recommended, adjacent to rail platfonns/portals.

2. By special street purpose - In order to support the enhancement of the region's transit system to
compete effectively as an alternative to the automobile, the City of Los Angeles identifies two
categories of transit priority streets:

•

•

High Capacity Transit Priority Corridor - intended to accommodate high-eapacity
transit service post-201O. This category includes Crenshaw, Wilshire and Olympic
Boulevards.

Transit Priority Street - identified to foster transit ridership programs. This group
includes Martin Luther King, Jr. Boulevard (east of Crenshaw Boulevard), Florence
Avenue and Manchester Avenue.

Both transit priority street types require a sidewalk width of 12 feet, with a minimum of 15 feet
with 20 feet recommended adjacent to rail platfonnslportals, along with a minimum crosswalk
width of 15 feet with 20 feet recommended. These width requirements are provided along with
design objectives and guidelines in order to better define spaces set aside for users of the regional
transportation system. The design guidelines support the creation of a special sidewalk paving
theme, or to follow an existing one where precedent has been set, such as providing paving
materials compatible with those used in community buildings that may have a significant historic
and/or cultural value. Pedestrian amenities that are identified and encouraged include benches,
bike racks, bus shelters, newspaper racks, planters, street lights, and parkway street trees and
ground covering.
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The City of Los Angeles also designates Pedestrian Priority Street Segments. These segments are defined
as not exceeding five blocks in length, and any street designated as a Transit Priority Corridor or Street
cannot also be identified as a Pedestrian Priority Street Segment. These street segments are proposed to
have additional pedestrian amenities including a 17 foot sidewalk and parkway width. The Pedestrian
Priority Street Segments identified in the Study Corridor include an area on MLK, Jr. Boulevard adjacent
to the Santa Barbara Plaza, and on Slauson Avenue west of the intersection of Crenshaw Boulevard and
Slauson Avenue.

Within the City of Los Angeles, the Land Useil'ransportation Policy adopted by the City and MTA seeks
to concentrate mixed commercial/residential and neighborhood-oriented retail around transit stations to
encourage public transit ridership and create more efficient land use patterns. The policy is based on six
transit station area prototypes reflective of varied land use characteristics and community visions for the
future of their neighborhoods. The Policy identifies a minimum sidewalk width in anticipation of heavy
pedestrian activity due to transit and retail activity - a minimum of 15 feet is identified as preferred on
streets surrounding the transit station, with 15 feet plus preferred in the immediate transit station area.
The policy calls for the establishment of Pedestrian Oriented Districts in some transit station areas, where
appropriate. This is an overlay zone intended to ensure or encourage a "pedestrian friendly" environment
that is safe and enticing for pedestrians.

Bicycle Effects

MTA supports bicycling as a transportation mode that improves air quality and congestion, and helps
make healthy communities in Los Angeles County. The Agency seeks to increase the number of
bicyclists who ride for commuting and other utilitarian purposes, while reducing traffic congestion and
improving air quality. The adopted MTA Long Range Transportation Plan includes targeted goals of
increasing bicycle utilization both for daily trips overall and home-ta-work trips - five percent of all trips
by 2025 - which represents a doubling of the current 2.4 percent utilization rate.

All of the alternatives being studied would operate primarily at-grade within the existing street right-of­
way which may have impacts on bicyclists. Possible areas of effects may include the following:

1. Conflicts between vehicular traffic and bicyclists, particularly on planned bicycle routes

2. Provision of bicycle-related facilities at transit stations where appropriate.

Currently, bicycles are encouraged on the MTA bus and rail system. Bicycles are allowed on the Metro
Bus system by way of bike racks mounted on the front of each bus. This free service can accommodate
two bicycles per bus at a time. Bicycles are allowed on the Metro Rail system trains during non-peak
times - that is not on weekdays from 6:30-8:30 AM and 4:30-6:30 PM based on recently posted signs.
There are some directional exceptions: in the morning peak period southbound bicyclists are allowed on
the Blue Line and eastbound bicyclists are permitted on the Green Line; in the evening peak. the reverse
patterns are allowed. A permit to do so is required from MTA. Bicycle racks and lockers are located at
some rail stations, and are available on a first-come, first-served basis at no charge. Bicycle lockers
leased by the MTA are also available at some rail locations.

Bicycle Routes

In 1995, the six Los Angeles County Bikeway Master Plans identified the following bike paths classes
with system miles per class:

• Class I Bike Paths - This class of bicycle routes represents exclusive twa-way paths for bicycles,
and is most often located along flood control channels, riverbanks, active or inactive rail rights­
of-way and utility rights-of-way. In 1995, there were approximately 177 miles of existing Class
I bike paths with an additional 17 miles constructed since then for a total of 194 miles.
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•

•

Class II On-Street Bike Lanes - This category of bicycle routes is striped one-way lanes on
streets or highways with signage. The Master Plans identified approximately 240 miles of
existing Class II on-street bike lanes with an additional 30 miles of bike lanes constructed since
1995 for a total of 270 miles.

Class III Bike Routes - There are also many miles of Class ill bike routes shared by motor
vehicles and bicycles, and are typica))y designated by signage only.

Current Bikeway Master Plans call for the expansion of the regional bicycle system to 406 Class I bike
path miles and 1.365 Class llIIII miles, for a total of 1,771 miles, with approximately 26 percent of this
system having been completed, not including Class ill facilities.

At the city level, the City of Los Angeles Bicycle Plan, which is part of the Transportation Element of the
General Plan, has been prepared to guide the development of a citywide bicycle transportation system.
which is accessible, safe and convenient for bicycle travel. The Plan establishes standards for the
development of bicycle facilities, as we)) as criteria for prioritization of development of the designated
routes. Specific goals identified within the plan call for improvement and upgrading of bicycle parking
facilities and access at transit centers. The fonowing Study Corridor streets and fonner railroad rights­
of-way are incorporated in the City's Bicycle Plan and are designated as fonows:

•

•

•

•

Class I (bike path) - the former Exposition Railroad and BNSF Railroad rights-of-way;

Class II (bike lane) -Imperial Highway, La Brea Avenue, San Vicente Boulevard and Venice
Boulevard;

Commuter Bikeway - Pico Boulevard; and

Study Corridor - Crenshaw Boulevard.'::

Within the City of Los Angeles, a Class I bicycle path is defined as a special pathway facility for the
exclusive use of bicycles that is separated from auto circulation by space or a physical barrier. A bike
path may be located on a portion of a street right-of-way, or in a special right-of-way without auto traffic.
Within the Study Area, the two designated Class I facilities are located on the two fonner railroad rights­
of-way running through the Corridor. The City of Los Angeles policy calls for the incorporation of bike
paths to the maximum extent possible with the conversion of publicly-owned rights-of-way to rail or bus
transit use. On the former Exposition Railroad right-of-way, a planned bike path facility is being included
in the design of the Exposition Transit Parkway that will incorporate the future Exposition LRT Line.

As Corridor reuse plans of the former BNSF Railroad right-of-way proceed for transit use, incorporation
of a bicycle facility should be considered, though some portions of the right-of-way, particularly those
running parallel to Aviation Boulevard, are constrained and additional right-of-way would be required to
accommodate either a two-lane BRT system or a two-track LRT system.

A Class II bikeway is defmed by the City of Los Angeles as a lane located on the paved area of a road
a))owing for preferential use by bicycle travel, and is usually placed along the edge of the paved area or
between the parking lane and first car travel lane.

There are no proposed Class ill shared route bike facilities identified within the Study Area - typically
this class of facility is identified as a bicycle facility by "Bike Route" guide signage only and there are no
special lane markings as bicycle traffic shares the roadway with motor vehicles.

Commuter Bikeways are intended to provide some of the benefits of a Class II facility during peak
periods,_ where parking prohibitions would encourage the use of key roadways as commuter facilities for
bicyclists. 'Designed 'as 'a hybrid of Class II and Class ill bikeways, Commuter Bikeways are unstriped
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routes that utilize a wide curb lane where parking is prohibited during peak hours. Within the Study
Corridor, Pico Boulevard has been identified as a future Commuter Bikeway.

Crenshaw Boulevard, from Venice Boulevard to the fonner BNSF Railroad right-of-way, has been
designated as a Bicycle Study Corridor. It has been identified for further study based on changes in
traffic conditions, parking restrictions, roadway conditions, development patterns and/or funding to
provide future opportunities to designate and develop Class I, Class II or Commuter Bikeway facilities on
this street. The Bicycle Plan notes that Crenshaw Boulevard appears to have traffic volumes that are too
high for this street to be considered as a Commuter Bikeway. A peak period-only Class II Bikeway may
be possible along Crenshaw Boulevard.

3.5.2 Future Impacts

The areas within the Study Corridor that may have potential impacts on pedestrians and bicyclists include
the streets and intersections where the at-grade service of the No Build, Metro Rapid, BRT and LRT
options would operate. The impact discussion presented below focuses on the streets where the
alternatives are proposed for implementation.

No Build Alternative

The No Build Alternative was comprised of the existing bus and rail systems currently in use with service
improvements as required to meet projected 2025 ridership demands. Possible increases in bus service
included in the No Build Alternative may have a minor impact on pedestrian and bicycle facilities in the
Crenshaw-Prairie Corridor.

Metro Rapid Alternative

Metro Rapid service would operate along with other vehicles in mixed-flow conditions on the Corridor's
arterial system. As this option would increase the number of buses operating in the Study Corridor over
those required under No Build conditions, implementation of the Metro Rapid Alternative may result in
some or all of the following impacts to Study Area pedestrians and bicyclists:

1. There may be a minor increase in conflicts between transit vehicles and pedestrians particularly at
crosswalks due to the anticipated increase in number of transit patrons who would access the
system as pedestrians.

2. The safety and convenience of pedestrians waiting at Metro Rapid station stops, such as the
widening of sidewalks to accommodate the shelters as necessary, should be considered as more
detailed plans are developed.

3. Pedestrian safety and quality of experience related to walking to/from the Corridor's Metro Rapid
station stops from adjacent commercial and residential neighborhoods should be considered as
more detailed plans are developed.

4. Conflicts between transit vehicles and bicyclists may occur due to the increased number of Metro
Rapid vehicles operating in the Corridor. During the constrained peak periods, a majority of the
Corridor's streets currently prohibit curbside parking, which would reduce peak period bicycle
impacts resulting from the operation of an increased number of buses. Of the streets with
designated bike facilities, the only ones that may be impacted are Pico Boulevard (Commuter
Bikeway) and La Brea AvenuelHawthorne Boulevard (Class II Bike Lane).

5. Provision of bicycle-related facilities at Metro Rapid station stops may be evaluated as more
detailed plans are developed. Provision of bicycle racks and lockers at station stops is not
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currently implemented as part of MTA's Metro Rapid service policy, but may be considered in
future service phases. Similar to current MTA policy, bicycles would be encouraged on Metro
Rapid vehicles through the use of bike racks mounted on the front of each bus. Bicyclists
utilizing the Metro Rail system would continue to be accommodated with a pennit during non­
peak times.

Bus Rapid Transit Alternative

In the Crenshaw-Prairie Corridor, Bus Rapid Transit (BRT) was defined as bus service providing the full
range of physical and operational attributes of Metro Rapid service with the addition of dedicated lane
operations where feasible. Dedicated lane operations would occur primarily in the curbside lane except
for along Hawthorne Boulevard where median operations may be feasible. The former BNSF Railroad
right-of-way offers the opportunity for off-street operations from approximately Crenshaw
BoulevardlFlorence Avenue to the Metro Green Line Aviation Station.

Since the BRT Alternative would utilize existing roadway space along its proposed alignment where it
operates within the street right-of-way, there may be some impacts to pedestrians and bicyclists along
those street segments. There may also be some impacts to pedestrians crossing and bicyclists circulating
along the former railroad right-of-way section. At this level of analysis, possible impacts have been
noted, but are not specified nor are mitigation measures identified. The possible impacts are considered
reasonably representative for the purpose of comparing alternatives. During any subsequent preliminary
engineering work, BRT System components and requirements would become more detailed. Impacts to
Corridor pedestrians and bicyclists will be assessed accordingly, and described in any subsequent future
Environmental Impact ReportlEnvironmental Impact Statement (EmJEIS) efforts.

BRT service would operate primarily in dedicated curbside lane operations either on a peak period-only
or a 24-hour basis and would increase the number and the size of buses operating in the Study Corridor
over those required under No Build conditions. Implementation of this Alternative may result in some or
all of the following impacts to Study Area pedestrians and bicyclists:

1. There may be a minor increase in conflicts between transit vehicles and pedestrians particularly at
crosswalks along both the street and former railroad right-of-way due to the anticipated increase
in number of transit patrons who would access the system as pedestrians.

2. The safety and convenience of pedestrians waiting at BRT station stops, such as the widening of
sidewalks to accommodate the shelters and other amenities as necessary, should be considered as
more detailed plans are developed.

3. Pedestrian safety and quality of experience related to walking to/from the Corridor's BRT station
stops from adjacent commercial and residential neighborhoods should be considered.as more
detailed plans are developed.

4. Conflicts between transit vehicles and bicyclists may occur due to the increased number and
length of the BRT Rapid vehicles proposed to operate in the Corridor. During the constrained
peak periods, a majority of the Corridor's streets currently prohibit curbside parking, which
would reduce peak period bicycle impacts resulting from the operation of an increased number of
buses in dedicated lane operations. Of the streets with designated bike facilities, the only ones
that may be impacted are Pico Boulevard (Commuter Bikeway) and La Brea AvenuelHawthorne
Boulevard (Qass n Bike Lane).

As Corridor reuse plans of the former BNSF Railroad right-of-way proceed for transit use,
incorporation of a bicycle facility should be considered, though some portions of the right-of-
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way, particularly those running parallel to Aviation Boulevard, are constrained and additional
right-of-way may be required to accommodate a two-lane BRT system as well as a bicycle path.

5. Provision of bicycle-related facilities at BRT station stops may be evaluated as more detailed
plans are developed. Provision of bicycle racks and lockers at station stops may be included as
part of MTA's BRT service policy. Appropriate facility locations should be identified during
future study efforts. Similar to current MTA policy, bicycles would be encouraged on BRT
Rapid vehicles through the use of bike racks mounted on the front of each bus. Bicyclists
utilizing the Metro Rail system would continue to be accommodated with a permit during non­
peak times.

Station area land use planning and development efforts could encourage greater access by walking.
Ideally, planning of future BRT service would be coordinated with existing land use patterns and future
plans. Within the City of Los Angeles, the adopted Land Usefl'ransportation Policy identifies a "Major
Bus Center" station area prototype which matches the service intentions of the BRT option. This
prototype provides for higher density mixed use development, with a focus on residential uses, at the
intersections of the City's most heavily utilized routes. The Major Bus Center prototype encourages
three- and four-story mixed use development within a pedestrian-oriented environment. Other cities, such
as Vancouver, have had success in developing mixed-use projects adjacent to major bus centers.

Light Rail Transit Alternative

Crenshaw-Prairie Corridor Light Rail Transit (LRT) service would be similar to the service currently
operating on the Metro Blue and Green Lines, and under construction for the Pasadena and Eastside rail
lines. LRT operations would occur in a combination of dedicated on-street median lane and railroad
right-of-way operations.

Since the LRT Alternative will utilize the median of existing roadway space along its proposed alignment
.where it operates within the street right-of-way, there may be some impacts to pedestrians and bicyclists
along those street segments. There may also be some impacts to pedestrians and bicyclists along the
former railroad right-of-way section. At this level of analysis, the possible impacts have been noted, but
are not specified nor are mitigation measures identified. The identified impacts are considered reasonably
representative for the purpose of comparing alternatives. During any subsequent preliminary engineering
work, LRT System components and requirements will become more detailed. Impacts to Corridor
pedestrians and bicyclists will be assessed accordingly, and described in any subsequent future
Environmental Impact Report/Environrnental Impact Statement (EIRlEIS) efforts.

Implementation of this Alternative may result in some or all of the following impacts to Study Area
pedestrians and bicyclists:

1. There may be a minor increase in conflicts between LRT vehicles and pedestrians particularly at
crosswalks along both the street and former railroad right-of-way due to the anticipated increase
in number of transit patrons who would access the system as pedestrians.

2. The safety and convenience of pedestrians waiting at LRT stations in the street median should be
considered as more detailed plans are developed.

3. Pedestrian safety and quality of experience related to walking to/from the Corridor's LRT stations
from adjacent commercial and residential neighborhoods should be considered as more detailed
plans are developed.

4. Prevention of pedestrian crossing of LRT tracks except at designated, protected locations is a key
safety issue for LRT operations. Study Corridor LRT stations would be located near major
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signalized intersections where pedestrian crosswalks are currently in place, or signals and
crosswalks would be added at some locations. All of the intersections that become signalized
because of the introduction of the LRT system would be equipped with pedestrian call buttons.
The use of pedestrian-oriented signal phasing could be considered at major crossing locations.
Along the railroad right-of-way, gates and flashing lights will be incorporated both for vehicular
and pedestrian safety.

As is the design of the stations for the existing Metro Blue Line along Washington Boulevard,
LRT passengers would enter and exit stations via a ramp that would lead to a crosswalk at
signalized intersections. There would be a waiting area at this location where pedestrians would
safely wait for a walk signal in order to cross the street to adjacent sidewalk areas. Pedestrian
movements would be prohibited across the LRT tracks by fencing and other design elements in
order to minimize potential conflicts. Other techniques for increased pedestrian safety include
educational programs in local schools, marketing and advertising campaigns, and crossing guards.

5. Conflicts between rail transit vehicles and bicyclists are not anticipated to due to median­
operations of the LRT system and street operations of the bicycle system. Typically median
operations no direct impact other than constraining vehicular traffic into fewer lanes which may
have an impact on curbside lane bike operations,

The LRT Alternative would not impact any of the Corridor's streets designated as bike facilities
except for possibly a portion of Hawthorne Boulevard (Class n Bike Lane). As Corridor reuse
plans of the former BNSF Railroad right-of-way proceed for transit use, incorporation of a
bicycle facility should be considered, though some portions of the right-of-way, particularly those
running parallel to Aviation Boulevard, are constrained and additional right-of-way may be
required to accommodate a two-track LRT system as well as a bicycle path.

6. Provision of bicycle-related facilities at LRT station stops will be evaluated as more detailed
plans are developed. Location of bicycle racks and lockers at station areas is included as part of
MTA's LRT service policy. Appropriate facility locations should be identified during future
study efforts. Similar to current MTA policy, bicycles would be accommodated on the
Crenshaw LRT Line with a permit during non-peak times.

Station area land use planning and development efforts could encourage greater access by walking.
Ideally, planning of future LRT service would be coordinated with existing land use patterns and future
plans. Within the City of Los Angeles, the adopted Land UselTransportation Policy identifies five station
area prototypes reflective of varied land use characteristics and community visions of how rail transit
should serve and fit within their neighborhoods - from "Neighborhood Center" to "Urban Core (CBD)."
These prototypes provide for higher density mixed use development, with a focus on residential uses,
within a pedestrian-oriented environment. Los Angeles and other cities, including Portland, Sacramento
and San Jose, have had success in developing mixed-use projects adjacent to rail lines.
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4.0 ENVIRONMENTAL ANALYSIS

The alternatives evaluated for the Crenshaw-Prairie Corridor Major Investment Study (MIS) would have
direct and indirect effects on the physical environment of the Corridor. This chapter of the MIS analyzes
the environmental consequences associated with the implementation of the Metro Rapid, Bus Rapid
Transit (BRT) or Light Rail Transit (LRT) alternatives.· - --_. -

Specific physical environment impact areas analyzed in this section include: land use and economic
development, acquisitions and displacements, public services and utilities, visual quality and aesthetics,
air quality and conformity, noise and vibration, energy, safety and security, geology and subsurface
conditions, hazardous materials, historic and archaeological resources, parks and recreation, hydrology
and water resources, biological resources and wetlands and environmental justice. The potential impacts
on traffic and transit ridership are discussed separately in Section 3.0, Transportation Analysis.

Possible effects of the Corridor alternatives during both operation and construction are discussed in the
following analysis. Operational impacts would generally be more substantial as they are on-going, while
construction impacts would be temporary. Potential site-specific impacts are described based on planning
efforts to date and utilizing currently available information. These impacts are considered reasonably
representative for the purpose of comparing alternatives. During any subsequent preliminary engineering
efforts, system components and requirements will become more detailed. Revised assessments of
environmental effects will be prepared accordingly, and described in any subsequent future
Environmental Impact ReportlEnvironmental Impact Statement (EIRIEIS) efforts.

4.1 Land Use and Economic Development

The Crenshaw-Prairie Corridor is characterized by the diversity of land uses within it, including many
significant employment destinations, active retail centers and stable residential neighborhoods. However,
the study area also includes some of the lowest income neighborhoods 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 factors have resulted in increased unemployment, reduced incomes and the
related decline of some of the Corridor's 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 andlor redevelopment plans as
presented in Figure 4.1. hnprovements are planned or already underway for: the Los Angeles Air Force
Base in EI Segundo, LAX, Downtown Inglewood and Hawthorne, Hollywood Park, the Great Western
Forum, the West Angeles Church, the Leimert Park area, the Baldwin Hills/Crenshaw Plaza, Santa
Barbara Plaza and the Mid-Town Shopping Center. The ultimate success of all of these opportunities is
dependent on the provision of much needed transportation system improvements in the Corridor. This
future investment is viewed as not only improving Corridor mobility, but also serving as a catalyst for
public and private investment as demonstrated elsewhere in the region.

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.
Due to this shift in jobs, 80 percent of Corridor residents work outside the Study Area. The resulting
impact on workers, but bus riders in particular, has been longer travel distances and travel times. Access
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to employment has been exacerbated by the poor level of Corridor transportation connections to the
regional transportation system being developed to serve the existing employment centers. There is a
demonstrated need for faster, more direct transit service from the Study Area to regional job destinations,
as well as improved access to other regional transportation options. Future demographic projections show
a substantial growth in employment opportunities primarily in the Mid-City, Inglewood and Los Angeles
Airport (LAX) sub areas of the Corridor. In order to support that future job growth and related improved
economic health of Corridor, there is a demonstrated· need to improve regional coriilections into and
within the Corridor.

4.1.1 Land Use Effects

The Cities of Los Angeles, Inglewood, Hawthorne and El Segundo each encourage the development of
transit through policies in their respective General Plans and designation of Redevelopment Areas within
the Corridor boundaries. Common objectives include:

•
•
•
•

Improving low income household accessibility to employment opportunities;
Addressing retail services leakage;
Serving Corridor activity centers; and
Increasing economic activity.

City of Los Angeles Land Use Plans

The Los Angeles General Plan Framework, adopted in December 1996, is the citywide portion of the City
of Los Angeles' General Plan, which is intended to guide the City's long-range growth and development
through the year 2010. The Framework allocates the majority of growth to areas within one quarter mile
of transit stations and corridors. Approximately two thirds of the City's overall growth through 2010 is
intended to be comprised of intensification and reuse of areas within and adjacent to the City's existing
primary transportation corridors. Crenshaw Boulevard in particular is designated as a "Transit-Priority
Highway."

The City is also divided into 35 community planning districts. A community plan is in place for each
district establishing land use designations, policies, and implementation programs. The community plans
are the means by which the citywide policies are applied to specific proposals at the local level. Two
community plans cover the Los Angeles portion of the Corridor Study Area - the Wilshire District Plan
and the West Adams-Baldwin Hills-Leimert Community Plan.

The Wilshire District Plan identifies the need for "improvement of the public transportation system to
meet the future increase in trip demand through and within the Wilshire District and to reduce adverse
environmental impacts due to the use of the private automobile." The Plan states that "improved transit
routes and systems should be encouraged, but only after a full study of the alternatives, their impacts, and
their social, economic and environmental costs and benefits."

The West Adams-Baldwin Hills-Lehnert Community Plan stresses the need for "a greatly improved
public transportation system" and a "rapid transit system connecting major centers," among other
objectives. The Plan also identifies the need to ''focus future growth around transit stations" through an
increase in residential densities and by encouraging mixed-use projects through incentives.

Joint City of Los Angeles and MTA Policy

In cooperation with MTA, the City has adopted a Land Use-Transportation Policy which is a long term
strategy for integrating land use, housing, transportation and environmental policies into the development
of a city form that complements and maximizes the utilization of the region's transit system This Policy
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Figure 4.1

Economic Opportunities
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provides land use, housing, urban design, pedestrian, economic development and community facility
guidelines for bus and rail transit station area development. The guidelines are based on six station area
prototypes each reflective of varied land use characteristics and community visions of how transit should
serve and fit within their neighborhoods. Based on this Policy, possible future Crenshaw-Prairie Corridor
station area images have been developed and are presented on the following pages for three key stations:
1.) CrenshawlExposition Station Area; 2.) CrenshawlMartin Luther King Station Area; and 3.)
FlorencelLa Brea Station Area (looking south and west).

City of Inglewood Land Use Plans

The City of Inglewood acknowledges and supports ongoing study of the BRT and LRT options which
would relieve traffic congestion and create linkages between the City and nearby activity and work
centers, as well as LAX. The Circulation Element of the City's General Plan urges that the former
Burlington Northern Santa Fe (BNSF) Railroad right-of-way now owned by MTA, which passes through
the City, be considered for use in such plans. A Transit Corridor Land Use Policy has been adopted by
the City.

City of Hawthorne Land Use Plans

The City of Hawthorne's General Plan Circulation Element includes policies to encourage and stimulate
the advancement of transit. The Element notes "an opportunity for increased use in public transportation
through expansion of local and regional bus systems" and seeks to "exploit the opportunity that exists due
to the location of the Century-El Segundo Light Rail Transit System." A Specific Plan is currently being
developed for Hawthorne Boulevard.

City ofEI Segundo Land Use Plans·

The City of EI Segundo's General Plan also demonstrates transit objectives that are consistent with the
goals of the proposed transit alternatives. The City'S Circulation Element (1992) indicates a desire to
"ensure provision of a safe and efficient transit system" and to work closely with transit and
transportation agencies to improve public transit service within and adjacent to the City. The land use
designation adjacent to the Metro Green Line stations is Urban Mixed Use which encourages a mixture of
office, research and development, retail and hotel uses.

Redevelopment Plan Areas

The Corridor study area also encompasses portions of redevelopment areas designated by the Cities of
Los Angeles, Inglewood and Hawthorne as illustrated in Figure 4.2. The City of EI Segundo does not
have any designated redevelopment areas. Through the provisions of state redevelopment law, these
areas provide financial incentives for development and in order to encourage the types of land use
densities and patterns desired in the General Plans outlined above, namely high-density development that
is oriented to maior ,transit routes.

t ': ,.

Within the Corridor Study Area, the City of Los Angeles has two designated redevelopment areas - the
Crenshaw Redevelopment Project and the Crenshaw-Slauson Redevelopment Project. These projects are
directed at eliminating blight and generating economic development and jobs. The City of Inglewood has
six redevelopment project areas within the Study Area: In Town, La Cienega, Manchester-Prairie, North
Inglewood Industrial Park, Century and Imperial-Pacific. Activities within these project areas are
committed to ,the economic health of the business community and the stability of the City'S
neighborhoods.. The City of Hawthorne has one redevelopment plan area within the Corridor Study Area .
located generally along Hawthorne Boulevard.
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4.1.2 Economic Effects

Short-term effects are more likely to occur during rail construction and may include travel delays and
detours resulting in reduced accessibility to and from Corridor activity centers impacting local businesses
adjacent to the rail system construction sites. Depending on the alternative ultimately identified, property
acquisition may adversely impact existing businesses and residents (please see Section 4.2 for more
details about potential acquisitions and displacements). Conversely, rail system- related property
acquisition may offer system-related development opportunities particularly in station areas. Such
development can strengthen the Corridor's neighborhoods by providing expanded and upgraded space for
businesses as well as housing and community services, while strengthening system ridership.

More than 49 percent of the Crenshaw-Prairie Corridor's households are classified as low income and
approximately 16 percent of the Corridor's households have no auto available. Both of these factors
contribute to a higher than average transit usage in the Corridor. At the same time, 80 percent of the
Corridor's residents travel to job opportunities outside of the Corridor due to the loss of jobs from various
locations within the Crenshaw-Prairie Corridor, particularly in South Central Los Angeles. The loss of
Corridor jobs and constrained access to jobs outside of the Corridor has contributed to a significant
increase in Study Area unemployment and the related decline in Corridor incomes and maintenance of
some residential neighborhoods. Future projections show a continued high number of low income
households without access to an automobile, and projected higher percentage of transit dependency. At
the same time, employment within the Corridor is projected to increase by more than 14 percent by 2025,
adding 18,500 jobs at existing and new businesses.

The Metro Rapid, BRT and LRT alternatives increase the access and mobility of Corridor low income
residents to employment opportunities by providing a reliable, high-capacity, regional linkage to Corridor
businesses, and enhancing access by Corridor residents to job opportunities outside the Corridor by
providing a transit alternative that reduces travel times and improves regional system connectivity.
Enhanced access to employment opportunities would strengthen Corridor's economic position, result in
lowered unemployment rates, stop the decline in Corridor incomes, and improve neighborhoods with
deferred maintenance. Conversely, provision of a Metro Rapid, BRT or LRT system within the Corridor
would make existing and future job opportunities more accessible to people within and outside of the
Corridor- making it a desirable location for new businesses.

Socioeconomic and market factors in the Crenshaw-Prairie Corridor suggest a Corridor buying power 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 non-Corridor locations 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. Each of the proposed alternatives would provide enhanced access
to the Corridor's retail facilities by all residents, as well as by non-Corridor residents.

4.2 Acquisitions and Displacements

Although the Crenshaw-Prairie Corridor alternatives under consideration are intended to maximize use of
publicly-owned rights-of-way, certain design, alignment and mitigation features of these alternatives may
require that a limited number of businesses be acquired. Specific actions that would cause displacement
include: acquisition of private property for route alignment, station facility land requirements, and parking
and/or impact mitigation purposes.

Acquisition and Displacement Effects

Initial project plans for both the BRT and LRT alternatives suggest that a limited number of acquisitions
may be required for construction of certain stations along the alignment. While acquisitions and related
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Crenshaw-Prairie Corridor Major Investment Study

displacement of individuals and/or businesses may be unavoidable, the potential adverse effects of such
actions would be substantially alleviated through compliance with applicable federal and state laws
governing relocation assistance and property acquisition procedures. At this time, it is expected that six
businesses could potentially be displaced for implementation of the BRT alternative and nine businesses
under the LRT option. The Metro Rapid Alternative will not result in any acquisition and displacement
impacts.

The Uniform Relocation Assistance and Real Property Acquisition Polices Act of 1970, as amended
(Uniform Act), mandates that certain relocation services and payments be made available to eligible
residents, businesses, and nonprofit organizations displaced as a direct result of programs or projects
undertaken by a federal agency or with federal financial assistance. The Uniform Act provides for
uniform and equitable treatment of persons displaced from their homes or business and establishes
uniform and equitable land acquisition policies. The provisions of the California Relocation Act
(California Act), applies in the absence of federal funds and/or involvement if a public entity undertakes a
project and consequently must provide relocation assistance and benefits. The California Act, which is
consistent with the intent and guidelines of the Uniform Act seeks to (1) ensure the consistent and fair
treatment of owners of real property (2) encourage and expedite acquisition by agreement to avoid
litigation and relive congestion in the courts and (3) promote confidence in the public land acquisitions.

4.3 Public Services and Utilities

Public Services. Public facilities and services within the Crenshaw-Prairie Corridor study area include
fire and police stations, libraries, schools, health care facilities, parks and recreation centers, and religious
institutions. Each of these is discussed in this section except for parks and recreation centers which are
discussed in Section 4.12 ''Parks and Recreation Resources."

Utilities. Utilities within the study area are provided by a host of agencies and companies and include
water, wastewater, electricity, natural gas, and solid waste disposal. This section focuses on wastewater
(sewer) and solid waste, as water resources are addressed in Section 4.13 "Hydrology and Water
Resources" and electricity and natural gas are addressed in Section 4.7 "Energy."

Public Services Bod Utilities Effects

Public Services. As none of the proposed alternatives would result in direct population growth (as a
housing development would for example), they would not place an increased demand on public services
such as libraries, schools, fire and police services. With the exception of one small private school, no
public service facilities would be displaced or otherwise physically affected by either of the proposed
project alternatives. Any impacts to public facilities would indirect or secondary effects, such as noise
and air quality impacts (evaluated in Sections 4.6 and 4.5 respectively). Other effects which would
primarily apply to police and fire services within the area could include ingress/egress and emergency
access conflicts due to changing traffic configurations and/or increases in traffic at certain locations.
Mitigation measures will be incorporated into subsequent environmental impact documents to ensure
adequate ingress/egress and emergency response for police and fire stations.

Several schools and day care facilities have been identified adjacent to the proposed alignments. Noise
and safety impacts related to the BRT and LRT alternatives would be of primary concern in this regard.
Mitigation measures would likely be required to ensure that school facilities are able to maintain an
appropriate environment for learning. Similar considerations are important with regard to libraries,
religious institutions and health care facilities, all of which have heightened sensitivity to noise.

Utilities. The Hyperion Treatment Plan (HTP), located in the community of Playa Del Rey southwest of
the Los Angeles International Airport, treats wastewater generated within the study area. No adverse
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effects are anticipated with regard to any of the project alternatives because, as discussed above, the
project would not result in population growth which could place an increased burden on this service
provider.

Likewise, landfills which serve the study area (there are numerous landfills which waste is hauled to from
within the Study Area) would not be adversely affected by operation of any of the proposed project
alternatives as no increase in the solid waste stream is forecast.

4.4 Visual Quality and Aesthetics

As discussed in earlier sections of this report, the Corridor is comprised of a wide range of land uses and
is decidedly urban in nature. The visual and aesthetic quality of the Corridor reflects this diversity of land
uses. While some segments of the proposed transit routes exhibit dense landscaping, well-kept homes
and businesses and an active pedestrian environment, others show signs of decay and neglect.

Visual Quality and Aesthetic Effects

Visual and aesthetic impacts may occur when a proposed project is out of scale with its immediate
surroundings, or when it blocks views or sight lines which now exist, such as scenic vistas of Downtown
Los Angeles and the Hollywood Hills from the Baldwin HillslView Park area of the Corridor. The
introduction of catenary wires, station platforms and especially aerial structures associated with the LRT
alternative could cause visual and aesthetic impacts. Additionally, aerial structures located within street
rights-of-way may create shaded or dark areas which pedestrians may perceive as unsafe, while
supporting columns and structures may provide opportunities for graffiti. Where aerial operations are
proposed, visual and aesthetic impacts would result which could impact not only properties immediately
adjacent to the alignment, but those on adjoining blocks as well. An existing BNSF railroad overcrossing
at Century Boulevard will be used by both the BRT and LRT options. New aerial structures are proposed
for the LRT alternative in two locations related to the Metro Green Line: along the north side of the 1-105
Freeway connecting to the Metro Green Line Hawthorne Station and then returning to street level in the
median of Hawthorne Boulevard; and a segment running from a trench at the end of the LAX runways
connecting to the Metro Green Line Aviation Station.

Overall, within the urban environment, the addition of LRT or BRT service would not, in and of itself, be
out of context with existing surroundings. While there are several sensitive land uses situated adjacent to
the proposed transit routes (including parks, schools, a cemetery and a hospital), these uses would not be
adversely affected by the "sight" of buses or trains themselves. The areas where the transit route would
run along the existing railroad right-of-way are largely industrial in nature and thus visual effects in these
areas would be minor. Rather, it is the secondary effects, such as noise, that are of issue for these uses.
These types of effects are discussed throughout this section.

4.5 Air Quality and Conformity

Air quality in the United States is governed by the Federal Clean Air Act (CAA) and is administered by
the United States Environmental Protection Agency (USEPA). In addition to being subject to the
requirements of the CAA, air quality in California is also governed by more stringent regulations under
the California Clean Air Act (CCAA). The CCAA is administered statewide by the California Air
Resources Board (CARB). CARB oversees the functions of local air pollution control districts and air
quality management districts, who in tum administer air quality activities at the regional and county level.

The South Coast Air Quality Management District (SCAQMD) has jurisdiction over a 10,743 square mile
area, commonly referred to as the South Coast Air Basin (SCAB). This area includes all of Orange
County, Los Angeles County, except for the Antelope Valley, the non-desert portion of western San
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Bernardino County, and the western and Coachella Valley portions of Riverside County. The SCAB is
generally bounded by the Pacific Ocean to the west; by the San Gabriel, San Bernardino and San Jacinto
mountains to the north and the east; and by the San Diego County line to the south.

CARE designates an area as non-attainment for a pollutant if air quality data shows that a State standard
for a pollutant was violated at least once during the previous three calendar years. Exceedances that are
affected by highly irregular or infrequent events are not considered violations of a State standard, and are
not used as a basis for designating areas as non-attainment.

On the basis of regional monitoring data, the Los Angeles County portion of the South Coast Air Basin is
designated as a non-attainment area for ozone, carbon monoxide, and total suspended particulates (PMIO).

The air basin is designated as an attainment area for nitrogen oxide, sulfur dioxide, sulfates, and lead.

The SCAQMD monitors air quality conditions at 37 locations throughout the SCAB. Data from the West
Los Angeles-VA Hospital and Hawthorne monitoring stations were used to characterize existing
conditions in the vicinity of the proposed project since they are closest to the Corridor study area. The
pollutants S02 and PM IO are not monitored at the West Los Angeles monitoring station. A summary of
the data recorded at these stations is presented below in Tables 4.1 and 4.2.

StatiA'MhHV' 1 .T bl 4 1 1996-2000 C' . P IIa e . . ntena o utant 10 ations- awt orne lr omtonD£ on.
Number ofDays AboveState Standard

Pollutant Period State Standard 1996 1997 1998 1999 _ 2000

Ozone I-Hour 0.09 ppm 8 6 0 I I

PM10 24-Hour 50uglm3 5 4 7 6 9

Carbon Monox.ide 8-Hour 9.0 ppm 6 I I 0 0

Nitrogen Dioxide I-Hour o.25 ppm 0 0 0 0 0

Sulfur Dioxide 24-Hour 0.04 ppm 0 0 0 0 0

Source: California Air Resources Board

ppm =parts per million

uwm3 =microlUllms per cubic meter

1996-2000 Criteria Pollutant Violations - West Los Angeles (VA Hospital Air
Stati a

Table 4.2:
M 't 'om onnS! on)

Number of Days Above State Standard
Pollutant Period State Standard 1996 1997 1998 1999 2000

Ozone I-Hour 0.09 ppm 13 6 7 4 2

Carbon Monoxide 8-Hour 9.0 ppm 0 0 0 0 0

Nitrogen Dioxide I-Hour o.25 ppm 0 0 0 0 0
Soun:e: California ,Air Resources Board

" ,-

ppm = parts per million V'\

a PM IO and sulfur dioxide are not monitored at this station

4.5.1 Air Quality Effects

Annual regional VMT is expected to decrease under both the BRT and LRT alternatives and thus the
emissions related to vehicle exhaust (Carbon-monoxide, Oxides of Nitrogen and Sulfur) are also expected
to decline in comparison to the Metro Rapid Alternative (see Table 4.3). This decrease is due to increased
transit ridership and related decrease in miles traveled for private automobiles. Changes in PMIO
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emissions (related to such aspects as tire wear) are expected to be negligible. Emissions of ozone
precursors (volatile organic compounds [VOCs]) are also unlikely to be significantly altered. As shown
in Table 4.3, emissions of ozone precursors would not increase by more than 50 tons per year for either
the BRT or LRT alternatives when compared with the Metro Rapid Alternative and thus a conformity
analysis and determination in accordance with the Code of Federal Regulations (CFR 40 Part 51) would
not be required. The federal conformity analysis only applies to operational emissions of criteria
pollutants. It is not applicable to construction emissions.

4.5.2 Localized Impacts

Localized CO concentrations at certain intersections within the study area could exceed Federal or State
standards due to changes in intersection configuration and levels of service, resulting in a CO "hot spot."
If future traffic analysis indicates that certain intersections may suffer a decreasing level of service, those
intersections will be modeled for CO hot spots. Overall. future concentrations of CO along the Corridor
alignment would be much lower than under existing conditions due to ongoing implementation of
emissions reduction programs and turnover in the vehicle fleet.

4.6 Noise and Vibration

Currently, the Crenshaw-Prairie Corridor study area is subject to relatively high levels of existing ambient
noise due to vehicular traffic (all segments), freight train traffic (LAX segment) and aircraft traffic (LAX,
Hawthorne and Prairie segments).

Noise and Vibration Effects

The LRT alternative could produce noise and vibration impacts from rail vehicle operation (engine and
track noise) and from the sounding of bells or air horns when traversing at-grade crossings. Because
noise and vibration decline rapidly with distance, their effects would depend on the presence of residential
land uses or other sensitive noise receptors in proximity to the proposed light rail lines. The significance
of noise generated by rail operations also is dependent on the existing ambient noise levels in the areas
surrounding the proposed rail alignment.

Noise and vibration impacts likely would be greatest near aerial or at-grade segments of the proposed
LRT route. Little, if any, impacts would result from below grade operation except adjacent to the
transitions to above-ground configuration. At-grade operations would generate the greatest noise impacts
along the proposed alignments, while aerial operations would generate greater vibration impacts.
However, aerial LRT operations could also generate significant noise levels which could travel greater
distances over adjacent buildings and other structural barriers to sound propagation.

The BRT alternative would also present a new noise source by introducing a curbside lane that would
place the noise source (buses) closer to sensitive receptors along the route. Buses may also be louder than
comparable trains in the LRT scenario under certain circumstances, namely at high speeds and during
acceleration from stops. CNG buses in particular can produce more noise than traditional diesel buses
due to the noise of the bus CNG cooling mechanism.

No significant adverse effects are expected within the BNSF railroad right-of-way portions of the
proposed alignments with respect to both the BRT and LRT alternatives. The right-of-way is generally
industrial in nature and avoids sensitive receptors. One exception is the northernmost segment of the
railroad right-of-way, which passes by Edward Vincent Park near the intersection with Florence Avenue.
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Table 4.3: Annual Emissions of Criteria Pollutants (tons per year)

~"...~.. ~.~ ;n;'i"/'~~ : ,,,,<:,:iii·:· .......•. ;,,, .. ~, ··ANN'uAL'EMiSSIONSOFCR.t'J.ERIA PoLLutANTS toM'
-,-:,~,0"Y~.-f~.):~:; "/-,-: .. :- ..; ..;'~: :,,;:y+::~ '''.., .: . , ,.:<.F">- '. ,',
.;.i':;~ltl?Mem>:JblPld ····I>A1U;.;.BRT·

Passenger
Vehicle

CNG Bus

Light or
Heavy
RaiVElectric

551.245.18

339.11

o

78,749.31

1,640.42

o

29,749.74 I 3.499.97

457.66 I 5.51

01 0

551,218.60

340.07

o

78,745.51

1,645.05

o

29,748.31

458.96

o

3,499.80

5.53

o

551,227.08

338.37

o

. "." '~

AIt3·LRT

I NOx VOc PMJO

78.746.73 29,748.76 3,499.85

1,636.83 456.66 5.50

0 0 0

Commuter
RaiVDiesel 84.70 254.00 2.287.90 57.53 84.69 253.95 2,287.45 57.51 84.68 253.93 2,287.26 57.51

Total I 551,668.99 I 80,643.72 I 32,495_10 I 3,563.01

SOURCE: Terry A. Haves Associates LLC, 2002.

551,643.36 80,644.52 32,494.71 3,562.84 551,650.13 80,637.48 32,492.68 3,562.87
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4.7 Energy

Transportation is a major consumer of energy in the Los Angeles region. Current fossil fuel consumption
from vehicle trips with origins or destinations in the region amount to about 4.9 billion gallons of fuel per
year. About 89 percent of the fuel is gasoline, and the remaining 11 percent is diesel. Transportation
energy consumption is equivalent to about 739 trillion British Thermal Units (BTU) per year, or about
126 million barrels of oil. Approximately 98 percent of this consumption is attributable to automobiles.

Various energy service providers serve the southern California region. Within the Study Corridor, the
Los Angeles Department of Water and Power (LADWP) and Southern California Edison (SCE) provide
electricity, and the Southern California Gas Company (TGC) provides natural gas. Electrical and natural
gas services are readily available to the project area, with lines located along each of the proposed
corridors.

Energy Effects

For the LRT alternative, electricity for the trains would be provided via service connections within the
Study Corridor. These connections would be provided by both overhead and underground lines. The
overhead lines both transmit and distribute electricity. Underground lines are used entirely for distribution
of electricity. For the BRT alternative, buses would be fueled at MTA maintenance and fueling facilities,
likely using compressed natural gas (CNG) or other alternative fuels.

Energy consumption involves energy used by the operation of vehicles (automobile, truck. bus, or train)
within the corridor. Energy consumption estimates give consideration to the following factors:

•
•

Annual vehicle miles traveled (VMT) for automobiles, trucks, buses and heavy rail vehicles;
Variation of fuel consumption rates by vehicle type.

Both the BRT and LRT alternatives are expected to reduce energy consumption by reducing dependence
on automobile use. In general, one rail car requires the same amount of energy as 11 automobiles.
Therefore, any reduction in automobile trips would result in an energy savings. Likewise, one bus is
estiinated to consume the energy equivalent to five automobiles. Energy consumption for passenger
vehicles, eNG bus, light or heavy rail, and commuter rail for each alternative is shown in Table 4.4
below. . .

When compared to 1998 Baseline, energy consumption for the Metro Rapid Alternative is anticipated to
increase by a total of approximately 383,724,774 British thermal units (BTU) per year.)

rear)

381,060.667
1.258.371
821,086
553.940

383.694.064

Under the BRT alternative, energy consumption for CNG buses is anticipated to increase by
approximately 29,516 BTU per year when compared to the Metro Rapid Alternative. However•

."

I Calculations based on the energy consumption factors and 2020 daily traffic volumes and VMT provided by the MTA model. in accordance
with the Federal Transit Administration's Technical Guidance on Section 5309 New Starts Criteria (Federal Transit Administration, 1999).

KORVE/RA W. A Joint Venture 4-16 January 2003



Crenshaw-Prairie Corridor Major Investment Study

passenger vehicles, light or heavy rail, and commuter rail are anticipated to decrease by approximately
47,793,2,585, and 204 BTU per year, respectively. Overall, energy consumption for all vehicular class
under the BRT alternative is anticipated to decrease by a total of approximately 21,066 BTU per year
when compared to the Metro Rapid alternative.

Under the LRT Alternative, energy consumption for light or heavy rail is anticipated to increase by
approximately 24,972 BTU per year when compared to Alternative 1. However, passenger vehicles,
CNG bus, and commuter rail are anticipated to decrease by approximately 32,554, 22,838, and 290 BTU
per year, respectively. Overall, energy consumption for all vehicular class under LRT alternative is
anticipated to decrease by a total of approximately 30,710 BTU per year when compared to the Metro
Rapid alternative.

4.8 Safety and Security

Safety issues associated with the proposed alternatives include pedestrian/vehicle accidents, station
accidents, boarding and disembarking accidents, and right-of-way accidents. Another aspect of the safety
question is security, particularly whether transit station anellor parking design, location, and layout would
compromise the safety of transit patrons or surrounding communities making them more susceptible to
criminal activity.

The primary concern regarding security is the environment into which the transit improvements will be
introduced. The addition of increased pedestrian levels and activity at transit stations raises the potential
for security-related problems that must be handled by either MTA security personnel or affected local
police departments. Security on the MTA system is provided by the Los Angeles Police Department
(LAPD) and the Los Angeles Sheriff's Department (LASD). The LAPD is under contract with MTA to
provide Metro Red Line subway security and to patrol Metro Buses operating within the City of Los
Angeles. While the LASD is contracted by the MTA to provide security for the Metro Blue and Green
Lines and patrol all Metro Buses operating outside the City of Los Angeles. Security for other service
providers is provided by local police departments and the LASD.

Safety and Security Effects

The BRT option will evaluate an alternative operating in three service configurations: 1) curbside
dedicated street lane operations where possible; 2) mixed-flow operations in constrained street locations;
and 3) dedicated lane operations on the former BNSF Railroad right-of-way.

Pedestrian safety at BRT crossings focuses on the ability of a pedestrian to determine that a bus is
approaching, and proceed to a safe location when the bus passes. To reduce the potential for accidents,
pedestrian "Walk/Don't Walk" signals will be installed at all of the pedestrian crosswalks that cross the
busway (where not currently installed). The crosswalks could also be equipped with an active "Bus
Coming Icon" to warn pedestrians of the presence of an approaching bus.

Another potential hazard associated with the BRT alternative is the conflict presented by motorists
merging into the exclusive BRT lane in order to turn right. This movement is generally not considered a
high risk movement, as the motorist should have adequate visibility of a bus approaching on the right.
However, the bus will be required to yield the right of way to a motorist making a right turn in the
exclusive bus lane.

The LRT option will evaluate an alternative operating in a combination of four service configurations: 1)
at-grade, median-running operations in city streets; 2) at-grade, mixed-flow operations in constrained
street locations; 3) dedicated, primarily at-grade operations on the former BNSF Railroad right-of-way;
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and 4) aerial operations to interface with the Metro Green Line. In addition, subway operations are being
evaluated on Crenshaw Boulevard between Martin Luther King, Jr. Boulevard and Vernon Avenue.

A review of data from prior research, safety oversight authorities and direct surveys of LRT system staff
in the western United States conducted in recent years reveals that train-pedestrian collisions are divided
into two general location types. The first location type - at station platfonns - represents the largest
percentage of train-pedestrian collisions. This high percentage may be attributed to the inherent purpose
of a station, where large numbers of people converge to board/alight from light rail vehicles and cross the
trackway. Many collisions at stations are also easily preventable through safe design, appropriate signage
and public education to encourage safe behavior. The second location type is along the LRT right-of-way
away from the stations. This location type includes paths to stations, such as crossings at intersections
where pedestrians cross over the light rail tracks and right- of-way intrusion (trespassing).

Pedestrian safety at LRT grade crossings is a potentially significant impact that can be addressed through
safety treatments. Signs that warn pedestrians to "Look Both Ways" and display a train icon can be
placed at the grade crossing. In addition, pedestrian channelization can direct pedestrians to designated
crossing locations. Pedestrian channelization controls pedestrian movement through the use of paving,
delineation, and barriers. Another pedestrian treatment that could be utilized along the alignment is the
use of tactile warning strips. While traditionally used at stations to warn pedestrians of the edge of the
platform, tactile warning strips can be installed at all designated pedestrian crossings of the trackway
where the LRT alignment is not in the median of the roadway. Tactile warning strips assist the visually
impaired and ,also provide a visual warning of the dynamic envelope of the train.

Safety and security at stations along the proposed BRT or LRT route would likely make use of both
technology and human security presence. BRT station stops may include security and communication
system equipment. Similar to the Metro Blue and Green Lines, the LRT stations may include security
and communication system equipment, closed circuit television surveillance cameras and security
intercoms. All stations would also be lit to standards that avoid shadows, and all' pedestrian pathways
leading to/from sidewalks and parking areas would be well illuminated. Stations would be designed to
avoid elements that obstruct visibility or observation. In addition to these design measures and use of
technology such as security cameras, MTA security officers in coordination with local police officers,
would patrol all facilities developed within the Corridor.

4.9 Geology and Subsurface Conditions

Geologic Features and Soils. The proposed project site is located within the Los Angeles Coastal Basin,
a physiographic feature bounded by the surrounding highlands. The Baldwin Hills to the immediate west
of the northern portion of the Study Corridor are the most prominent geological feature. The maximum
elevation of the adjacent hills is approximately 416 feet above sea level. The Los Angeles Coastal Plains
consist mainly of consolidated sediments and alluvium, bounded at a depth by bedrock. Within the Study
Corridor, soils are generally fine-grained, consisting of clay, silts, and sands belonging to the Yolo,
Cropley, Chino and Ramona-Placentia soil associations.

Seismicity. The western portion of the Crenshaw-Prairie Corridor encompasses portions of an active
series of earthquake faults known as the Newport-Inglewood Fault Rupture Zone. The Newport­
Inglewood Fault Rupture Zone has a discontinuous surface trace of approximately 47 miles. The fault
zone can easily be noted by the existence of a chain of low hills extending from Culver City to Signal
Hill. The fault complex is oriented in a northwest to southeast diagonal direction. The Baldwin Hills
Fault is a buried portion of the fault system located south of Santa Rosalia Drive in the vicinity of the
northern Crenshaw Boulevard segment of the BRT or LRT route alignment. The probable magnitude of a
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seismic event on this fault would range from 5.5 to 6.0 on the Richter scale. The proposed project site is
not located in an Alquist-Priolo Earthquake Fault Zone.

Landslide. A landslide is a descent of earth and rock down a slope. Some areas are at higher risk for
landslides due to inherent instability. Northern portions of the Study Corridor are designated on Los
Angeles County Maps as being within a hillside area which indicates potential for such effects as
landslides. Slope instability is generally caused by a steep downward slope or unstable soil composition.
Heavy rainfall, flooding, or ground movements such as earthquakes can induce landslides. Typically sites
with a grade of 15 percent or greater are susceptible to landslides.

liquefaction. Liquefaction is essentially the transformation of the soil to a liquid state. Liquefaction is a
phenomenon in which the strength and stiffness of a soil are reduced by earthquake shaking or other rapid
unloading. Liquefaction potential has been found to be the greatest where the groundwater level is
shallow, and loose, fme sands occur with a depth of about 50 feet or less. Significant factors that affect
liquefaction include water level, soil type, particle size and gradation, relative density, confining pressure,
intensity of shaking and duration of shaking. While most of the Study Corridor has a high groundwater
table - approximately 30 feet below the ground surface - only a small portion of land in the vicinity of
Centinela Avenue (where the southern and western branches of the proposed LRT alignments converge at
the BNSF railroad right-of-way) is designated on Los Angeles County Maps to be susceptible to
liquefaction hazards.

Geology and Subsurface Conditions Effects

Geologic Features and Soils. Construction and operation of either of the project alternatives is not
expected to adversely affect geology in the Study Corridor. Generally, effects would occur if a project
increased the potential for soil erosion, altered unique geologic features, or otherwise caused or
accelerated geologic hazards resulting in potential for human safety risks or damage to infrastructure or
other property. As both the BRT and LRT alternatives would make use of existing rights-of-way for
route alignment and would not require alterations to geologic features, no adverse effects are anticipated.
Engineering of final project designs would detennine proper construction techniques and specifications
based on detailed analysis of soil and subsurface conditions along the proposed alignment.

Seismicity. The severity of ground shaking at any point depends on the earthquake magnitude, distance
from the earthquake source, and local geologic conditions. In the area of the proposed project site the
geotechnical hazard posed by seismic shaking is considered to be high due to the proximity to the
Newport-Inglewood Fault Zone and the nature of the underlying materials. The proposed alternatives
would be designed and constructed in accordance with all applicable earthquake standards to ensure the
greatest protection from earthquakes.

Londslides. As stated above, areas with slopes of less than fifteen percent are generally not susceptible to
landslides. Construction of a BRT or LRT alternative would occur almost entirely within existing right­
of-ways which are relatively flat and not adjacent to landslide threats.

Liquefaction. Within the limited portions of the Study Corridor where liquefaction concerns are present,
final engineering specifications would determine proper footings and foundations along the rail or bus
option alignment as well as for any associated station construction. No adverse effects are anticipated.

4.10 Hazardous Materials

Certain chemical and physical properties of a substance may cause it to be considered hazardous. As
defmed by the California Code of Regulations (CCR), Title 22, Section 66084, a "hazardous material" is a
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"substance or combination of substances which, because of its quantity, concentration, or physical,
chemical, or infectious characteristics, may either:

•

•

Cause, or significantly contribute to, an increase in mortality or an increase in serious irreversible,
or incapacitating reversible illness; or

Pose a substantial present or potential hazard to human health or environment when improperly
treated, stored, transported or disposed of or otherwise managed."

According to the California Health and Safety Code, Section 25124, a "hazardous waste" is any
hazardous material that is abandoned, discarded or in storage prior to recycling. For example, excavated
soil containing hazardous materials would be a hazardous waste if the concentration of contaminants
exceeded specific CCR Title 22 criteria.

Hazardous Materials and Waste Effects

Based on a review of the databases maintained by the Environmental Protection Agency (EPA), the Study
Corridor contains 346 hazardous waste facilities. This includes all generators, transporters, treaters,
storers, and disposers of hazardous waste. However, as implementation of the project alternatives would
largely occur within the existing street right-of-way it is not anticipated that any of these hazardous
materials facilities would be disturbed during construction of either alternative.

The primary hazardous materials concerns for both the BRT and LRT alternatives revolve around
conditions within and immediately adjacent to the fonner BNSF railroad right-of-way, due to its
historically industrial use. A full evaluation of site conditions would be conducted prior to construction
and any hazardous conditions would be corrected following appropriate state and federal procedures

In addition to hazardous materials concerns, the introduction of the LRT alternative would also introduce
new electromagnetic field (EMF) sources associated with the overhead electrical power system used to
propel the vehicles. Electromagnetic fields are generated from electrical power facilities and appliances.
An EMF is an invisible, low frequency radiation that is emitted from electrical sources. Common sources
include power lines, hair dryers, microwave ovens, video terminals, electric blankets and other
appliances. High voltages generate the electrical fields, while the movement of these voltages in wires
generates the magnetic fields. An EMF weakens as the field extends from the source.

The overhead catenary system and traction power substations are the sources of EMFs from the LRT
alternative. This option would use 600 volts of direct current (dc) (O.6kV). For comparison, overhead
power lines use a much higher voltage (400 kV). Based on the fact that the EMFs produced by LRT
systems are relatively weak, it is not anticipated that EMFs would create an increased risk to human
health.

4.11 Historic and Archaeological Resources

A wide range of historic, cultural, and archaeological sites are situated within the boundaries of the
Crenshaw-Prairie Corridor Study Area as illustrated in Figure 4.3. A records search of the California
Historic Resources Information System was completed for the Crenshaw-Prairie Corridor. This search
included a review of all recorded historic and archaeological sites within the study area, as well as a
review of all known cultural resource surveys, excavation reports and previously prepared environmental
documents. In addition the California State Historic Resources Inventory, the National Register of
Historic Places, the listing of California Historical Landmarks, the California Points of Historical Interest,
the City of Los Angeles Historic-Cultural Monuments, and UCLA's fJ.le of historic maps were consulted.
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In summary, the search identified the following historic and cultural resources within the Corridor study
area which are illustrated in Figure 4.3:

•
•

•

•

Archaeological sites - Five sensitive archaeological sites.
National Register of Historic Places - Eight study area properties are listed on the federal
register.
California Historical Landmarks - One state landmark - the Centinela Springs - is located in
Edward Vincent Park north of BNSF RR ROW.
City of Los Angeles Historic-Cultural Monuments - Fifteen designated landmarks including an
adobe, two libraries, two churches, one cultural facility, one industrial building and several
residences.

Designated local, state and federal historic and cultural resources are listed below in Table 4.5. In
addition, there are numerous residential and commercial buildings that have been identified as potential
historic resources within the Crenshaw-Prairie Corridor Study Area. These resources are located in three
main areas within the Corridor:

•

•

•

West Adams Boulevard - There are 23 potential historic resources located along this street
throughout the study area. The resources are predominantly residential to the east of Crenshaw
Boulevard. Constructed between 1903 and 1914, these structures display a range of architectural
styles including Tudor Revival, Beaux Art, Gothic Revival and Mediterranean. From Crenshaw
Boulevard west, the potential historic resources are primarily commercial with some churches
and related facilities. Constructed between 1923 and 1936, these historic buildings reflect
commercial architectural styles popular at that time including Spanish Colonial Revival, Art Deco
and Zigzag Modeme.

Northern Crenshaw Boulevard - Between Venice Boulevard and the I-1O/Santa Monica
Freeway, there is a significant set of Craftsman-style residences lining both sides of Crenshaw
Boulevard. These 38 resources, built between 1910 and 1922, were identified as worthy of
protection.

Central Crenshaw Boulevard - A significant number of potentially historic commercial
resources are located between Exposition Boulevard and Slauson Avenue along both sides of
Crenshaw Boulevard. Primarily built between 1927 and 1949, the structures are predominately
designed in the Streamline and Postwar Modeme styles with some examples of Tudor, French
and Spanish Colonial revival designs. These historic resources complement and add to the
importance of this area's two National Register buildings - the former May Company and
Broadway Department Store structures.

The Corridor's five identified archaeological areas are located as follows:

•

•

•

•

•

Vicinity ofLa Brea Avenue between Jefferson Boulevard and Rodeo Road;

Area west of Crenshaw Boulevard between the former Exposition Railroad right-of-way and
Rodeo Road;

Vicinity of the intersection of Martin Luther King Boulevard and Crenshaw Boulevard;

Along Crenshaw Boulevard south of Vemon Avenue; and

Area southwest of the intersection of Aviation Boulevard and Manchester Avenue.
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Figure 4.3

Historic, Cultural and
Archaeological Resources
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d Cultu I RtedHit'Tbl4SD'a e .
eSl1~na s one an ra esourees, .

Resource Location
Jefferson Branch Library 2211 W. Jefferson Boulevard, Los Angeles
Centinela Adobe 7634 Midfield Avenue, Los Angeles
MavCompany 4001 Crenshaw Boulevard, Los Angeles
Broadway Department Store 4101 Crenshaw Boulevard, Los Angeles
State Landmark No. 363 - Centinela Springs Edward Vincent Park, Inglewood
No. 44 - Hangar No. I Building 5701 W. Imperial Highway, Los Angeles
No. 81 - Memorial Library 4625 W. OIYIDDic Boulevard, Los Angeles
No. 114 - Wilshire United Methodist Church 4350 Wilshire Boulevard Los Angeles
No. 169 - Residence of William Grant Still 1262 Victoria Avenue, Los Angeles
No. 170 - Paul R. Williams Residence 1690 Victoria Avenue, Los Angeles
No. 174 - ViIJage Green (Baldwin Hills Village) 5112-5595 Village Green, Los Angeles
No. 229 - Westminster Presbyterian Church 2230 W. Jefferson Boulevard, Los Angeles
No. 250 - The Ebell of Los Angeles Building 4400 Wilshire Boulevard, Los Angeles
No. 258 - Fitzgerald House 3115 W. Adams Boulevard, Los Angeles
No. 307 - Washimrton Irvin2 Branch Library 1803 S. Arlington Avenue, Los Angeles
No. 344 - Institute of Musical Art 3210 W 54w Street, Los Angeles
No. 417 - Gordon L. McDonough House 2532 5~' Avenue, Los Angeles
No. 419 - Walker Mansion 3300W. Adams Boulevard, Los Angeles
No. 477 - Briggs Residence 3734 W. Adams Boulevard Los Angeles
No. 478 - Guasti VillalBusby Berkeley Estate 3500 W. Adams Boulevard. Los Angeles
No. 479 - Grandville MacGowan House 3726 W. Adams Boulevard, Los An2eles
No. 487 - Sanchez Ranch 3725 Don Felipe Drive. Los Angeles
No. 496 - Lvcur2US Lindsav Mansion 3424 W. Adams Boulevard, Los Anl!:eles
No. 512-Cburch of the Advent 4976W. Adams Boulevard. Los An2eles
No. 578 - Emanuel Danish Evangelical Lutheran 4254-4260 Third Avenue, Los Angeles

Church
No. 620 - Leimert Plaza 4395 Leimert Boulevard, Los Anlle1es
No. 636 - C.A Fellows Residence 1215 Westchester Place. Los Angeles
No. 639 - Ruskin Art Club 800 S. Plymouth Boulevard Los An2eles
No. 654 - Craftsman Mansion 4318 Victoria Park Place, Los Angeles

Historic and Archaeological Resources Effects

To the extent that construction and operation of the Metro Rapid, BRT or LRT alternatives would occur
primarily within existing street rights-of-way, there would be no resulting physical impacts on historic or
cultural resources. Only if the resources were destroyed or altered. most likely through the acquisition of
required additional right-of-way for a rail system, would physical impacts occur. Physical impacts related
to potential acquisition of adjacent properties to provide sufficient right-of-way for rail operations and
station areas could occur within constrained portions of the Corridor. The at-grade and aerial segments of
the project alternatives may also result in visual and aesthetic impacts on historic and cultural resources,
especially in regard to the Crenshaw Corridor Craftsman Clusters.

The Crenshaw segment, with its constrained right-of-way between King Boulevard and Vernon Avenue
and adj~cent to Leimert Park, may have the most substantial impacts on the Corrid<?*'s historic and
cultu~ :~sources. In addition, the LRT alternative may affect two archaeological sites depending on the
extent {j( earthwork required: one in the vicinity of the intersection of King and Crenshaw Boulevards;
and another along Crenshaw Boulevard south ofVemon Avenue.

In the Inglewood segment of the Corridor, potential impacts to historic and cultural resources are
minimal. Operations within the former BNSF railroad right-of-way would not result in adverse effects as
this right-of-way has existed since the late 1800s. The only resource in this area - Centinela Springs - is
located adjacent to the right-of-way in Edward Vincent Park. There may be visual and aesthetic impacts
to this resoun;e, but the right-of-way has been used for rail operations for over 100 years.

There are no known historic, cultural. archeological or paleontological resources in the Hawthorne, LAX
and EI Segundo segments of the Crenshaw-Prairie Corridor.
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Future detailed environmental analysis, along with development of more detailed engineering plans, will
identify specific impacts and possible mitigation measures.

4.12 Parks and Recreation

The numerous parks situated within the Crenshaw-Prairie Study Corridor are presented below in Table
4.6 and illustrated in Figure 4.4.

Parks and Recreation Resources Effects

Construction and operation of the BRT or LRT alternatives would occur primarily within existing street
and railroad rights-of-way and would not physically impact any parks or recreational resources, with the
possible exception of minor alterations to Leimert Park (Resource No. 11). Leimert Park is discussed
separately below. Other park and recreation resources may be affected indirectly. Indirect effects could
include noise and conflicts between pedestrians and trains or buses. The introduction of a BRT or LRT
system may also have beneficial effects to parks and recreation facilities, allowing for better connectivity
between these community facilities and the community itself.

Table 4.6: Corridor Park and Recreational Resources
Resource Location

1. Harold A. Henry Park 890 S. Lucerne Boulevard, Los Angeles
2. Los Angeles High Memorial Park 4625 W. Olympic Boulevard, Los Angeles
3. Queen Anne Recreation Center 1240 Queen Anne Place, Los Angeles
4. Eleanor Green Roberts WestlPico Boulevards. Los Angeles

Aquatic Center
5. Saint Charles Park Saint Charles Place between Buckingham and Victoria, Los Angeles
6. 2110 Avenue Park 2413 2nd Avenue. Los Angeles
7. Leslie N. Shaw Park 2250 W. Jefferson Boulevard. Los Angeles
8. Vineyard Recreation Center 2942 Vineyard Avenue, Los Angeles
9. Rancho Cienega Sports 5001 Rodeo Road. Los Angeles

Center Park
10. Kenneth Hahn State S. La Cienega Boulevard.lLa Brea Avenue, Los Angeles

Recreation Area
11. Leimert Park 4395 Leimert Boulevard, Los Angeles
12. Van Ness Recreation Ctr. 5720 2110 Avenue, Los Angeles
13. North Park Hargrave StreetlWexham Way, Inglewood
14. Edward Vincent Park 700 Warren Avenue. Inglewood
15. Rogers Park N. Oak StreetIN. Eucalyptus Avenue, Inglewood
16. Queen Park Queen StreetlManchester Terrace, Inglewood
17. Darby Park 3400 W. Arbor Vitae Street, Inglewood
18. Ashwood Park Ash AvenuelI-405 Freeway, Inglewood
19. Carl E. Nielsen Youth Park Will Rogers StreetIYorktown Avenue, Los Angeles
20. Siminiski Park 9717 S. Inglewood Avenue, Inglewood
21. Lennox Park Lennox BoulevardJCondon Avenue, Lennox
22. Center Park W. III W Street, Inglewood
23. Eucalyptus Park Inglewood Avenue/Gale Avenue. Hawthorne
24. Hawthorne Memorial Park 3901 W. EI Segundo Boulevard., Hawthorne
25. Del Aile Park 12601 S. Isis Avenue. Los Angeles County

KORVEIRA W, A Joint Venture 4-24 January 2003



Crenshaw-Prairie Transportation Corridor
Major Investment Study

Figure 4.4

Parks and
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In the Crenshaw segment of the Corridor, Leimert Park may be physically affected by either alternative
due to the constrained right-of-way at this location. This narrow. curving portion of Crenshaw Boulevard
is bracketed on one side by an historic and cultural landmark (Family Savings & Loan Associates). and on
the other side by Lehnert Park. At-grade rail system operations are further constrained by a complex
three-way intersection configuration just south of the park. Further detailed engineering plans will need
to be developed to identify, evaluate and resolve specific physical impacts of at-grade operations on
Leimert Park. The LRT system could operate in mixed-flow conditions in this segment mitigating the
taking of two traffic lanes. Or, an approximately 1.5 mile LRT subway option from Martin Luther King,
Jr. Boulevard south to Leimert Park is currently being considered to alleviate the need to physically affect
the park.

Edward Vincent Park is another park located immediately adjacent to the BNSF railroad right-of-way in
the City of Inglewood. The railroad right-of-way adjacent to the park is sufficiently wide to support both
the BRT and LRT alternatives and no physical alterations to the park would be required.

No other parks within the Corridor Study Area are situated immediately adjacent to the proposed BRT or
LRT alignments and no physical effects to these parks is anticipated.

4.13 Hydrology and Water Resources

Water Bodies. Portions of both the concrete-lined Centinela Dominguez Creeks are located within the
Study Corridor, which are maintained by the Los Angeles County Flood Control District as flood
channels. The Pacific Ocean is approximately five to eight miles west of the Study Corridor.

Groundwater. The Study Corridor is located within the Central Groundwater Basin. which extends to the
northeast of the Newport-Inglewood Fault Zone. Fresh water aquifers occur in the Recent (younger than
10,000 years) and Pleistocene 00,000 to 2 million years old) deposits that comprise the upper portion of
this groundwater basin. The coarse-grained layers in the alluvial deposits underlying the proposed project
area are capable of absorbing, storing, transmitting and yielding water. Therefore, semi-perched, seasonal
groundwater can occur in these deposits. Groundwater is generally located at approximately 30 feet
below ground surface within the Study Corridor and is not known to be contaminated.

Flooding. According to Los Angeles County Maps, several portions of the Study Corridor Area are
within a designated 500-year flood plain: west of Crenshaw Boulevard from the 1-10 Freeway south to
Martin Luther King, Jr. Boulevard; east of Crenshaw Boulevard from Jefferson Boulevard to just north of
Slauson Avenue; and smaller designations located along southern portions of Crenshaw Boulevard and
Florence Avenue. A small portion of the northernmost segment of Crenshaw Boulevard (in the vicinity
of Olympic Boulevard) is within a lOO-year flood plain.

Tsunami, Inundation, and Seiches. Tsunamis are usually caused by displacement of the ocean floor
causing large waves, and are typically generated by seismic activity. A seiche is a standing wave in an
enclosed or partly enclosed body of water. Seiches are normally caused by earthquake activity, and can
affect harbors, bays, lakes, rivers and canals. Inundation is flooding caused by tsunamis or seiches.
Because the Study Corridor is not located within a coastal zone or within one-quarter mile of a body of
water, tsunamis, inundation and seiches are not a potential hazard.

Hydrology and Water Resources Effects

Water Bodies. The Centinela and Dominguez Creeks would not be adversely affected by any of the
proposed alternatives as both are well-distanced from the nearest areas of route construction.
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Groundwater. Construction of either the BRT or LRT alternative would not require excavation to depths
where groundwater would be encountered. A possible exception is the Martin Luther King-Leimert Park
LRT subway component option under consideration. Some dewatering may be required for this option
but not at substantial level which would result in adverse effects to groundwater recharge. None of the
proposed alternatives would result in altering the dynamics of groundwater flow.

Flooding. The proposed project alternatives would not increase or otherwise alter the existing flood
characteristics of the study area or region. Final engineering of the preferred alternatives would include
appropriate design and specifications for construction within designated flood plains.

Tsunam~ Inundation and Seiches. As stated above, because the Corridor study area is not located
within a coastal zone or within one-quarter mile of a body of water, tsunamis, inundation and seiches are
not.a potential hazard.

4.14 Biological Resources and Wetlands

Because of the urbanized and developed character of the Corridor study area, biological resources are not
expected to be substantially or significantly affected by the proposed project alternatives. The discussion
below outlines the primary biological resource impacts considerations in the Corridor.

The Study Corridor is one of the most densely developed and urbanized areas in the southern California
region. As a result, open space is largely limited to man-made parks. With the exception of the Baldwin
Hills, there are no natural open space areas within the Study Corridor. Portions of both the concrete-lined
Centinela Dominguez Creeks are located within the Corridor. The creeks are maintained by the Los
Angeles County Flood .. Control District as flood channels. There are no wetlands within the Study
Corridor.

Biological Resources Effects

Based on a search of the California Natural Diversity Database (NDDB), there are no sensitive species
within the areas affected by the proposed alternatives. The alternatives would not traverse any known
wildiife lnigration corridors or any riparian habitats or wetlands. The Cities of Los Angeles, Inglewood,
Hawthorne and EI Segundo do not list any Significant Ecological Areas (SEAs) or otherwise sensitive
habitat areas within the Study Corridor.

The Centinela and Dominguez Creeks would riot be adversely affected by either of the alternatives as
both are well distanced from the nearest areas of route construction.

Construction of the alternatives could require the removal of existing median and/or sidewalk trees in
so~ segments. ..In limited circumstances, the removal of median trees could adversely affect nesting
birds. However, no species within the Study Corridor are listed as threatened or endangered. Any trees
slated for removal or relocation would be evaluated prior to construction.

"

4.15 Environmental Justice

On February 11, 1994, President Clinton issued an "Executive Order on Federal Actions to Address
Environmental Justice in Minority Populations and Low-Income Populations." This Order is designed to
focus Federal attention on environmental and human health conditions in minority communities and low­
income communities. The Order is further intended to promote non-discrimination ~n Federal Programs
substantially affecting human health and the environment and to provide for information access and
public participation relating to such matters.
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The primary focus of an Environmental Justice analysis is determining whether a project would result in
disproportionate impacts to minority and/or low-income populations. As detailed earlier in this MIS, the
Crenshaw-Prairie Corridor has a high percentage of both minorities and low-income households.
Therefore, the environmental effects of the proposed project alternatives would inherently
disproportionately affect those populations. However, public transportation projects are beneficial to low­
income households because of the reliance those individuals have on public transit for mobility. While the
environmental impacts associated with this alternative would be disproportionately distributed to both
low-income and minority households, the result of an improved transit system for those individuals is
considered beneficial. The potential environmental consequences of the proposed project would not
outweigh the benefits of installing an improved public transportation system to an area of target users.
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5.0 COST ANALYSIS

This section presents the capital and operating and maintenance cost estimates for the proposed
alternatives under consideration. It also describes the vehicle requirements to support implementation of
the Final Set of Alternatives that includes the No Build, Metro Rapid, Bus Rapid Transit (BRT) and Light
Rail Transit (LRT) alternatives.

5.1 Analytical Overview

The cost of a transportation investment falls into two categories: capital costs, and operating and
maintenance costs. Capital costs are the expenses associated with the design and construction of the
dedicated lane/guideway and station construction, vehicles, and any system facilities required for project
initiation. Operating and maintenance costs are those related with the day-to-day operating of the
proposed transportation service. These costs include labor, vehicle maintenance and overall transit
facility maintenance.

The overall objective of the Crenshaw-Prairie Corridor MIS was to develop and assess a full range of
transportation alternatives, and identify a preferred strategy, or phasing of strategies, which addresses
Corridor mobility needs and capacity requirements in the year 2025 and beyond. The resulting MIS level
of cost analysis is based on conceptual engineering drawings and operational plans. It provides
information at a level sufficient to differentiate between the alternatives and can be used as a guideline for
informed decision-making. During any subsequent preliminary engineering efforts, system components
and requirements will become more detailed. Revised cost assessments will be prepared accordingly, and
described in any subsequent future Environmental Impact ReportlEnvironmental Impact Statement
(EIRIEIS) efforts.

The No Build Alternative does not have any associated capital costs, or operating and maintenance costs
for comparative purposes as they are considered to be within the overall financial capability as reflected
in the MTA's adopted FY 2001 Budget and 2001 Long Range Transportation Plan. While capital and
operating and maintenance costs have been identified for the Metro Rapid Alternative, a majority of these
costs would not be incurred by the Crenshaw-Prairie Corridor Project, and are provided solely for
comparison among the alternatives under consideration. Expansion of the Metro Rapid Program serving
the Study Corridor has been addressed by other MTA planning and funding documents including
September 2002 Board Action adopting the Metro Rapid Five-Year Implementation Plan as reflected in
the adopted 2001 Long Range Transportation Plan.

5.2 Capital Costs

Capital costs are the expenses associated with design and construction of the transit service alternatives
and include acquisition of right-of-way, dedicated lane/guideway and station construction, vehicles,
system equipment, maintenance facilities, environmental mitigation requirements, .urban design
considerations, supporting access facilities such as park-and-ride lots and other components of the project.
The estimates were based on a conceptual level of engineering analysis evaluating the implementation of
a Metro Rapid system, BRT service operating primarily in a dedicated lane/right-of-way configuration,
and a primarily at-grade, double-track LRT guideway system operating in a dedicated lane/right-of-way
configuration.

Initial capital costs were developed by estimating quantities for individual line items required to build and
operate an alternative based on conceptual drawings or route descriptions, and then by applying
standardized rates. The order-of-magnitude cost estimates presented in this section reflect current MTA
unit costs and FY 2002 dollars. Costs for the BRT alternative were based on projects being developed at
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MTA and consultant team engineering judgment. Certain percentages, commonly called "soft costs"
were applied to the unit costs to develop the total cost for each alternative. These percentages provide a
way to account for costs such as design services, insurance, artwork and project contingencies. In
general, a 20 percent contingency of the total construction costs was applied to each of the various
categories of the BRT and LRT alternatives with two exceptions. For vehicles 15 percent of the vehicle
costs was applied, and for right-of-way acquisitions 25 percent of total right-of-way costs was applied.
The capital costs for the BRT and LRT options include a percentage allocation for related streetscape and
urban design improvements to enhance transit system usage and integration with adjacent commercial
districts and residential neighborhoods. The set-aside amount was based on two percent of the dedicated
lane/guideway and structures cost estimate. The fmal, appropriate project percentage will be identified in
further study efforts.

5.2.1 Bus Vehicle Requirements

Table 5.1 below presents the bus requirements for each alternative. The cost of additional buses was
included in the capital cost, whereas the cost of operating these additional buses was included in the
operating and maintenance costs. The total MTA peak buses were identified from the MTA model
ridership runs and then were adjusted per the recommended headway equilibration based on a Peak Load
Analysis. The resulting number of peak. buses was then further increased by 20 percent to allow for spare
buses to arrive at a total MTA active fleet size for the Corridor. There are vehicle requirement differences
between the alternatives not only in the reconunended fleet size to best serve the Study Corridor, but also
in the mix of proposed bus types. The bus fleet serving the BRT Alternative is recommended to include
articulated buses operating in a dedicated lane or right-of-way configuration to best serve the significant
forecast ridership on one of the BRT branch lines.

tsfB V hi I RT hi 51 Sa e . ummaryo us e ce eqmremen. .
Vehicle Descqption

. ... .... No Build ..... .Metro;Rapid ·.BRT LRT
'.',:, ,Alternative Alternative Alternative

Total MfA active fleet 2,320 2,427 2,457 2,411
Incremental MTA Buses to No Build -- 107 137 91

Incremental MTA Buses to Metro Rapid -- - 30 -16
lneremental MTABuses to NoBuiJtl by T'Jpe '.' ,

Articulated (60-foot) buses -- 0 45 0
Standard buses -- 107 92 91

Total MTA Buses -- 107 137 91
IneremenJalMTA Buses to MetroRJUlitlAltenuttive biType .,'

"
'....

" :

Articulated (60-foot) buses -- -- 45 0
Standard buses -- -- -IS -16

Total MTA Buses -- -- 30 -16

The No Build Option was projected to require a total of active peak. fleet size of 2,320 in year 2025 to
serve the existing bus system currently in use with service improvements as required to meet forecast
2025 ridership demands. This includes improvements to the existing alignments and operating schedules
of the approximately 48 MTA bus lines serving the Crenshaw-Prairie Corridor. No articulated buses are
assumed to operate within the Study Corridor under No Build conditions.

The Metro Rapid Alternative, providing a network of approximately seven Metro Rapid lines serving the
Corridor, was forecast to require a total of 107 additional standard buses over those required under the No
Build Option.

The BRT Alternative, which would allow some Metro Rapid routes to take advantage of operating in a
dedicated lane or right-of-way, was projected to require 137 more buses than the No Build Option and 30
additional vehicles over the Metro Rapid Alternative. One of the proposed BRT routes - Crenshaw/
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LAX/Green Line - was projected to have such high passenger loads that articulated buses were indicated.
The BRT Alternative's fleet mix of buses has been identified to vary from the No Build and Metro Rapid
options as follows: 45 articulated buses and 92 more standard buses than the No Build Alternative; and 45
articulated buses and 15 less standard buses than the Metro Rapid Alternative.

The LRT Alternative, consisting of the Metro Rapid service network and two LRT lines primarily
operating in dedicated lane or right-of-way service, was forecast to require 91 more buses than necessary
under the No Build Option and 16 less buses than required by the Metro Rapid Alternative. The LRT
Alternative's fleet mix of buses is similar to that of both the No Build and Metro Rapid options.

5.2.2 Rail Vehicle Requirements

While the No Build option requires no additional rail vehicles for the operation of the three rail lines
serving the Study Area, the three alternatives under consideration required a varied number of new rail
vehicles. Both the Metro Rapid and BRT alternatives were forecast to require six new rail cars to serve
the proposed 1.3-mile Metro Green Line extension north to approximately Century Boulevard to serve
LAX. The LRT Alternative, providing rail service on 11.4 Corridor miles, was projected to require 22
new vehicles over the No Build Option and 16 more than the Metro Rapid Alternative.

5.2.3 Storage and Maintenance Facilities

The capital cost estimates presented below indicate a placeholder cost for storage and maintenance
facilities, including right-of-way acquisition, for both the BRT and LRT alternatives. While the cost of
yard facilities associated with the BRT and LRT options was included in the capital cost estimates, the
final decision on where to locate these facilities and how to allocate their cost should be made within the
larger framework of the entire MTA transit system, rather than on a corridor-by-corridor basis.
Consolidation of MTA system-wide bus and rail maintenance and storage needs may present a more cost­
effective solution. Based on further policy and cost analysis, a decision may be made to provide for
overnight storage of vehicles within the Corridor, with maintenance occurring elsewhere in consolidated
bus and rail facilities. For the BRT Option, an opportunity exists to coordinate storage and maintenance
requirements, particularly for the articulated buses, with future Wilshire Boulevard BRT service
decisions. Crenshaw LRT storage facilities could be provided within the Corridor to reduce service
deadhead time, while maintenance facilities could be shared with the Metro Green Line or the future
Exposition LRT Line.

A storage and maintenance facility was not costed for the Metro Rapid Option as it was assumed that the
additional vehicles could be served by existing MTA yard facilities such as the Division 10 facilities
located at Macy Street and Mission Road in Downtown Los Angeles. In addition, the Metro Rapid
Program expansion both within and beyond this Corridor is being addressed by other MTA actions.

5.2.4 Corridor Segments
,;

Capital cost estimates for the BRT and LRT alternatives were divided into the four project corridor
segments presented below in Table 5.2 to allow for consideration of Minimal Operable Segments (MOSs)
in the identification of a preferred transportation strategy or phasing of strategies, which addresses
Corridor mobility needs and capacity requirements in the year 2025 and beyond. The Corridor segments
also represent the two service branches of the BRT and LRT options:

•
•

Crenshaw/LAX/Metro Green Line - Segments A, B and C; and
Crenshaw/Hawthorne - Segment D along La Brea Avenue and Hawthorne Boulevard for the
BRT Alternative, and Prairie Avenue and Hawthorne Boulevard for the LRT Alternative.
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tsU d' C tE tim teT bl 52 C °d Sa e . orr. or eemen se ID os s a s. .
SeemeDt > ..... ... BRTAlternative ... .·....LRTAlternative ...

A Wilshire Boulevard to Crenshaw BoulevardJ: Exposition Line LRT Station to Crenshaw
BNSF Railroad ROW BouievardIBNSF Railroad ROW

B Crenshaw BoulevardIBNSF Railroad ROW to Crenshaw BoulevardIBNSF Railroad ROW to
110' south of 98th Street 170' north of98tb Street

C 110' south of 98 th Street to Metro Green Line 170' north of 98w Street to Metro Green Line
Aviation Station Aviation Station

D Crenshaw BoulevardIBNSF Railroad ROW to Crenshaw BouievardIBNSF Railroad ROW to
HawthomelEl Segundo Boulevards HawthomelEl Segundo Boulevards

Under the BRT Alternative, either branch could be implemented as a first phase. Given the outstanding
issue of freight rail operations on the BNSF Railroad right-of-way that may preclude BRT operations on
an interim basis, a decision could be made to implement the CrenshawlHawthorne Branch first providing
immediate BRT service south from Wilshire Boulevard to Koreatown, the Crenshaw District, Downtown
Inglewood and Hawthorne, with connections with the Red Line in the north and the Green Line in the
south.

For the LRT Option, a decision could be made to proceed first with the CrenshawlLAXlMetro Green Line
Branch, while deferring implementation of the CrenshawlHawthorne Branch. If the Crenshaw LRT Line
is operated as a northern extension of the Metro Green Line, the CrenshawlMetro Green Line Branch
would provide a direct Green Line service connection from an existing system component (Y-connector)
that was constructed to allow for the future northern extension of the Green Line.

The adopted 200] MTA Long Range Transportation Plan includes extension of the Metro Green Line
north to approximately Century Boulevard, which is represented in the conceptual capital cost estimates
presented below in Table 5.3 as Segment C. This system extension was assumed to be funded through
LAX Master Plan efforts that are on-going at this time.

For the BRT Alternative, a range of initial capital costs was identified for two project elements: widening
of the 1-10 Bridge to accommodate dedicated lane operations; and reuse of the former BNSF Railroad
right-of-way for bus operations. The resulting cost range is presented below in Table 5.3 to allow for an
informed comparison among the alternatives. During any subsequent preliminary engineering efforts,
system components and requirements would become more detailed in consultation with Caltrans, the City
of Los Angeles and the BNSF Railroad as appropriate. Revised cost assessments would be prepared
accordingly, and described in any subsequent future Environmental Impact ReportlEnvironmental Impact
Statement (EIRIE1S) efforts.

The on- and off-ramps at the current Crenshaw Boulevard crossing of the 1-10 Freeway have been
identified as possibly substandard and may require reengineering with associated property acquisition.
The lower end of the range ($2.9 million) identifies the cost to reconstruct the bridge to accommodate two
additional travel lanes for dedicated BRT operations. The higher end ($40 million) begins to quantify the
cost of a more extensive reconstruction of the ramps, along with associated property acquisition, and may
be conservative.

Table 5.3 also presents a range of initial capital cost estimates reflecting the three possible BRT operating
scenarios related to the use of the railroad right-of-way:

• Freight rail operations removed permanently with conversion of the right-of-way solely to BRT
operations;
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Figure 5.1

Corridor Segments
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• Freight rail operations remain with BRT service operated through a temporal separation
agreement (e.g., BRT service would run 6:00 AM - 9:00 PM with freight rail operations between
9:01 PM - 5:59 AM); and

• Freight rail operations retain full utilization of the railroad right-of-way with BRT service
operations occurring on adjacent Florence Avenue and Aviation Boulevard.

BRT operations on adjacent city streets would be the least expensive of the options with an estimated cost
of $64.8 million identified for street-related and other operational improvements. Converting the former
railroad right-of-way to BRT service-only was estimated to cost $88.2 million utilizing unit costs similar
to those identified for the San Fernando Valley BRT System currently being designed. The cost may be
higher as some acquisition may be required along narrow sections of the right-of-way, but in many cases
the adjacent width may be gained from underutilized side streets and/or parking. Co-use of the right-of­
way by both freight rail and high speed bus service was identified as the most costly at $101.2 million due
to the need for physical improvements (asphalt and trackwork) and safety requirements to allow for the
joint operations.

T bl 5.3 I ·tial Ca ·tal C t Estimates f Build S ste Alte ti (FY 2002 DoUa )a e . m lPI os 0 iV! m rna yes rs.
Segment BRT Alternative

..
, LRT Alternative

Miles Cost Cost Per Miles Cost Cost Per
Mile Mile*

(Millions) (Millions) (Millions) (Millions)
A 6.1 $107.4 $17.6 3.1 $210.8 $68.0
B 4.1 64.8-101.3 15.9-24.7 3.9 265.2 68.0
Widening 1-10 Bridge 2.9-40.0 .\ , ......

Subtotal 10.2 $175.1- 248.7 17.2 -24.4 7.0 $476.0 68.0
D 3.3 52.1 15.8 4.4 299.2 68.0

Subtotal 13.5 $227.2 - 300.8 16.8 - 22.3 11.4 $775.2 68.0
Vehicles 80.7 101.2

Subtotal $307.9 - 381.5 $22.8-28.3 $876.4 $76.9
Yard 27.5 .. ,. ....,... 50.0

Total~ $335.4 - 409.0 $24.9- 30.3~ $926.4 $81.3
C (Funded by others) 1.3 72.8 1.3 72.8

Total 14.8 $408.2 - 481.8 $27.6-32.6 12.7 $999.2 $78.7
* LRT capItal costs were reVIsed to reflect the latest MTA cost per IDlle figures.

The conceptual level capital cost for the 13.5-mile Corridor BRT System was identified as ranging
between $335 and 409 million. The total system cost breaks down to $227 - 301 million for construction
with $81 million identified for vehicles (standard and articulated buses) and a placeholder cost of $27.5
million for a related storage and maintenance yard. Combining the Crenshaw BRT yard facilities with
other regional bus system facilities would reduce the Corridor's BRT System cost to $308. - 382 million.
Clarification of the 1-10 Freeway bridge widening requirements and the freight rail utilization of the
railroad right-of-way would further resolve this alternative's total cost.

The BRT Alternative's lowest cost operations ,occur within the Corridor's street right-of-way - $15.8­
17.6 million per mile depending on the location - and the most expensive portion occurs with the use of
the railroad right-of-way for either BRT-only use ($21.5 million per mile) or joint freight rail-BRT
operations ($24.7 million per mile). Segment D - running south from the railroad right-of-way in mixed­
flow operations on La Brea Avenue to Manchester Boulevard and then in curbside or median operations
along the wide right-of-way of Hawthorne Boulevard - has the lowest cost per mile. Use of the railroad
right-of-way to accommodate both freight rail and BRT operations results in the highest per mile cost.
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The conceptual-level capital cost for the 11.4-mile Conidor LRT System Alternative was identified as
$926.4 million. The total cost breaks down to $775.2 million for system construction with $101.2 million
identified for vehicles (buses and rail cars) and a placeholder cost of $50.0 million for a related storage
and maintenance yard. Combining the Crenshaw LRT yard facilities with other regional rail system
facilities would reduce the Conidor's LRT System cost to $876.4 million. The per mile capital cost is
based on MTA's current estimated cost of $68.0 million per mile for all at-grade light rail service,
whether in an existing street right-of-way or along an existing rail right-of-way.

The decision may be made to implement only one branch of the two branch BRT or LRT systems. The
discussion below and the cost information presented below in Tables 5.4 and 5.5 identify the conceptual
level capital cost broken down by branch.

Table 5.4: Initial Ca ital Cost Estimates for the CrenshawlLAXlGreen Line Branch Alternatives
BRT Alternative LRT Alternative

68.0
68.0

$78.4

265.2

73.0
$476.0

$549.0

$17.6 3.1 $210.8 $68.0

Cost Cost Per Miles Cost Cost Per
M~ M~

(Millions) (Millions) (Millions)

2.9-40.0
$107.4

77.8

(Millions)

64.8 -101.3
$175.1- 248.7

$252.9 - 326.5

6.1

Miles

Total

Subtotal

A
Widenin

Segment

Vehicles

B

Looking at the cost of two branches of the BRT System separately, the 1O.2-mile CrenshawlLAXlGreen
Line Branch - representing 75 percent of the proposed BRT System - was estimated to cost $253 to 327
million or 82-86 percent of the total system cost. The I1.O-mile CrenshawlHawthorne BRT Line Branch
- representing 81 percent of the BRT system - was identified to cost between $249 to 300 million or 79­
81 percent of the total system cost. The per mile cost ranges between $25 to 32 million for the LAX
Branch and $23 to 27 million per mile for the Hawthorne Branch. The higher cost for the LAX Branch
reflects the higher cost of converting the railroad right-of-way to BRT operations compared to the lower
cost of operating within the existing street right-of-way particularly the wide cross-section of Hawthorne
Boulevard.

Table 5.5: Initial Ca ital Cost Estimates for the CrenshawlHawthorne Line Branch Alternatives

68.0
68.0

$75.1

$68.0
60.6

68.0
299.2

$638.6

$578.0

$17.6 $68.0

Cost Cost Per Cost Cost Per
Mile MUe

(Millions) (Millions)

61.0

52.1

$107.4
(Millions)

2.9-40.0
25.3 - 39.5

. BRT Alternative LRT AlternatiVe

$187.7 - 239.0

$248.7 - 300.0

6.1

1.6
3.3

11.0

MUes

Subtotal

Total

Segment

Vehicles

Evaluating the cost of the two branches of the LRT System separately, the 7.0-mile CrenshawlLAXl
Green Line Branch - representing 61 percent of the proposed LRT System - was identified as costing
$476.0 million. The 8.5-mile CrenshawlPrairielHawthorne Branch Line - representing 75 percent of the
total system - was estimated to cost $578.0 million.
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Analysis was performed to evaluate the capital cost impacts of any future extension of Crenshaw LRT
service north to Wilshire Boulevard in at-grade operations. Extending the Crenshaw/Green Branch Line
would operate in dedicated lane service north from the proposed terminus with the Exposition LRT Line
to Adams Boulevard where, due to the narrow street right-of-way width, LRT service would continue in
mixed-flow operations to its terminus at Wilshire Boulevard. Resulting in a 9.9-mile Crenshaw LRT
system, the additional 2.9-mile at-grade section was estimated to cost $197.2 million. Extension of the
Metro Red Line west from its current terminus at the WilshirelWestem Station to a future
Wilshire/Crenshaw Station - 0.6-miles of subway construction - was projected to cost $210.0 million for
a total of $883.2 million.

Alh LRTSti CT hI 5 6 I ·tial Ca 'tal C E'a e . m lPI ost stimates or rens aw " stem ternatives. .
Option Total System Conceptual Cost· .. Cost Per Mile

MUes (Millions) (Millions)
LRT (Base Option)
Exposition LRT Line to Metro Green Branch Line 7.0 $476.0 $68.0
LRTextended north toWiJShireBoUIevard - With;mixecMlowoperatioDS ,>
LRT Base Ootion 7.0 $476.0 $68.0
Mixed-flow operations 2.9 $197.2 $68.0
Subway operations - Metro Red Line extended west 0.6 $210.0 $350.0
to Wilshire/Crenshaw

Total 10.5 $883.2 $84.1

The cost of extending LRT service north with a segment of subway operations to avoid impacts to the
existing constrained street right-of-way was also identified, even though precluded at this time due to
unresolved technical challenges in addressing underground hazardous gases. Extending Crenshaw LRT
service north would operate in a combination of at-grade, dedicated lane service for 0.7 miles north from
the proposed terminus with the Exposition LRT Line to Adams Boulevard. Then the LRT Line would
transition to subway operations under the 1-10 Freeway and the constrained section of Crenshaw
Boulevard to connect with the future Wilshire/Crenshaw subway station. Resulting in a 14.4-mile
system, the additional 2.9-mile section was estimated to cost a total of $797.6 million - $68.0 million for
the at-grade segment and the $750 million for the 2.2-mile subway segment with four subway stations.
The Crenshaw LRT System cost would be $1.3 billion along with $210.0 million for extending the Metro
Red Line to a new Wilshire Crenshaw for a total of $1.5 billion.

5.3 Operating and Maintenance Costs

Operating and maintenance (O&M) costs were identified using the MTA's O&M cost model. This model
was developed to estimate the O&M costs for MTA's Bus, Blue Line, Green Line and Red Line operating
transit modes, as well as to support department costs related to operations. The MTA O&M cost model
estimates staffing requirements, labor costs and non-labor expenses by transit mode (e.g., Bus, Blue Line,
Green Line, Red Line) and department within each mode. The model is calibrated to MTA's FY 2001
Adopted Budget. Overhead costs are allocated to the transit modes based on the allocations made for
MTA's Adopted Budget. The model uses operating characteristics (e.g., peak vehicles, number of
stations, passengers) to determine future costs. As future operating plans change (e.g., new services are
implemented) costs will change accordingly.

The model meets Federal Transit Administration (FfA) guidelines for estimating operating costs. These
guidelines specify that costs are computed by estimating labor and materials required to provide a given
level of service, and then unit costs are applied to the forecast future labor and material cost items. O&M
costs were calculated based on operating characteristics for each mode, rather than for all modes
combined. Each reported labor and non-labor expense was calculated separately, which ensures that
equations are mutually exclusive and cover all operating costs. Most cost items are variable and cost
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estimates will change with projected revisions to MTA service. The model calculates costs separately for
each labor and non-labor item in MTA's FY 2001 Adopted Budget. The driving variables used in MTA's
operating and maintenance cost model are presented below in Table 5.7.

In the O&M cost model, Metro Rapid bus service is costed the same as standard bus service. BRT
services also are based on standard bus service costs, but BRT station maintenance is presumed to be
somewhat higher than standard bus stop maintenance. For study purposes, an annual cost of $25,000 was
added for each BRT station.

For articulated buses, a premium of eight percent is applied to bus costs based on the proportion of the
bus fleet that is articulated. This premium is based on 2000 budget data provided by King County Metro
(Seattle). The premium reflects only daily operations and maintenance costs and does not include other
special aspects of articulated bus operations such as training, equipment, vehicle parts, special tools or
other start-up costs.

(O&M) Cost Mod I V . bltin & MainteT bl 57 0a e . .pera l2 nance e ana es. .
Input Statistic ..... ········Bus . BRT Rail
Annual Boardings (Unlinked passengers) X X X
Peak Vehicles X X X
Active Fleet Vehicles X X X
Operating Divisions X X X
Annual Revenue Bus/Car Miles X X X
Annual Revenue Busffrain Hours X X X
ContractlBDOF Service Hours X X
Route Miles X
At-Grade Stations X X
Elevated Stations X
Subway Stations X
Total Stations X
Automated Operation (Green Line) X

For each alternative, O&M costs were calculated for the entire MTA system of Bus, Red Line, Green
Line and Blue Line service. Table 5.8 below presents the conceptual annual operating and maintenance
cost estimates for each alternative in FY 2001 dollars. While there are small variations in Blue Line and
Red Line costs among the alternatives (due to fluctuation in patronage among the study options), the main
changes in O&M costs occur in the MTA bus category and Green Line operations.

The costs were fIrst estimated for the No Build Alternative. The costs for the build alternatives were then
estimated for the forecast year 2025 in FY 2001 dollars. The build alternatives include not only the
operation and maintenance costs for the BRT and LRT service, but also incorporate the cost of the Metro
Rapid Alternative that provides a grid-system of Metro Rapid service throughout the Corridor.

The 2025 No Build Option was forecast to cost $923.3 million in annual operating and maintenance costs,
which was divided between $712.1 million for MTA bus operations, and $211.2 million for MTA rail
operations countywide.

The Metro Rapid Alternative was estimated to cost $956.3 million annually to operate, or approximately
$33.0 million more than the No Build Option. The projected annual O&M costs were divided between
$738.0 million for MTA bus operations, and $218.3 million for rail service. 'This forecast cost
represented a $25.9 million increase in bus operating costs and a $7.1 million increase in rail system costs
over the No Build Option. The bus service increase (four percent) reflected operational costs for the
expansion of Metro Rapid service along seven routes serving the Corridor, while the rail service cost
increase (three percent) supported expanded Metro Green Line operations north to Century Boulevard.
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(FY 2001 D lla )cdMa'alMTAOTable 5.8: Annu ~peratinean mtenance osts 0 rs
Mode No Build ., Metro Rapid BRT LRT

Alternative Alternative Alternative
.....

(Millions)'(Millions) (Millions) (Millions)
MTABus $712.1 $738.0 $741.1 $734.4
Blue Line 104.4 104.5 104.5 105.7
Green Line 32.2 39.1 39.1 54.0
Red Line 74.6 74.7 74.7 74.7

Total O&M Cost $923.3 $956.3 $959.4 $968.8
Incremental Cost versus ~- $33.0 $36.1 $45.5
No Build
Incremental Cost versus -- -- $3.1 $12.5
Metro Rapid

The BRT Alternative was forecast to annually cost $959.4 million to operate, or $36.1 million more than
the No Build Option and an increase of $3.1 million over the Metro Rapid Alternative. The projected
annual O&M costs were divided between $738.0 million for MTA's bus operations, and $218.3 million
for rail service. The forecast bus service cost increase of four percent over the No Build Option reflected
the expansion of Metro Rapid service operating as a supporting network feeding the two proposed BRT
lines. The forecast O&M cost for the BRT Alternative was $3.1 million more costly to operate than the
Metro Rapid Alternative reflecting the increase in bus fleet size (30 more buses), along with the
introduction of articulated vehicles to accommodate increased demand. Similar to the Metro Rapid
Option, the BRT Alternative cost represented an annual increase in rail system costs of $7.1 million over
No Build conditions.

The LRT Alternative was estimated to cost $968.8 million annually to operate, or $45.5 million more than
the No Build Option, and an increase of $12.5 million over the Metro Rapid Alternative. The projected
annual O&M costs were divided between $734.4 million for MTA bus operations, and $233.4 million for
rail service. Under the LRT Option, the forecast bus service cOst represented a $22.3 million (three
percent) increase over No Build conditions, supporting the operation of 91 additional buses. The bus
O&M:cost for the LRT Alternative represented a $3.6 million (0.5 percent) decrease from the Metro
Rapid Alternative, reflecting 16 less buses operating in the Corridor.

The LRT annual rail O&M cost represents an annual increase of rail system costs of $23.2 million over
the No Build Option and an increase of $16.1 million over the rail costs included in the Metro Rapid
Alternative. The largest increase in rail O&M costs - 38 percent over the Metro Rapid Alternative ­
would support expansion of Metro Green Line operations.

Analysis was performed to evaluate the O&M cost impacts of any future extension north to Wilshire
Boulevard in at-grade operations along with other related MTA System cost impacts. As shown below in
Table 5.9, any extension of Crenshaw LRT service would result in an increase in annual O&M costs.
Operation of the LRT Base Option with extension of Exposition LRT service to its proposed terminus in
Santa Monica was estimated to cost $983.7 million annually. This represents a $60.3 million increase
over the No Build Option, $27.7 million more than the Metro Rapid Alternative and $14.9 million in
addition to the LRT Base Option. The increase beyond the Base Option reflects additional Metro Green
and Blue Line operational costs balanced with a minor decrease in MTA bus system costs.

Extension of the LRT Base Option north to Wilshire Boulevard, with the Metro Red Line operating to its
current terminus at WilshirelWestern, was projected to cost $972.0 million annually to run. This is an
increase of $48.7 million beyond the No Build Option, $15.7 million more than the Metro Rapid
Alternative and $3.2 million in addition to the LRT Base Option. The cost increase over the Base Option
was due to an increase in Metro Green Line service as the Crenshaw LRT would be interlined to operate
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north through the Crenshaw District and then west along the Exposition LRT right-of-way to Santa
Monica.

C ts (FY 2001 Doll )dM'tetiIMTAOAT bi 5 9 LRT 0 tia e . 'pl0ns- nnua 'pera ngan am nance os ars. .
MOde LRT LRT LRT LRT

Base Option Base Option Extension north to '. Extension north to
ExpoLRTto With Extension of Wilshire W:lth No Wilshire With
GreenUne Expo LRT to RedLfue Red Line

Santa Monica Extension Extension
" (Millions) (Millions) (Millions) (Millions)

MTABus $734.4 $731.3 $734.3 $734.2
Blue Line 105.7 116.7 105.5 105.3
Green Line 54.0 61.1 57.9 60.7
Red Line 74.7 74.5 74.3 76.3

Total O&M Cost $968.8 $983.7 $972,0 $976.5
Incremental Cost versus $45.5 60.3 48.7 53.2
No Build
Incremental Cost versus $12.5 $27.4 $15.7 $20.2
Metro Rapid
Incremental Cost versus .. $14.9 $3.2 $7.7
LRT Base Option

With extension of the LRT Base Option north to Wilshire Boulevard and the Metro Red Line operating to
a new terminus at Wilshire/Crenshaw, this system option would cost $976.5 million annually to run. This
represents an annual increase of $53.2 million over the No Build Option, $20,2 million beyond the Metro
Rapid Alternative and $7.7 million in addition to the Crenshaw LRT Base Option. The additional cost
beyond the Base Option reflects a substantial increase over Metro Green Line ($6.7 million) and a minor
increase in Metro Red Line ($1.6 million) operations balanced with a minor decrease in MTA bus and
Metro Blue Line costs.
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6.0 COMPARISON OF ALTERNATIVES

The Final Set of Alternatives was evaluated through a conceptual technical and environmental setting
analytical effort. This analysis was intended to provide the public and decision~makers with a technical
basis to select the most viable transportation strategy, or phasing of strategies, which would address
Corridor mobility needs and capacity requirements in the year 2025 and beyond, while being sensitive to
community, environmental and economic development concerns. This conceptual level of analysis
identified a range of technical information for each of the MIS alternatives including the following:

•
•
•
•
•
•

Peak hour transit capacity
Daily boardings
New daily transit trips
Average and maximum operating speed.
Capital cost per alternative
Annualized operating costs per alternative.

The following presents a summary of the analytical results discussed in other sections of this report
organized by the following seven evaluation categories:

1. Mobility Improvements
2. Environmental Impacts and Benefits
3. Operating Efficiencies
4. Transportation System Benefits or Cost Effectiveness
5. Land Use and Economic Considerations
6. Public Support
7. Other Factors relevant to the success of the proposed project.

6.1 Mobility Improvements

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. The ability to move quickly and efficiently in the Crenshaw-Prairie Corridor,
both now and in the future, was identified and evaluated as follows:

•
•
•
•
•
•
•
•
•

6.1.1

Corridor activity centers and/or destinations served by each alternative
Employment access
Low income households served by each alternative
Travel times for major origin-destination pairs
Transfers required for travel between major origin-destination pairs
Operating speeds
Peak period transit system capacity
Travel options
Forecast ridership.

Activity Centers amI Pestinations

The Crenshaw-Prairie Corridor is an approximately ten-mile long, north-south oriented corridor that
covers portions of four cities - Los Ang~les, Inglewood, Hawthorne and EI Segundo. The Corridor runs
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from the Park Mile area of Los Angeles on the north, south through Koreatown and the Crenshaw District
to Downtown Hawthorne and west through Downtown Inglewood to the Los Angeles World Airport and
EI Segundo area. The Study Area's key activity, employment and transportation destinations include:

•

•
•

•

•
•
•

•
•

A major regional transportation facility with related employment destinations - Los Angeles
World Airport;
Two civic centers - Downtown Inglewood and Hawthorne;
Three concentrations of office development - Wilshire Boulevard, Downtown Inglewood and EI
Segundo;
Four shopping centers - the Mid-Town Shopping Center, Baldwin Hills/Crenshaw Plaza, Santa
Barbara Plaza (the recently approved Marlton Square Project) and the fonner Hawthorne Plaza;
Three shopping districts - Koreatown, the Crenshaw District and Downtown Inglewood:
Two regional entertainment venues - the Great Western Forum and Hollywood Park;
Three hospitals - Daniel Freeman Memorial Hospital, Centinela Hospital and Robert F. Kennedy
Medical Center;
Two regional parks - Leimert Park and Edward Vincent Park; and
Two major churches - West Angeles Church and Faithful Central Bible Church (now housed in
the Forum).

The number of Corridor activity centers and destinations served by each alternative is presented in Table
6.1 and discussed below.

Se db EachAIT bl 61 C 'd A ti 't C t sIDe 'a e , om or c VHy en er stinations rYe )V temative. .
Destination No Metro BRTAltemative LRT Alternative

Build Rapid Crenshawl Crenshawl Crenshawl Crenshawl
LAX! Hawthorne··· LAX! Prairie!

Green Line Green Line Hawthorne
LAX ~ ~ ~ ~

In~lewood Civic Center ~ ~ ~ ~

Hawthorne Civic Center ~ ~ ~ ~

Wilshire Boulevard ~ ~ ~ ~

Downtown Intdewood ~ " ~ " "El Se~undo " ~ ~ ~

Mid-Town Shoppin2 Center ~ ~ ~ ~ ~ ~

Baldwin Hills/Crenshaw PI. ~ ~ ~ ~ ~ ~

Santa Barbara Plaza ~ ~ ~ " ~ ~

Hawthorne Plaza ~ " " "
Koreatown ~ ~ " ~

Crenshaw District ~ " ~ ~ ~ ~

Downtown In2lewood ~ ~ ~ ~ ~

Great Western Forum ~ ~

Hollywood Park ~ ~

D. Freeman Mem. Hospital ~ "Centinela Hospital ~ ~

RFK Medical Center ~ ~ " ~

Leimert Park ~ ~ ..- ..- ~ ..-
Edward Vincent Park " ~ ~ ~ ~ ~

West Angeles Church ~ ..- ..- " ~ ..-
Faithful Cen. Bible Church ~ ~

Total 22 17 14 14 12 15
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Beyond the local bus network represented by the No Build Option, which serves aU of the Corridor
destinations, the MIS alternatives are fairly similar in the total number of destinations/activity centers that
they serve. The Metro Rapid Alternative, with its grid of north-south and east-west high speed bus
operations, serves the highest number of Corridor destinations. It is followed closely by the
CrenshawlPrairielHawthome LRT alignment option that serves the many hospitals and regional
entertainment venues located along Prairie Avenue in the City of Inglewood. The two BRT alignment
options serve an equal number of destinations, with the CrenshawlLAX connecting the Crenshaw
Corridor to LAX and adjacent employment destinations, and the CrenshawlHawthome providing service
to more city of Inglewood and Hawthorne destinations. The CrenshawlLAXlLRT alignment option
provides a regional connection to LAX, but serves the lowest total number of Corridor destinations.
With a future extension of LRT service north to Wilshire Boulevard, this LRT alignment option would
serve an equal number of destinations as the BRT options.

6.1.2 Employment Access

Based on past study efforts using the MTA travel forecasting model, a majority of Crenshaw-Prairie
Corridor work trips are to destinations outside the Study Area. Previous analysis identified that
approximately 80 percent of home-to-work trips are to destinations beyond the Corridor area, while 20
percent are to Corridor employment destinations. All of the proposed alternatives would significantly
increase access to work destinations both within and outside of the Study Corridor. The key work
destinations beyond the Corridor, listed in order of importance, are as follows:

1. Downtown Los Angeles - All of the proposed options would improve access, with a slight
increase in travel time, to this major work destination for Corridor residents. With future regional
transportation system improvements, the travel time to and from Downtown Los Angeles would
be significantly improved for all of the proposed alternatives.

2. Southeast Los Angeles including Commerce, Vernon and South Gate - The LRT Alternative
would provide the most direct and fastest connection to these job locations as the Crenshaw LRT
Line would operate as a direct Metro Green Line service connection. Corridor residents would
then transfer to the Metro Blue Line which runs along Long Beach Boulevard. serving these
communities.

3. Century City, Westwood and West Los Angeles - The BRT Alternative would best serve
Corridor residents accessing employment destinations in West Los Angeles with frequent service
north on Crenshaw Boulevard and then a transfer to service west on one of the following: the
Wilshire Metro Rapid, future peak period BRT service or future extension of the Metro Red Line.
With the future extension of Crenshaw LRT service north to Wilshire Boulevard, this alternative
would provide an improved service connection for Corridor residents, particularly if it were to
operate in a subway configuration rather than mixed-flow service.

4. South Bay - The CrenshawlLAX LRT alignment option would provide the best connection to the
South Bay cities with fast access to the Metro Green Line Aviation Station with a platform
transfer to Green Line service.

5. Mid-City and the Wilshire District - The BRT Alternative would best serve Corridor residents
accessing employment in the Mid-City and Wilshire District with frequent service north on
Crenshaw Boulevard and then a transfer to service west on one of the following: the Wilshire
Metro Rapid, future peak period BRT service or future extension of the Metro Red Line. With
the future extension of Crenshaw LRT service north to Wilshire Boulevard, this alternative would
provide an improved service connection for Corridor residents, particularly if it were to operate in
a subway configuration rather than mixed-flow service.
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6. Santa Monica and Marina del Rey - The LRT Alternative would best serve Corridor residents
accessing jobs in the Santa Monica area either through a transfer at the Exposition LRT Line west
to Santa Monica, or through a proposed direct extension of Crenshaw LRT Line service west
along the Exposition LRT right-of-way to Santa Monica.

All of the proposed alternatives increase the access and mobility of Corridor and regional residents to
employment opportunities by providing reliable, high-capacity, regional linkages for Corridor residents
traveling to job opportunities both within and outside of the Corridor. As discussed below, all of the
options reduce travel times and improve regional system connectivity. Enhanced access to employment
opportunities would strengthen the Corridor's economic position, support lowered unemployment rates
and stop the decline in Corridor incomes. Conversely, provision of a Metro Rapid, BRT or LRT system
within the Corridor would make existing and future job opportunities more accessible to people within
and outside of the Corridor - making it a desirable location for new businesses.

6.1.3 Low Income Households

Based on the last census, more than 49 percent of the Crenshaw-Prairie Corridor's households are
classified as low income and approximately 16 percent of the Corridor's households have no auto
available. Both of these factors contribute to a higher than average transit usage in the Corridor. The
loss of Corridor employment and constrained access to jobs outside of the Corridor has contributed to a
significant increase in Study Area unemployment and the related decline in Corridor incomes. Future
projections show a continued high number of low income households without access to an automobile,
and forecast higher percentage of transit dependency.

All of the proposed alternatives would increase the access and mobility of Corridor low income residents
for work, shopping, school and recreation trips both within and beyond the Study Area by providing a
reliable, high-capacity service that reduces travel times. Enhanced access to work and non-work
destinations would strengthen the Corridor's economic position, assist in lowering unemployment rates
and stop the decline in Corridor incomes. Conversely, provision of a Metro Rapid, BRT or LRT system
within the Corridor would make existing and future shopping, entertainment and recreation destinations
more accessible to people both within and outside of the Corridor - supporting Corridor businesses and
workers. .

6.1.4 Travel Times

A travel time comparison of overall travel times and operating speeds provides an understanding of how
the alternatives perform during a peak period trip between two points. Travel time is particularly
important to choice riders when making a decision whether to make a trip by auto or by transit. Year
2025 peak period travel times were identified for all the alternatives including No Build conditions using
the MfA Travel Demand Model. The travel times were based on the proposed station spacing, bus/rail
priority treatments and resulting operating speeds, and include in-vehicle time, transfer time and
additional wait time. As presented below in Table 6.2, Corridor travel times were identified for the
following three origin-destination pairs:

•

•

•

7thlFlower in Downtown Los Angeles to the intersection of CrenshawlMartin Luther King, Jr.
Boulevards in the Crenshaw District;

7thlFlower in Downtown Los Angeles to LAX; and

Crenshaw Boulevard and the Exposition Railroad right-of-way to the Metro Green Line Aviation
Station.
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* Travelttrnes mclude In-vehicle urne, transfer Ilrne and addtuonal walt Urne.

Table 6.2· Peak Transit Travel Times (Minutes)*.
OrudnlDestination No Build Metro Rapid BRT Alternative LRT Alternative
71D1Fl0wer to
CrenshawlMLK 31.3 32.8 32.8 32.8
7U1lFlower to
LAX 64.3 52.7 52.7 46.0
CrenshawlExpo to
Aviation Green Line 49.2 43.1 23.4 .17.1

. .

For the fIrst origin and destination pair - Downtown Los Angeles to the Crenshaw District - all of the
MIS alternatives were estimated to take the same travel time. They are forecast to take 1.5 minutes
longer than traveling by the No Build Option due to the fact that the existing bus system provides more
direct service for this origin and destination pair than the MIS alternatives. Currently, patrons seeking to
travel by bus from Downtown Los Angeles to CrenshawlMartin Luther King, Jr. boulevards can take
either Line 40 (local service) or Line 340 (limited service). Both lines operate from Downtown on
Broadway south to Martin Luther King, Jr. Boulevard and then west to Crenshaw Boulevard. The
combined headways on the 40 and 340 lines provide a shorter travel time due to less wait time for
patrons. Under the Metro Rapid Option, Line 340 would be replaced by Metro Rapid service (the
Crenshaw and Hawthorne Boulevard routes), while Line 40 would continue operations on Martin Luther
King, Jr. Boulevard.

For future travel between Downtown Los Angeles and LAX, all of the proposed alternatives would
provide faster travel times than the No Build Option. The bus-based alternatives - Metro Rapid and Bus
Rapid Transit - are forecast to provide the same 11.6-minute travel time improvement. The BRT
Option's similar travel time to the Metro Rapid Alternative is due to the fact that even with dedicated lane
operations, the BRT Alternative must share its lane with Metro Rapid and local buses, while allowing for
vehicular right tum movements. Still, both the Metro Rapid and BRT alternatives are forecast to provide
a 20 percent reduction in travel time over No Build conditions. The LRT Alternative, operating as a
direct northern extension of the Metro Green Line provides an 18.3-minute savings over the No Build
Option (a 28 percent travel time reduction), and a 6.7-minute (a 15 percent reduction) improvement over
the Metro Rapid Alternative.

For the future trip between the CrenshawlExposition intersection in the Crenshaw District and the Metro
Green Line Aviation Station, all of the proposed alternatives were forecast to result in shorter travel times
for transit patrons. The Metro Rapid Alternative, with a limited number of stops, would reduce the travel
time by 6. I-minutes over that provided by local bus service. Both the BRT and LRT alternatives would
significantly reduce travel time for this trip due to their ability to run in dedicated operations along the
former BNSF Railroad right-of-way. The BRT Alternative would cut the travel time by more than half
an approximately three times reduction over No Build conditions; and it would provide a 26.0-minute or a
2.5 time reduction over the Metro Rapid Alternative's travel times. . .

6.1.5 Regional Connectivity

The Crenshaw-Prairie Conidor has weak connections to the regional transportation system and no north­
south high-capacity connection within the Study Area. This lack of transit infrastructure seriously limits
Corridor mobility and accessibility. Currently, Corridor residents traveling by bus to destinations both
within and beyond the Study Area are required to make frequent transfers - lengthening travel times and
discouraging choice riders. This negatively impacts the 80 percent of Corridor residents who work
outside the Study Area. The inability to directly connect with the regional transit system will become
more detrimental in the future as Corridor population, employment and trip-making continue to grow.

. .
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In addition, the Crenshaw-Prairie Corridor transportation improvement has the opportunity to play an
important role in the regional transportation system by providing a needed link. Currently, there is no
north-south high-capacity connection west of Downtown Los Angeles and the 1-110 Freeway - other than
the 1-405 Freeway which serves only a comer of the Study Area. In the regional rail system, the Metro
Blue Line is the only north-south connection in a growing network of east-west rail lines. A rail system
connection operating on Crenshaw Boulevard would provide a much-needed second north-south link
enhancing regional and Corridor connectivity, and lessening the system operational impacts on the
capacity at 7lhIMetro Center. A high-capacity transportation system improvement could connect to the
Metro Red Line at the northern end of the Corridor, the future Exposition LRT Line in the center, and the
Metro Green Line at the southern end.

One of the proposed Metro Rapid routes - the CrenshawlWilshire-WestemlMetro Green Line Option ­
would provide direct service from the Metro Red Line WilshireIWestern Station along Crenshaw
Boulevard to Florence Avenue and then Aviation Boulevard to the Metro Green Line Aviation Station.
The CrenshawlRossmore Metro Rapid Line would require patrons arriving at the Metro Red Line
WilshirelWestern Station to transfer to Wilshire Metro Rapid service and then transfer again at
Wilshire/Crenshaw to access Crenshaw Metro Rapid service. The BRT Alternative operates south from
Wilshire/Crenshaw and would require patrons arriving at the Metro Red Line WilshirelWestern Station to
transfer to Wilshire Metro Rapid service and then transfer again at Wilshire/Crenshaw to access
Crenshaw BRT service. Future extension of the Metro Red Line to Wilshire/Crenshaw would improve
the service provided by the Metro Rapid and BRT alternatives. The LRT Alternative does not extend
north to Wilshire Boulevard at this time, patrons would transfer to Metro Rapid service to travel north.
Future extension of LRT service north and the Metro Red Line to Wilshire/Crenshaw would significantly
improve the service provided by the LRT Alternative.

All of the alternatives interface with the future Exposition LRT Line. This station/stop area is proposed
to be a major park-and-ride and transfer facility for the BRT and LRT alternatives. An opportunity to
operate the Crenshaw LRT Line north on Crenshaw Boulevard and then west along the Exposition LRT
right-of-way was explored in this MIS and resulted in attracting the highest number of new transit riders
as discussed below.

Each of the MIS alternatives would interface with the Metro Green Line as follows:

•

•

•

Metro Rapid Alternative - Transfers at the Crenshaw, Hawthorne and Aviation stations;

BRT Alternative - Transfers at the Hawthorne and Aviation stations; and

LRT Alternative - Direct service connection at the Aviation Station - the Crenshaw LRT Line is
proposed to operate as a direct northern extension of the Metro Green Line - and a transfer at the
Hawthorne Station.

Improvement in regional system connectivity can be measured by the ability of each alternative to reduce
the number of transfers required to reach key destinations both within and beyond the Study Area. The
number of transfers required under each alternative for each of the travel origin and destination pairs
discussed above is presented below in Table 6.3.

The proposed alternatives provide varying improvements to the Corridor's regional connectivity with the
Metro Rapid Alternative reducing the number of transfers required for only one origin and destination
pair - Downtown Los Angeles (7lhlMetro Center) to LAX.

Implementation of the BRT Alternative would reduce the number of transfers required for two of the
identified origin and destination pairs: 1) for travel between Downtown Los Angeles and LAX - from
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three transfers to two; and 2) from within the Corridor (CrenshawlExposition) to the regional rail system
(the Metro Green Line) - from two transfers to only one.

The LRT Alternative would significantly reduce the number of transfers required for two of the three
pairs: 1) travel between Downtown Los Angeles and LAX - from three transfers to only one; and 2) for
travel within the Corridor (CrenshawlExposition) to the regional rail system - from two transfers to no
transfers required as the Crenshaw LRT service would operate as a northern extension of the Metro Green
Line.

T bl 6.3 N be r T ~ R . da e : um ro ra ers eQwre
O' . . tion No Build Metro Rapid BRT Alternative LRT Altemative
7mIMetro Center to
CrenshawlMLK 1 1 1 1
7mIMetro Center to
LAX 3 2 2 1
CrenshawlExpo to
Aviation Green Line 2 2 1 0

6.1.6 Operating Speeds

Operating speeds have been identified for the alternatives using the MTA travel demand model. While
the BRT and LRT alternatives have a maximum street-running speed of 35 miles per hour (mph) and a
dedicated railroad right-of-way operational speed of 55 mph, factors such as street-running delay, the
tight curve from Crenshaw Boulevard to the railroad right-of-way, and fairly close station spacing reduce
the average operating speeds to those shown below in Table 6.4. Both of the alternatives result in a
higher operating speed than current conditions with Crenshaw bus service operating at 12.5 mph and
future projections that show an average MTA system-wide speed of 10.5 mph in 2015.

tin S doT bl 6A Aa e . vera2e ,pera ~ ipeel S.
Alternative Description Operations MUes Average Speed Total Travel

Time
.., (Miles per hour) (Minutes)

BRT Alternative .....

CrenshawlWashington to Curbside dedicated lane 2.03 20.0 6.1
CrenshawlMLK
LAXIMetro Green Line Curbside dedicated lane, 6.95 29.9 14.0
Alignment Option: Crenshawl railroad right-of-way
Vernon to Metro Green Line
Aviation Station
La BrealHawthome Mixed-flow, curbside or' 3.18 22.0 8.7
Alignment Option: Inglewood median dedicated lane
Transit Center to El Segundo
LRTAlternative
LAXIMetro Green Line Median, mixed-flow, railroad 8.37 29.4 17.1
Alignment Option: Crenshawl right-of-way, trench, aerial
Exposition to Metro Green Line
Aviation Station
PrairielHawthome Alignment Median, mixed-flow, aerial 8.48 20.6 24.7
Option: CrenshawlExposition to
El Segundo
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6.1.7 Transit System Capacity

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 19 percent increase in daily trips. The
additional transit system capacity provided over No Build conditions by each of the alternatives was
calculated and is presented below in Table 6.5. The seated and standing capacity was based on a 1.2 load
factor for the standard and articulated buses, and a 2.0 for the rail vehicles. Due to a longer and
differently-designed vehicle configuration, train cars can comfortably accommodate more standing
patrons than buses.

Each of the proposed alternatives would provide a substantial increase in the peak period fleet size and
corresponding, a substantial increase in the number of seats available to attract and serve Corridor
residents. With the largest fleet size, the BRT Alternative would have the highest increase in peak hour
capacity - providing 7,065 more seats than No Build conditions and approximately 8,500 more in a
seated and standing capacity. Compared to the Metro Rapid Alternative, the BRT Option, with 30 more
vehicles, including 45 articulated buses, would provide 2,250 or approximately 50 percent more seated
capacity and 2,700 or approximately 47 percent increase in seated and standing capacity. The smaller­
system LRT Alternative would provide 952 or approximately 20 percent more seated capacity and 2,480
or approximately 43 percent increase in seated and standing capacity over the Metro Rapid Option. Any
future extension of the LRT System would have a corresponding increase in the number of vehicles and
seats provided.

Table 6.5: Additional Peak Hour Transit System Capacity over No Build Conditions
Alternative Fleet Composition Peak Period Fleet Seated Capacity Seated and

Standing Capacity
Metro Rapid Standard buses 107 4,815 5,778
BRT Standard buses 92 4,140 4,968

Articulated buses 45 2,925 3,510
Total 137 7,065 8,478

LRT Standard buses 91 4,095 4,914
Rail vehicles 22 1,672 3,344

Total 113 5,767 8,258

6.1.8 Travel Options

The ability to move quickly and efficiently in the Crenshaw-Prairie Corridor can also be expressed in
terms of transportation system choice. Currently, Corridor travelers have a limited choice in travel
options - auto or bus transit - circulating on the same congested street system. Existing operational
issues make bus usage by transit dependent riders daunting, and make utilization undesirable to non­
transit dependent residents or choice riders. A multi-modal Corridor strategy would provide all local
residents - not just the transit dependent - with more travel options.

Each of the proposed alternatives would improve the choice in travel options within the Crenshaw-Prairie
Corridor. The Metro Rapid and BRT alternatives would provide improved coverage and frequency of bus
service in the Corridor, but would not provide Corridor residents and visitors with additional
transportation options. While the Metro Rapid and BRT alternatives are not new modal options, the
faster, more frequent service coupled with attractive, low-floor vehicles would better serve existing riders
and attract choice riders as demonstrated by the existing Metro Rapid service. In addition, the dedicated
lane service with articulated buses provided by the BRT Alternative would increase the system's speed,
capacity and rider's comfort level, and provide a corresponding increase in the number of choice riders
attracted to this transit service as shown by the ridership projections discussed below. The LRT
Alternative would not only provide a new modal option operating as a direct extension of the regional rail
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service, but would also attract the highest number of new transit riders as presented in the following
section and demonstrated by other regional rail services.

6.1.9 Forecast Ridership

Ridership projections were prepared utilizing the MTA Travel Demand Model for the transit system
options under consideration - the Metro Rapid, Bus Rapid Transit and Light Rail Transit alternatives ­
along with the No Build Option to provide a basis for comparison. Table 6.6 below presents the
projected passenger daily hoardings as well as the number of new transit riders attracted through
implementation of each of the proposed alternatives in the year 2025.

Modeling results demonstrated a significant increase in daily transit hoardings in the Crenshaw-Prairie
Corridor with implementation of the proposed north-south and east-west grid system network of Metro
Rapid lines. Implementation of this Alternative would attract and serve an additional 35,700 daily
hoardings - a more than 475 percent increase in Corridor ridership - over the No Build Option. The
proposed system of frequent, high-speed bus service routes was projected to attract 13,400 daily new
transit riders over No Build conditions.

2025)T bl 6 6 F recast Rid hi (Y8 e . 0 en IP ear. .
Alternative Total Daily Corridor Daily New DaUyNew

Boardings Transit Riders Over Transit Riders Over
No Build Metro Rapid

No Build 9,400 -- --
Metro Rapid 45,100 13,400 --

Bus Rapid Transit 55,500 17,800 4,400

Light Rail Transit - Base Option
From Exposition LRT Line south 53,700 21,800 8,400'
to Metro Green Line
Light Rail Transit
With Exposition LRT service 53,800 36,300 22,900
extended to City of Santa Monica
Light Rail Transit
With extension north to Wilshire, 61,300 23,000 9,600
Metro Red Line at current
terminus at WilshireIWestern
Light Rail Transit
With extension north to Wilshire, 65.200 27,600 14,200
Metro Red Line extension to new
Wilshire/Crenshaw Station

Implementation of the Bus Rapid Transit Alternative, primarily providing dedicated lane operations for
two BRT lines, along with the supporting Metro Rapid service network in the Study Area, was forecast to
serve an additional 46,100 daily hoardings - an increase of approximately five times over the ridership
attracted under No Build conditions. Providing dedicated lane bus service, resulting in faster travel
speeds and shorter travel times, would attract 17,800 daily new transit riders over the No Build Option
and 4,400 new riders more than the Metro Rapid Alternative.

Construction of the Crenshaw Light Rail Transit Alternative (between the future Exposition LRT Line
and the Metro Green Line), providing primarily at-grade rail operations on two LRT lines, along with the
supporting Metro Rapid service network, was projected to serve an additional 44,270 daily hoardings - an
increase of approximately 470 percent over No Build ridership. Providing the initial section of LRT
service was forecast to attract the highest number of new riders among the alternatives under
consideration in this MIS. Implementing LRT service as a direct extension of the regional rail system
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would attract 21,800 more new transit riders than the No Build Option, and 8,400 more new riders than
those attracted to the Metro Rapid Alternative.

Three sensitivity runs were prepared to assess the effects of the following future rail system decisions
related to the LRT Alternative:

•

•

•

Extension of the future Exposition LRT Line west to its proposed tenninus in the City of Santa
Monica;

Extension of Crenshaw LRT service north to a Wilshire/Crenshaw LRT terminal station, with no
extension of Metro Red Line service beyond its current terminus at the Red Line Wilshirel
Western Station; and

Extension of Crenshaw LRT service north to connect with a future Metro Red Line extension to
Wilshire and Crenshaw Boulevards.

The findings show that all of the rail alternatives attract more new riders than the bus-based alternatives.

Extension of the future Exposition LRT Line west to its proposed terminus in the City of Santa Monica
would attract and serve the highest number of new transit riders among the LRT system options that were
modeled. With this connection, the Crenshaw LRT Line was forecast to serve an additional 36,300 daily
new transit riders over the No Build Option and 22,900 more than the Metro Rapid Alternative.

Future extension of Crenshaw LRT service in mixed-flow operations north to a Wilshire/Crenshaw LRT
station, with no extension of Metro Red Line service beyond its current tenninus at the WilshirelWestern
Station, was projected to attract and serve an additional 23,000 new transit riders over the No Build
Option and 9,600 more than the Metro Rapid Alternative.

Extension of Crenshaw LRT service in mixed-flow operations north to a WilshireJCrenshaw LRT station,
with extension of Metro Red Line to a new WilshireJCrenshaw Station, was forecast to serve an
additional 27,600 new riders over the No Build Option and 14,200 more than the Metro Rapid
Alternative.

It should be noted that the ridership analysis of all of the LRT options was based on mixed flow
operations between Adams and Wilshire Boulevards due a constrained street right-of-way width and
possible significant neighborhood impacts. With construction of subway service north from Adams
Boulevard under the 1-10 Freeway to a future Metro Red Line Wilshire/Crenshaw Station, Crenshaw LRT
Line ridership would substantially increase due to a faster travel time and a more direct connection with
the Metro Red Line.

6.2 Environmental and Community Considerations

Potential environmental and community effects of each of the alternatives were evaluated though the
following analytical actions:

•
•
•
•
•

Identification of any adverse community and environmental impacts;
Description of any traffic and parking impacts;
Current EPA designation for region's compliance with National Ambient Air Quality Standards;
Forecast net change in criteria pollutant emissions; and
Forecast net change per year in the regional consumption of energy.
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Community and environmental effects including any traffic and parking impacts are discussed in detail in
Section 4.0, Environmental Analysis and Section 3.0, Transportation System Analysis of this report
respectively. The identified possible impacts are summarized below in Table 6.7.

At this level of analysis, the possible impacts of each of the alternatives under consideration have been
noted, but were not specified nor were mitigation measures defined. The identified impacts are
considered reasonably representative for the purpose of comparing alternatives. During any subsequent
preliminary engineering work, the system components of each of the alternatives would be become
detailed and resulting impacts would be assessed accordingly, and described in any subsequent future
Environmental Impact ReportlEnvironmentai Impact Statement (EIRIEIS) efforts.

Table 6.7: S ~ of Environmental and Community Impacts
Option Environmental and Community Impacts Traffic and ParkiD2 Impacts
Metro • Noise and air pollution from increased bus service • Minor impacts on functioning of arterial system
Rapid from increased bus service

• Impacts to right turn movements
• Some increased delay and congestion due to

additional signal green time for buses
• Possible impacts between increased number of

transit vehicles and pedestriansibicyclists
BRT • Construction impacts: short-term traffic • Loss of travel lane in each direction between

disruptions, noise and air pollution CrenshawlWashington and CrenshawlMLK,
• Potential impacts to historically or culturally CrenshawlVernon and CrenshawlRailroad ROW

significant resources within the Crenshaw District • Loss of travel lane in each direction on La
• Noise and vibration from increased bus service BreaIHawthorne between Manchester and 1-105
• Potential air pollution "hot spots" at certain Freeway

intersections • Loss of median in Hawthorne Boulevard or travel
• Limited acquisitions of property for dedicated bus lane between 1-105 Freeway and EI Segundo

lane space • Minor loss of peak period on-street parking on
one or both sides at locations along Crenshaw
Boulevard (20% of street)

• Significant loss of peak period on-street parking
on one or both sides at locations along La.. BrealHawthorne (76% of street)

• Possible impacts between increased number of
transit vehicles and pedestriansibicyclists

LRT • Construction impacts: short-term traffic • Loss of travel lane in each direction between
disruptions, noise and air pollution CrenshawlExposition and CrenshawlMLK,

• Potential impacts to historically or culturally CrenshawlVernon and CrenshawlRailroad ROW
significant resources within the Crenshaw District • Loss of a travel lane in one direction on Prairie

• Noise and vibration from train service Avenue
• Potential air pollution "hot spots" at certain • Loss of median on Hawthorne Boulevard between
intersections 1-105 Freeway and El Segundo

• Limited acquisitions of property for required rail • Permanent loss of on-street parking on one or
right-of-way space . both sides at locations along Crenshaw (50%)

• Permanent loss of on-street parking on one side at

.~.

locations along Prairie Avenue (43%)
• Possible impacts between increased number of

transit vehicles and pedestrianslbicyclists
• Need to prevent pedestrian crossing of LRT tracks

except at designated, protected locations
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6.2.1 Air Quality Impacts

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 vehicles are the single largest contributor to air quality
problems in the basin. 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 most
recent evaluation, the basin exceeds the National Ambient Air Quality Standard for ozone approximately
93 days each year. By comparison, the next worst areas - Houston and New York - exceed the standard
less than 20 days each year. In 1992, the South Coast Air 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 IO).

The forecast net change in criteria pollutant emissions is discussed in Section 4.0, Environmental Analysis
of this report and summarized below in Table 6.8. Total annual emissions were calculated per vehicle
class based on the following categories: passenger vehicles, CNG buses, light or heavy rail/electric and
commuter rail/diesel. Light and heavy rail vehicles were was forecast as having zero emissions for all of
the alternatives as the energy would be generated beyond the Study Area and transmitted via overhead
and underground lines.

E ... C' . P IItN tChT bI 6.8 Fa e . orecas e aneem ntena o utant D1lSSl0ns.
Total Annual Metro Rapid BRT LRT
Emissions Alternative Altemative Alternative
CO 551,669 551,643 551,650

NOx 80,694 80,645 80,637

VOC 32,495 32,495 32,493

PM10 3,563 3,563 3,563

Source: Terry A. Hayes ASSOCIates LLC, 2002

Annual regional VMT is expected to decrease under both the BRT and LRT alternatives and thus the
emissions related to vehicle exhaust (Carbon-monoxide, Oxides of Nitrogen and Sulfur) are also expected
to decline in comparison to the Metro Rapid Alternative. This decrease is due to increased transit
ridership and related decrease in miles traveled for private automobiles. Changes in PM IO emissions
(related to such aspects as tire wear) are expected to be negligible. Emissions of ozone precursors
(volatile organic compounds [VOCs]) are also unlikely to be significantly altered. Emissions of ozone
precursors would not increase by more than 50 tons per year for either the BRT or LRT alternatives when
compared with the Metro Rapid Alternative and thus a conformity analysis and determination in
accordance with the Code of Federal Regulations (CPR 40 Part 51) would not be required. The federal
conformity analysis only applies to operational emissions of criteria pollutants. It is not applicable to
construction emissions.

In the carbon-monoxide category (CO), the BRT Alternative was forecast to result have the lowest of
level of emissions due to the projected largest reduction in passenger vehicles miles traveled among the
alternatives due to a longer system and higher ridership forecast than the LRT Alternative. In the oxides
of nitrogen and sulfur (N0x) category, the LRT Alternative would have the lowest level of emissions due
a reduction in the number of buses operating in the Corridor when compared to the Metro Rapid and BRT
alternatives. Looking at volatile organic compounds (VOC), the LRT Alternative was forecast to have
the lowest level of emissions again due to a reduced number of buses when compared to the Metro Rapid
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and BRT alternatives. The negligible changes forecast in the PM lO category were projected to be the
same for all of the alternatives.

Localized CO concentrations at certain intersections within the Study Area could exceed Federal or State
standards due to changes in intersection configuration and levels of service, resulting in a CO "hot spot."
If future traffic analysis indicates that certain intersections may suffer a decreasing level of service, those
intersections will be modeled for CO hot spots. Overall, future concentrations of CO along the Corridor
alignment would be much lower than under existing conditions due to ongoing implementation of
emissions reduction programs and turnover in the vehicle fleet.

6.2.2 Energy Impacts

Current fossil fuel consumption from vehicle trips with origins or destinations in the region amount to
about 4.9 billion gallons of fuel per year - of which 89 percent is gasoline and the remaining 11 percent is
diesel. Regional transportation energy consumption is equivalent to about 739 trillion British Thermal
Units (BTU) per year, or about 126 million barrels of oil. Currently, approximately 98 percent of this
regional energy consumption is attributable to automobiles.

The buses serving the Metro Rapid and BRT Alternatives would be fueled at MTA maintenance and
fueling facilities, likely using compressed natural gas (CNG) or other alternative fuels. Electricity for the
LRT Alternative's trains would be provided via service connections from sources beyond the Study Area.
The energy consumption calculation is based on the forecast energy for operation of vehicles (automobile,
truck, bus or train) within the Corridor. The following energy consumption estimates are based on the
following factors:

•
•

Annual vehicle miles traveled (VMT) for automobiles, trucks, buses and heavy rail vehicles; and
Variation of fuel consumption rates by vehicle type.

Both the BRT and LRT alternatives are expected to reduce energy consumption by decreasing
dependence ·on automobile use. In general, one rail car requires the same amount of energy as 11
automobiles. Therefore, any reduction in automobile trips would result in an energy savings. Likewise,
one bus is estimated to consume the energy equivalent to five automobiles. Energy consumption for
passenger vehicles, CNG bus, light or heavy rail, and commuter rail for each alternative is summarized in
Table 6.9 above. When compared to the 1998 Baseline, energy consumption for each of the alternatives
was identified as follows:

•

•

The Metro Rapid Alternative was anticipated to require a total of approximately 384 million
British thermal units (BTU) per year.

Under the BRT Alternative, energy consumption was projected to increase for the proposed CNG
buses (29,500 BTU per year), while decreasing for all of the other categories (47,800 per year)
when compared to the Metro Rapid Alternative. Overall, the total energy consumption under the
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BRT Alternative is anticipated to decrease by a total of approximately 21,100 BTU per year when
compared to the Metro Rapid Alternative.

• Under the LRT Alternative, energy consumption for light or heavy rail vehicles was projected to
increase (25,000 BTU per year), while decreasing for the passenger vehicle, CNG bus and
commuter rail categories (55,700 BTU per year) when compared to the Metro Rapid Alternative.
In summary, the total energy consumption under the LRT Alternative was forecast to decrease by
a total of approximately 30,700 BTU per year when compared to the Metro Rapid Alternative.

6.3 Operating Efficiencies

The operating efficiencies of each of the alternatives were evaluated by identifying the annual operating
and maintenance cost for each alternative and comparing them to No Build conditions, and forecasting the
net change in operating cost per passenger-mile for the entire transit system.

As documented in Section 5.3 of this document the operating and maintenance (O&M) costs were
calculated using the MTA's O&M cost model for each alternative. This model meets the Federal Transit
Administration (PTA) guidelines for estimating operating costs. Each alternative's O&M costs were
calculated for the entire MTA system of Bus, Red Line, Green Line and Blue Line service. Table 6.10
below presents the conceptual annual operating and maintenance cost estimates in FY 2001 dollars.
While there are small variations in Blue Line and Red Line costs among the alternatives (due to
fluctuation in patronage among the study options), the main changes in O&M costs occur in the MTA bus
category and Green Line operations.

The 2025 No Build Option was forecast to cost $923.3 million in annual operating and maintenance costs,
which was divided between $712.1 million for MTA bus operations, and $211.2 million for MTArail
operations countywide.

C ts (FY 2001 D U )dM'tetinT bl 610 Annual MTA 0a e . 'pera 19an alB Dance os o ars. .
Mode NoBulld Metro Rapid BRT LRT

Alternative Alternative .Alternative

(Millions) (Millions) (Millions) (Millions)
MTABus $712.1 $738.0 $741.1 $734.4
Blue Line 104.4 104.5 104.5 105.7
Green Line 32.2 39.1 39.1 54.0
Red Line 74.6 74.7 74.7 74.7

Total O&M Cost $923.3 $956.3 $959.4 $968.8
Incremental Cost versus -- $33.0 $36.1 $45.5
No Build
Incremental Cost versus -- -- $3.1 $12.5
Metro Rapid

The Metro Rapid Alternative was estimated to cost $33.0 million more to operate annually than the No
Build Option. The bus service increase (four percent) reflected operational costs for the expansion of
Metro Rapid service along several routes serving the Corridor, while the rail service cost increase (three
percent) supported expansion of Metro Green Line operations north to Century Boulevard.

The BRT Alternative was forecast to cost $36.1 million more to operate annually than the No Build
Option, and $3.1 million more than the Metro Rapid Alternative. The forecast bus service cost increase
of four percent over the No Build Option reflected the expansion of Metro Rapid service operating as a
supporting network feeding the two proposed BRT lines. The forecast O&M cost for the BRT
Alternative was $3.1 million more costly to operate than the Metro Rapid Alternative reflecting the
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increase in bus fleet size (30 more buses), along with the introduction of articulated vehicles to
accommodate the forecast increased demand. Similar to the Metro Rapid Option, the BRT Alternative
cost represented an annual increase in rail system costs of $7.1 million over No Build conditions,
primarily for expanded Metro Green Line operations.

The LRT Alternative was estimated to cost $45.5 million more to operate annually than the No Build
Option, and $12.5 million more than the Metro Rapid Alternative. Under the LRT Option, the forecast
bus service cost represented a $22.3 million (three percent) increase over No Build conditions, supporting
the operation of 91 additional buses. The bus O&M cost for the LRT Alternative represented a $3.6
million (0.5 percent) decrease from the Metro Rapid Alternative, reflecting 16 less buses operating in the
Corridor. The LRT annual rail O&M cost represents an annual increase of rail system costs of $23.2
million over the No Build Option and an increase of $16.1 million over the rail costs included in the
Metro Rapid Alternative. The largest increase in rail O&M costs - 38 percent over the Metro Rapid
Alternative - would support expansion of Metro Green Line operations.

The FTA uses a single measure for the Operating Efficiencies criterion, which is the change in operating
cost per passenger mile for the entire regional transit system. Table 6.11 presents an analysis of the
change in the annual operating cost per passenger-mile with the implementation of each of the proposed
alternatives. This cost was calculated by dividing the MTA system's annual operating cost by the system
annual passenger-miles for the year 2025.

With the increase in bus and rail operation costs resulting from each of the alternatives, the MIS
alternatives represent an increase in operating cost ranging from $0.006 to $0.010 per passenger mile over
No Build conditions. The BRT Alternative would result in the lowest increase in annual operating cost,
while the LRT Alternative would have the highest increase in cost. When compared to the Metro Rapid
Alternative, the BRT Option represents a decrease in annual operational costs per passenger-mile
reflecting the use of articulated buses. Implementation of the LRT Alternative would result in an increase
to annual operational costs per passenger-mile due to the slightly higher cost of light rail service.

pti C tT bl 611 0a e . . 'pera ng os per assen er- e.
No Build Metro Rapid BRT LRT

I Conditions Alternative Alternative Alternative
Cost Per
Passenger-Mile $0.281 $0.288 $0.288 $0.292
Compared to
No Build -- $0.007 $0.006 $0.010
Compared to
Metro Rapid -- -- ($0.000) $0.004

6.4 Transportation System Benefits

The evaluation of the Corridor MIS alternatives was based on an analytical framework that weighs the
benefits accruing from each transportationstrategy against their costs and impacts. In this evaluation
category, the transportation system efficiency, or the cost-effectiveness, of each option was identified and
compared. Cost-effectiveness is a measure used to weigh how the costs of a transit project (for both
construction and operation) compare to the expected benefits (increased transit ridership). The FTA's
cost effectiveness criterion is measured by the incremental cost per incremental passenger in the forecast
year. This measure is based on the annualized total capital investment and annual operating costs, divided
by the change in annual transit system ridership, as expressed by the following equation:

Cost Effectiveness Index = 11 Capital Cost + 11 O&M Cost
11 Linked Transit Trips
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To calculate the change in capital cost, project costs presented in Section 5.2 of Section 5.0, Cost Analysis
of this report were aggregated according to their assumed useful life and annualized accordingly, using
the FfA annualization factors shown below in Table 6.12. Annual operating and maintenance (O&M)
costs were calculated using the approach described in subsection 5.3 of this document. The change in
linked transit trips for the forecast year 2025 was determined using the MTA travel forecasting model as
presented in Section 3.0, Transportation Analysis of this document, and summarized in Section 6.1 above.

Consistent with FfA requirements, the cost-effectiveness for each alternative was measured against the
No Build and Baseline (Metro Rapid) options. The results are presented below in Tables 6.13 and 6.14.
As may be expected, the lower the incremental cost per new transit rider, the more cost-effective the
project alternative. A recent evaluation of FfA-funded projects identified $2.54 as the minimum cost per
new rider, $10.39 as the average, and $48.82 as the maximum.

T bl 6 12 LOfi C I A tia e 0 : Ie ;ye e ssumpl0DS
Project Element Economic Annualized

Lifetime Factor
(Years)

Right-of-way 100 0.070
Structures, trackwork, signals, electrification 30 0.081
Rail vehicles 25 0.086
Buses (Large) 12 0.126
Source: Technical GUidance on SectJon 5309 New Starts Cntena, FfA. July 1999.

In addition to the Base LRT Alternative (LRT to Exposition), which represents only the initial segment of
a Corridor-serving LRT System, the cost-effectiveness was identified to assess the effects of the
following future rail system decisions:

• Extension of the future Exposition LRT Line west to its proposed terminus in the City of Santa
Monica;

• Extension of Crenshaw LRT service north to a Wilshire/Crenshaw LRT terminal station, with no
extension of Metro Red Line service beyond its current terminus at the Red Line Wilshire!
Western Station; and

• Extension of Crenshaw LRT service north to connect with a future Metro Red Line extension to
Wilshire and Crenshaw Boulevards.

When compared to No Build conditions, the Metro Rapid Alternative was the most cost-effective
transportation strategy with an incremental cost of under $16 per added rider. This cost reflects a
significant increase in Corridor fleet size along with the provision of station stop facilities and signal
priority system improvements.

ed N B ildCotalPItalCT bl 613 Ina e . eremen 05t per neremen assen2er mpar to 0 u. .
Metro Rapid BRT LRT to LRTto LRTto LRTto

.' Exposition Santa Monica Wilshire Wilshire .with
withnoRed·.········· . Red Line

Line ExtensioD Extension

$15.65 $18.26 $26.52 $17.69 $27.33 $24.53

When compared to No Build, the second most cost-effective alternative - at approximately $17.70 per
new rider - is the provision of the Crenshaw LRT Line with operation of service west on the Exposition
right-of-way to its proposed terminus in the City of Santa Monica. This alternative attracts and serves
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the highest number of new riders among the alternatives balanced by the high capital cost to construct the
LRT system.

The third most cost-effective option is the BRT Alternative at approximately $18.25 per new rider. This
proposed alternative connecting north to Wilshire Boulevard and south to the Metro Green Line attracts a
high number of new riders, balanced with a high capital cost reflecting the addition of a significant
number of new vehicles to the fleet, including articulated buses, along with the provision of street right­
of-way and signal priority improvements, and station stop facilities.

The Base LRT Alternative, providing service in the Crenshaw Corridor between the Exposition LRT Line
and the Metro Green Line, attracts a good number of new riders, but not a sufficient number to balance
out the high capital cost of the initial segment of a light rail system. The resulting incremental cost
would be $26.25 per new rider. As the rail system is extended, including Crenshaw LRT connections
made north to Wilshire Boulevard as well as possibly west interlining with Exposition LRT service, along
with the western extension of the Metro Red Line along Wilshire Boulevard to Wilshire/Crenshaw and
beyond, a significant number of new riders would be attracted. Even with the significant capital cost of
extending both the Metro Red Line and the Crenshaw LRT Line, the high number of new riders would
result in a lower cost per new rider ($24.50) than that provided by the Base LRT Alternative. This option
has lower ridership due to not connecting north to Wilshire Boulevard which is a key destination of many
Corridor patrons. As demonstrated by the BRT Alternative, providing the system connection to Wilshire
Boulevard results in higher total ridership.

red M t Ra °dctalPIntalCstT bl 614 Is e ° neremen 0 per eremen asseneer omps to e ro IPI° °
BRT LRTto LRTto LRTto WUsbire .LRT to Wilshire

. Exposition Santa Monica with no Red with Red Line
,Line Extension Extension

$25.62 $71.56 $18.82 $58.73 $34.71

Similar to the comparison with No. Build - the two most cost-effective alternatives are the LRT
Alternative with extension of rail service to Santa Monica ($18.80 per new rider), and the BRT
Alternative at $25.60 per added trip.

When compared to the Metro Rapid Alternative, the other LRT options do not rank well. The Base LRT
Alternative was forecast to have the highest cost per new rider ($71.56) among the alternatives considered
in this category. As discussed above, while attracting a high number of new riders, this initial segment of
a light rail system would serve as an expensive rail shuttle service that does not allow for the key
connection north to Wilshire and then west as needed by Corridor travelers. When the LRT connection
is made north to Wilshire Boulevard to a new Metro Red Line Wilshire/Crenshaw Line Station, the cost
per new rider is cut almost iIi half ($34.70) as the significant increase in new riders begins to balance'the
substantial capital cost of-lhis_alternative.

I ,

In summary, the Metro Rapid Alternative was identified as the most cost-effective transportation
improvement followed by the provision of the Crenshaw LRT Line with operation of service west on the
Exposition right-of-way to its proposed terminus in the City of Santa Monica. This alternative attracts
and serves the highest number of new riders among the alternatives.',Overall, the BRT Alternative ranks
third in the cost of serving new riders. The Base Crenshaw LRT Alternative would work on a cost­
effectiveness basis only if considered as an initial phase of a future rail system serving the Corridor and
Region.
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6.5 Land Use and Economic Considerations

The Crenshaw-Prairie Community has expressed a strong desire to use any future transportation system
investment as a catalyst for economic development and neighborhood revitalization. This section
discusses the following transit-support land use and economic development considerations:

•
•

•

6.5.1

Corridor economic development activities;
Corridor and station/stop area transit-supportive land use patterns including existing and future
residential and employment densities; and
Existing transit-supportive policies, zoning regulations and implementation tools.

Background

The importance of linking economic development to future transportation system improvements in the
Crenshaw-Prairie Corridor has been recognized from the initiation of Corridor planning activities.
Spurred by the civil unrest in 1992, a commitment was made by MTA to work with the Study Corridor
community to provide transit improvements to underserved areas, and to identify how to best use transit
investment as a catalyst for future economic development in the Corridor. In 1993, a Preliminary
Planning Study was undertaken by MTA for the Crenshaw-Prairie Corridor. Completed in October
1994, the study concluded that implementation of rail transit was viable in the Crenshaw-Prairie Corridor,
and that it would represent not only a significant mobility improvement, but would also serve to focus
other public and private economic investment efforts in the Corridor. In 1996, MTA initiated the next
phase of the corridor transportation planning process - a Major Investment Study (MIS). Reflecting the
uniqueness of the challenges posed by this Corridor, the MIS process was defined to integrate
transportation, land use and economic development efforts.

The overall objective of the Crenshaw-Prairie Corridor MIS was to develop and assess a full range of
transportation alternatives, within the context of being sensitive to community needs and concerns. Five
local goals for the evaluation of future Corridor transportation improvements were identified through
consultation with the Crenshaw-Prairie community, which included the following two land use and
economic development-related goals:

1. Act as a catalyst for economic development in the Corridor.

2. Stimulate revitalization of neighborhoods around station sites.

6.5.2 Economic Development Activities

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

•
•
•

Loss of employment opportunities,
Leakage of retail activity; and
Constrained ability to attract new retail and other development activity.

The above economic impacts have resulted in increased unemployment, reduced incomes and the related
decline of some of the Corridor's residential neighborhoods. Current socioeconomic and market factors
in the Crenshaw-Prairie Corridor suggest a Study Area-buying potential in excess of $3.3 billion
annually. However, much of that buying power is currently spent outside of the Corridor. This
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"leakage" of retail expenditures to locations outside the Corridor suggests that the quality, quantity and/or
range of retail purchasing opportunities in the Corridor are inadequate or not easily accessed by Corridor,
as well as regional, shoppers.

Conversely, the Corridor offers significant potential economic opportunities for residents and employers.
Expansion, revitalization and/or development plans are being prepared for many of the Corridor's activity
centers including LAX, Downtown Inglewood, EI Segundo, Hollywood Park, the Forum (now owned by
Faithful Central Bible Church), the West Angeles Church area, the Mid-Town Shopping Center, the
Baldwin Hills/Crenshaw Plaza, the recently approved Marlton Square Project at the Santa Barbara Plaza,
the Leimert Park area, and the Hawthorne Boulevard Specific Plan including the former Hawthorne Plaza.

The success of these projects, and the Corridor's economic future, are strongly dependent on improved
local and regional accessibility. Any 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
demonstrated elsewhere in the region. 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. All of the proposed alternatives would provide enhanced
access to the Corridor's many retail, entertainment and community-based activities for residents as we))
as non-Corridor residents.

6.5.3 Residential and Employment Densities

The Crenshaw-Prairie Corridor has significantly high levels of residential and employment densities that
would be very supportive of any transportation system improvement.

Population

As shown below in Table 6.15, the Corridor's population was projected to increase by about 47 percent to
over 451,000 residents by Year 2025. The highest population growth was forecast to occur in the LAX
subarea with a projected 56 percent increase. The Inglewood and Mid-City subareas are forecast to
expand by more than 53 and 43 percent respectively. Residential population in the Crenshaw and
Hawthorne subareas was projected to increase by 39 and 31 percent respectively.

t d F tu C 'd P I tiT bl 615 Ca e . : urren an u re om or opua on
Subarea Current Percentage of Forecast Percentage of .... Forecast

Population Corridor Population Corridor Percentage of
(2000 Census) Population (2025) Population Growth ...

Inglewood 93,000 30% 142,000 31 % 53%

Crenshaw 97,000 32% 135,000 30% 39%

Mid-City 69,000 23% 107,000 24% 43%

Hawthorne 32,000 10% 42,000 9% 31 %

LAX 16,000 5% 25,000 6% 56%

Total 307,000 100% 451,000 100%5
"..........

Current population densities within the Crenshaw-Prairie Corridor (14.76 persons per acre) are
approximately four times the average of the County's urbanized area (3.66 persons per acre). In the Mid­
City subarea, the population density is 20.14 persons per acre, more than five 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 15.65 persons per acre.
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By 2025, Crenshaw-Prairie Corridor population density is expected to increase with an approximately 47
percent growth to the Corridor-average of 21.68 persons per acre, about eight times the projected 2.71
persons per acre in the County's urbanized area. The Mid-City subarea was forecast to continue to be the
densest portion of the Corridor with 31.23 persons per acre, more than eleven times the urbanized
County's density. The largest population density growth was projected to occur in the LAX subarea with
a 56 percent increase. The Mid-City and Inglewood subareas were forecast to have a population density
increase of 55 and 53 percent respectively. Both the Crenshaw and Hawthorne subareas were forecast to
have an increase in population density between 2000 and 2025 of 39 and 31 percent respectively.

t d F tu P oJ ti D °tiT bl 616 Coa e . rren an u re OPI a on ens) es. .
Subarea Current Population ,Forecast Population Forecast Percentage

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

Los Angeles County· 3.66 2.71 -26 %

Inglewood 15.65 23.90 53%

Crenshaw 14.32 19.93 39%

Mid-City 20.14 31.23 55%

Hawthorne 14.11 18.52 31 %

LAX 6.68 10.44 56%

* Average of County's urbamzed area.

Housing

Similar to the Corridor 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 7.3 dwelling units per acre, more than five times the average of the County's
urbanized area (1.3 dwelling units per acre). With its heavy concentration of industrial and
transportation-related uses, the LAX subarea has the lowest residential density in the Corridor with only
2.5 dwelling units per acre. As shown below in Table 6.17, the residential densities of the Corridor's
other three subareas are all more than three times the average of the County's urbanized area.

Table 6.17: Current and Future Residential Densities

* Average of County s urbamzed area.

Subarea Current Residential ... Forecast Residential ForecastPercenlage
Density Density Increase in Density

(Persons per acre) (Persons pefacre)
Los Angeles County· 1.3 0.9 - 31 %

Inglewood 5.2 7.6 46%

Crenshaw 5.9 7.1 20%

Mid.City 7.3 9.3 27%

Hawthorne 4.9 6.2 27%

LAX 2.5 3.8 52%

,

Reflecting the forecast population change, the greatest increase in residential density in the Corridor is
projected to occur in the LAX subarea. By 2025, the residential density was forecast to grow from 2.5 to
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3.8 dwelling units per acre (a 52 percent increase). Similarly, the residential density in the Inglewood
subarea was projected to increase by 46 percent. The Hawthorne and Mid-City subareas were projected
to have a similar percent increase in residential density between 2000 and 2025 of about 27 percent, while
the Crenshaw subarea was forecast to have a 20 percent increase in residential density. However, at 9.3
dwelling units per acre, the Mid-City will continue to have a residential density more than ten times the
urbanized County average. Though the LAX subarea was forecast to have a 52 percent increase in
dwelling units, it will continue to have a significantly low residential density.

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 an employment
destination and its future support for a high-capacity transit system. Based on the 2000 Census, there are
approximately 6.15 employees per acre in the Corridor, which is over three times the urbanized Los
Angeles County average of 1.58 employees per acre. The highest employment densities within the
Corridor occur in the LAX and Hawthorne subareas with densities ranging from 8.38 to 17.2 employees
per acre, more than five to ten times the urbanized County average. The Crenshaw subarea has the lowest
employment density with approximately 3.4 employees per acre - still more than double the urbanized
County average.

Reflecting current population densities, the LAX subarea has the highest number ofjobs, followed by the
Inglewood and Crenshaw subareas. Employment within the Corridor is expected to increase with a
forecast 21 percent growth in jobs by the year 2025 as presented below in Table 6.18. AU of the
subareas, excluding LAX, will share in the job growth, but only Inglewood was projected to experience a
significant expansion in the number of employment opportunities. The Inglewood subarea was forecast
to have the most significant job growth with an increase in the current number of jobs by 86 percent. The
Mid-City subarea was projected to second with a 29 percent expansion in the number of jobs, followed by
the Crenshaw subarea with a 26 percent increase in employment opportunities. The Hawthorne subarea
was forecast to have a minor increase of five percent in the number of jobs, while the LAX subarea is
forecast to have a 22 percent decrease in employment opportunities.

t dF to ET bl 618 C

* Average of County s urbanIzed area

a e . : urren an u re mployment
Subarea Current Employment Forecast Employment Forecast Percentage

(Number of iobs> (Number of iobs>
Increase in Employment

Inglewood 28,000 52,000 86%

Crenshaw 23,000 29,000 26%

Mid-eity 17,000 22,000 29%

Hawthorne 19,000 20,000 5%

LAX 41,000 32,000 -22%

,

Corresponding to the Corridor's projected employment growth, the future employee density (7.45
employees per acre) was forecast to be more than six times the estimated average density for the County's
urbanized area (1.16 employees per acre). The highest and most significant employment density increase
was forecast to occur in the Inglewood subarea. These future job projections do not reflect any LAX
Master Plan revisions as these recommendations are currently being revised. The number of employment
opportunities in the LAX subarea may increase with adoption of the final plan. The Mid-City and
Crenshaw subareas were also forecast to experience significant increases in employment density to
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approximately 6.4 and 4.3 employees per acre and higher - more than triple the future urbanized County
average.

6.5.4 Land Uses

The Crenshaw-Prairie Corridor has a unique combination of regional and local destinations along with a
rich mix of single- and multi-family housing, some of which is eligible for historic designation. This
dense mixed-use Study Area is home to a significant number of regional destinations including LAX and
two entertainment venues - the Great Western Forum and Hollywood Park. It serves the local
communities with civic centers located in Inglewood and Hawthorne, and a high number of shopping
districts and centers including Koreatown, the Crenshaw District and Downtown Inglewood. The
Corridor also has concentrations of office development along Wilshire Boulevard, in Downtown
Inglewood and EI Segundo adjacent to the Metro Green Line. The Corridor's land use patterns result in
the high levels of residential and employment densities discussed above. A more detailed description of
the land use patterns within each of the Corridor's seven major subareas is presented below.

•

•

•

•

Northern Area - This portion of the Corridor extends south from Wilshire Boulevard to Olympic
Boulevard. The Hancock Park residential neighborhood is located immediately north of Wilshire
Boulevard. The Park Mile area along Wilshire Boulevard contains a mix of commercial uses
including low- to mid-rise office and apartment buildings, cultural resources such as the EbeB
Theater, and the historic Wilshire United Methodist Church. Two story multi-family residential
and local community commercial uses are located along Crenshaw Boulevard between Wilshire
and Olympic Boulevards. Koreatown-related retail uses occupy the intersection of Wilshire and
Olympic Boulevard with the Koreatown shopping district extending east along Olympic
Boulevard.

Mid-City Area - This portion of the Corridor extends south from Olympic Boulevard to Adams
Boulevard. This subarea is primarily single-family residential with some duplex development,
and includes several historic neighborhoods including Country Club Park. Victoria Park,
Lafayette Square and Longwood Heights. The Mid-City subarea contains the Mid-Town
Shopping Center and local commercial uses along Pico Boulevard. New commercial
development, including several big box uses, is planned adjacent to the Mid-Town Shopping
Center located at Pica-San Vicente Boulevards. Craftsman-style housing lining Crenshaw
Boulevard between Venice Boulevard and the 1-10 Freeway is potentially eligible for historic
district designation.

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, the Santa Barbara Plaza Shopping Center and the shopping activities of the
Crenshaw District extending along Crenshaw Boulevard between Martin Luther King, Jr.
Boulevard and Vernon Avenue. The Santa Barbara Plaza will be redeveloped as the recently
approved mixed-use Marlton Square Project. This Corridor 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 behind both sides of the commercial uses along Crenshaw Boulevard.
Further south on Crenshaw Boulevard is the Hyde Park business community, which is seeking to
create a pedestrian-oriented environment for the revitalized retail and commercial businesses.

Inglewood Area - The Inglewood portion of the Corridor extends south along Crenshaw
Boulevard from Slauson Avenue to south of Manchester Boulevard. This subarea contains the
Inglewood Civic Center and adjacent commercial uses, as well as the Forum. Hollywood Park,
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the Daniel Freeman Memorial Hospital, the Centinela Hospital, Inglewood Park Cemetery and St.
Mary's Academy. Downtown Inglewood houses the Civic Center area and a concentration of
high-rise office buildings serving government uses. Retail uses are located along La Brea
Avenue and the recently upgraded Market Street area. Prairie Avenue south of Century
Boulevard is lined with a mix of residential, local retail uses and highway-oriented commercial
development.

•

•

•

Hawthorne Area - This segment of the Corridor extends south from Imperial Highway past the 1­
lOS/Century Freeway and Metro Green Line to Downtown Hawthorne. While this subarea is
primarily residential, the Robert F. Kennedy Medical Center, Hawthorne Civic Center, the former
Hawthorne Plaza (which is undergoing substantial redevelopment) and recent highway-oriented
commercial retail development are located within the southern end of the Corridor. A specific
plan process is being undertaken to redevelop Hawthorne Boulevard between the 1-105 Freeway
and Rosecrans Boulevard. In the final planning stage, the draft specific plan seeks to create a
pedestrian-oriented, mixed-use destination area supportive of future transportation improvements.

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 World Airport. LAX is the primary commercial air
transportation hub of the Los Angeles region and is the dominant U.S. international gateway to
the Pacific Rim. In 2000, it was the third busiest airport in the United States in terms of aircraft
operations and passengers, and the world's fourth most active in terms of passengers. LAX is
also the second busiest cargo airport in the world handling more than two million tons of air
cargo of which 40 percent is international.

El Segundo Area - This portion of the Corridor extends south from LAX, Imperial Highway and
the 1-105/Century Freeway. The Metro Green Line bends south through this Study Area section,
which is developed with hotels, office buildings and airfreight distribution-related businesses.
New development providing a mix of retail, restaurant and office uses is occurring immediately
south of the Study Area between Sepulveda and Aviation Boulevards.

Station Area Development

Proposed station/stop areas have been identified for the BRT and LRT alternatives as presented in Section
2.0. Alternatives Considered of this report. Many of these stations/stops will also accommodate Metro
Rapid, local and community circulator services. The identified stations/stops have been located to best
serve existing Corridor destinations and neighborhoods, while supporting revitalization efforts and future
development plans. As discussed below, many of the local land use plans call for densification of land
uses in the proposed stations/stops to accommodate forecast future housing and job growth, provide for
community services and enhancements, and support utilization of future transit system improvements.

System-related property acquisition may offer joint development opportunities particularly in station
areas. City plans support the active pursUit ofjoint development and other revitalization projects adjacent
to the area's future transit stations as discussed below. Such development can strengthen the Corridor's
neighborhoods by providing expanded and upgraded space for businesses as well as housing and
community services, while strengthening system ridership. While some regions have had success with
development associated with bus service, there are more demonstrated development results related to
implementation of a light rail system.

6.5.6 Land Use and Development Plans and Policies

This section summarizes the existing transit-supportive policies, zoning regulations and implementation
tools available to ensure the success of the regional transportation system through the development of
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land use patterns that support transit ridership, and act as a catalyst for economic development and
neighborhood revitalization.

The cities of Los Angeles, Inglewood, Hawthorne and El Segundo each encourage the development of
transit through policies in their respective General Plans and designation of Redevelopment Areas within
the Corridor boundaries. Common objectives include:

•
•
•
•

Improving low income household accessibility to employment opportunities;
Addressing retail services leakage;
Serving Corridor activity centers; and
Increasing economic activity.

Los Angeles

In cooperation with MTA, the City of Los Angeles has adopted a Land Use-Transportation Policy which
is an integrated strategy addressing land use, transportation and air quality issues related to the
development of the regional transportation system. The Policy is based on the unique opportunity
created by the development of an integrated rail and bus transit system to address the challenge of
providing for local growth, supporting economic vitality, improving local air quality, relieving traffic
congestion and providing a full range of housing opportunities, while maintaining and improving the
City's quality of life. The Policy seeks to guide future development around station areas through the
identification of-six station area prototypes reflective of varied land use characteristics and community
visions of how transit should serve and fit within their neighborhoods. This document provides land use
and design guidelines for station area development designed to accomplish the following major goals:

•
•
•
•

Increase land use intensity in transit station areas.
Accommodate mixed commercial and residential development
Create a pedestrian-oriented environment in the context of an enhanced urban setting.
Attract private investment and contribute to neighborhood revitalization.

The Policy identifi~ minimum and maximum levels of densities with the prototypes most applicable tp,
the Crenshaw-Prairie Corridor providing for a minimum housing density ranging between 24 (Major Bus
Center) to 40 (Rail station prototypes) dwelling units per acre, a maximum of 40 to 60 dwelling units per
acre, with an average of 40 dwelling units preferred among all prototypes. The Policy provides for
standard incentives including:

•
•
•
•

Mixed-use development by right;
Reduced parking requirements;
Reduced permit processing fees; and
Expedited environmental and permit processing.

Additional incentives, including floor area ratio (FAR) and density bonuses, are identified for pedestrian
enhancement and community benefits. In many cases, the provisions of this policy have been
incorporated into the City's General Plan update process through the designation of Transit Oriented
Districts at existing and proposed station areas.

Additional support for transit-supportive development is provided by the Los Angeles General ,Plan
Framework, which is intended to guide the City's long-range growth and development through the year,·
2010. The Framework allocates the majority of the City's future growth to areas within one-quarter mile
of transit stations and corridors. Approximately two thirds of the City's overall growth through 2010 is
intended to be comprised of intensification and reuse of areas within and adjacent to the City's existing

KORVEIRA lV, A Joint Venture 6-24 January2003



Crenshaw-Prairie Corridor Major Investment Study

primary transportation corridors. Crenshaw Boulevard in particular is designated as a "High Capacity
Transit Priority Corridor."

The City is also divided into 35 community planning districts with adopted plans in place establishing
land use designations, policies, and implementation programs. The community plans are the means by
which the citywide policies are applied to specific proposals at the local level. Two community plans
address the portion of the Study Area within the City of Los Angeles - the Wilshire and West Adams­
Baldwin Hills-Leimert community plans.

The Wilshire Community Plan area, which is often called the Mid-City section, extends south from
Melrose Avenue to Venice Boulevard. The Wilshire District Plan supports the implementation of mass­
transit alternatives including expansion of Metro Rail and Rapid services.

The West Adams-Baldwin Hills-Leimert Community Plan area, located to the south of the Wilshire Area,
is much more specific about its support for future transportation system improvements. This Plan calls
for the provision of an expanded public transit system serving the community plan area, and identifies the
importance of the future CrenshawlPrairie and Exposition LRT Lines. Provision of high-capacity transit
service is viewed as crucial to the mobility, revitalization and growth of the community. The Plan refers
to the Land Use-Transportation Policy and identifies the need to ''focus future growth around transit
stations" through an increase in residential densities and the provision of mixed-use projects through
incentives. Four Transit Oriented Districts (TODs) are identified within this community plan area:

•
•
•
•

CrenshawlWashington
CrenshawlExposition
Crenshaw PlazalLeimert Park
Slauson and Crenshaw.

The West Adams-Baldwin Hills-Lehnert Community Plan supports the active pursuit of joint
development and other revitalization projects adjacent to the area's future transit stations. It recognizes
that the existing development surrounding some of the proposed stations is less intense than that
permitted by the Plan, and that future development of a high-capacity LRT system project could result in
redevelopment to the higher densities permitted in the Plan.

Inglewood

The City of Inglewood acknowledges and supports ongoing study of the BRT and LRT options which
would relieve traffic congestion and create linkages between the City and nearby activity and work
centers, as well as LAX. The City has adopted a Transit Corridor Land Use Policy, and is developing a
Smart Growth Planning Imitative Program. This planning effort is focused on business attraction
retention and expansion strategies throughout the City including some areas that are located along the
transportation corridors proposed by the MIS alternatives. Inglewood has an adopted Downtown Plan
that recognizes the future transit station area at La Brea Avenue/the former BNSF Railroad right-of-way
and seeks more intensive and varied land uses in the station area.

Hawthorne

The City of Hawthorne's General Plan Circulation Element includes policies to encourage and stimulate
the advancement of transit. The Element notes "an opportunity for increased use in public transportation
through expansion of local and regional bus systems" and seeks to "exploit the opportunity that exists due
to the location of the Century-El Segundo Light Rail Transit System" Within the City of Hawthorne,
Hawthorne Boulevard is being evaluated for future "build" transit improvements. The median of this
street was formerly used for Red Car system operations. The City is in the tmal stage of preparing a
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Specific Plan for this section of Hawthorne Boulevard. Future land use and transportation strategies are
being developed to create a more pedestrian-friendly, mixed-use environment including concepts to reuse
the median for future transit service. The resulting Specific Plan will be adopted by the City Council and
implemented through the City's Redevelopment Agency.

EISegundo

The City of El Segundo's General Plan Circulation Element incorporates transit objectives and policies
that are supportive of the goals of the proposed MIS alternatives. This policy seeks to ensure that "transit
planning is considered and integrated into all related elements of city planning." Development in the
City has been led by employment rather than population growth, with the City having a daytime
employment population of approximately 80,000 compared with 16,000 residents. They have sought to
increase employment-access via the Metro Green Line, and other transit services, through General Plan
land use strategies such as designating parcels along the Metro Green Line and in station areas as Urban
Mixed Use, which pennits a mixture of higher density office, research and development, retail and hotel
uses.

RedevelQPment Plan Areas

A significant portion of the alignments of the proposed alternatives falls within redevelopment areas
designated by the cities of Los Angeles, Inglewood and Hawthorne. The City of EI Segundo does not
have any designated redevelopment areas, relying more on the development agreement process to ensure
their land use goals are met. Through the provisions of state redevelopment law, these areas provide
financial incentives for development and in order to encourage the types of land use densities and patterns
desired in the General Plans outlined above, namely high-density development that is oriented to major
transit routes.

Within the Corridor Study Area, the City of Los Angeles has two designated redevelopment areas - the
Crenshaw Redevelopment Project and the Crenshaw-Slauson Redevelopment Project. These projects are
directed at eliminating blight and generating economic development and related employment. The City
of Inglewood has six redevelopment project areas within the Study Area: In Town, La Cienega,
Manchester-Prairie,' North Inglewood Industrial Park, Century and Imperial-Pacific. Activities within
these project areas are committed to the economic health of the business community and the stability of
the City's neighborhoods. The City of Hawthorne has one redevelopment plan area within the Corridor
Study Area located generally along Hawthorne Boulevard, which is focused on improving the retail and
commercial viability and character of this portion of the City's "Main Street."

6.6 Public Support

The purpose of analytical factors included in this evaluation category is to identify the alternative, or
phasing of alternatives, that has the highest level of support from the community, stakeholders and elected
officials, as well as public plans and documents. Support for the alternatives evaluated in the Crenshaw­
Prairie Study can be measured through comments received and actions undertaken in the following areas:

•
•
•
•

Public plan and policy support at the local, countywide and regional level;
Community and stakeholder support;
Public support including elected officials; and
Public agency support.

At this point in the process, the final MIS outreach has not been completed and public support for
alternatives cannot be ascertained. The community, stakeholders, public agency staff members and
elected officials are waiting for the detailed analytical information presented in this MIS document before
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making a decision on the most effective transportation improvement strategy, or phasing of strategies, to
the mobility problems identified in the Corridor in the context of local goals and objectives. Community
and stakeholder support received during the Initial Screening efforts, as documented in Section 7.0,
Public Input of this report, is summarized below. Alternative-specific support will be ascertained during
the final MIS outreach efforts.

6.6.1 Public Plan and Policy Support

Support for future Crenshaw-Prairie Corridor transportation improvements has been documented in the
adopted Regional Transportation Plan (RTP) and the Long Range Transportation Plan (LRTP). Future
Corridor transportation projects are supported in various city documents within the cities of Los Angeles,
Inglewood, Hawthorne and EI Segundo.

The Southern California Association of Governments (SCAG) is the metropolitan planning organization
for the six-county area that includes Los Angeles County. Under federal and state law, SCAG is required
to prepare a long-range (20 year) Regional Transportation Plan (RTP) that is updated every three years.
SCAG is also responsible for developing the associated Regional Transportation hnprovement Program
(RTlP), which is the list of approved and conforming transportation projects that implements the RTP.
Updated by SCAG every three years, the 2001 Regional Transportation Plan is the current operating
plan, which was adopted by the SCAG Regional Council in April 2001. The Constrained Transit Project
list reflected in the 2001 RTP included the following Crenshaw-Prairie Corridor projects:

•
•

•

Metro Green Line extension north to Century and Sepulveda Boulevards;
Metro Rapid lines on Crenshaw-Rossmore, Florence, Hawthorne, Century, Vernon-La Cienega
and Venice.:.Pico; and .
Crenshaw Transit Corridor Project.

The Los Angeles County Metropolitan Transportation Authority (MTA) is the state-designated
transportation planning and programming agency for Los Angeles County. The Long Range
Transportation Plan (LRTP), a key element of MTA's planning process, identifies transportation needs
for Los Angeles County over the next 20 years. Once adopted by the MTA Board, the LRTP is
submitted to SCAG and incorporated into the RTP and RTIP. MTA Board support for the. Study
Corridor was provided with the adoption of the 2001 Long Range Transportation Plan at the April 2001
MTA Board meeting. This update of the 1995 LRTP provided the Crenshaw Transit Corridor - from
Wilshire and Crenshaw Boulevards to the Metro Green LinelLos Angeles World Airport - with $346.1
million in future funding. In addition, the LRTP identified funding for 22 new Metro Rapid lines ­
several of which will serve the Study Corridor.

Future Crenshaw-Prairie Corridor transportation projects are supported by the City of Los Angeles in a
variety of transportation and land use planning documents. The City's Transportation Element supports
the enhancement of the region's transit system to compete effectively as an alternative to the automobile.
It does so by identifying two categories of transit priority streets intended to encourage transit ridership.
Within the City of Los Angeles, the following Corridor streets are designated as transit priority corridors:

•

•

High Capacity Transit Priority Corridors - Crenshaw, Wilshire and Olympic Boulevards.

Transit Priority Streets - Martin Luther King, Jr. Boulevard (east of Crenshaw Boulevard),
Florence Avenue and Manchester Avenue.

Two community plans cover the portion of the Study Area within the City of Los Angeles - the Wilshire
and West Adams-Baldwin Hills-Leimert community plans. The Wilshire Community Plan area supports
the implementation of mass-transit alternatives including expansion of Metro Rail and Rapid services.
The West Adams-Baldwin Hills-Leimert Community Plan area, located south of the Wilshire Area, is
much more specific about its support of transportation improvements. This Plan calls for the provision
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of an expanded public transit system serving the community plan area, and identifies the importance of
the future CrenshawlPrairie and Exposition LRT Lines. This Community Plan views the implementation
of transportation improvements as crucial elements to the mobility, revitalization and growth of the
community.

Also within the City of Los Angeles, the Integrated Land Use and Transportation Plan, adopted by the
City of Los Angeles and MTA, seeks to concentrate mixed-use and higher-density development around
transit stations to encourage public transit ridership and to create more efficient land use patterns. The
policy is based on six station area prototypes reflective of varied land use characteristics and community
visions of how transit should serve and fit within their neighborhoods.

The City of Inglewood acknowledges and supports ongoing study of the BRT and LRT options which
would relieve traffic congestion and create linkages between the City and nearby activity and work
centers, as well as LAX. The Circulation Element of the City's General Plan urges that the former
Burlington Northern Santa Fe (BNSF) Railroad right-of-way now owned by MTA, which passes through
the City, be considered for use in such plans. The City has adopted a Transit Corridor Land Use Policy.

The City of Hawthorne's General Plan Circulation Element includes policies to encourage and stimulate
the advancement of transit. The Element notes "an opportunity for increased use in public transportation
through expansion of local and regional bus systems" and seeks to "exploit the opportunity that exists due
to the location of the Century-EI Segundo Light Rail Transit System."

The City ofEI Segundo's General Plan seeks to ensure that "transit planning is considered and integrated
into all related elements of city planning," and directs City staff and elected official to "work closely with
public agencies and private businesses to expand and improve public transit service." The General Plan
identifies land use strategies to focus higher density development in existing Metro Green Line station
areas.

6.6.2 Community and Stakeholder Support

The following overview of public comments received regarding the alternatives in summarized from
Section 7.0, Public Input of this report. Public comments were received and documented over the course
of 18 months at various community, interagency and stakeholder meetings and work sessions.

During the Initial Screening efforts, strong public support and desire for Corridor transportation
improvements was voiced. The communities in the Crenshaw-Prairie Corridor have been patiently
waiting for their needs to be addressed. They have endured the growing gridlock on their streets and
participated in many studies that have resulted in no improvements. There was a sense of hope - that the
waiting was over and that the MIS process would result in implementable projects that would benefit the
entire Study Corridor.

Community and stakeholder feedback was received through public meetings, personal contacts with
individual stakeholders, calls to the project hot line, completion of surveys and letters written by
stakeholder groups. The following is a summary of the public comments received regarding the transit
alternatives:

• Improve local bus service - This option regularly ranked last with the public and stakeholders.
Although the option to improve local bus service was seen as vital for quality of life
improvements within the Corridor communities, with respect to this study, the community felt
that there is an opportunity to have greater impact with one of the other transit alternatives. The
general sense was that bus improvements should happen irrespective of a Crenshaw-Prairie transit
project. If anything, local bus service improvements were viewed as enhancing and
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complementing a newly adopted high-capacity project by providing feeder service and increased
service coverage.

•

•

•

Implement Metro Rapid service - Implementation of Metro Rapid service was positively received
by the Corridor communities. Many community members made supportive comments about the
existing Metro Rapid service, and were in favor of seeing this system expanded within the Study
Corridor. This alternative consistently ranked very high and received many first place rankings
from the community; and overall it was ranked second among the modal alternatives presented.

Construct and Operate a Bus Rapid Transit system - During initial outreach efforts, the Bus
Rapid Transit (BRT) Alternative was consistently ranked third, behind the Light Rail Transit and
Metro Rapid service options by the public. The BRT Option was the most difficult for people to
comprehend due to a lack of personal experience with this type of system. This was not a popular
option when compared to a light rail system due to a perception of slower service, less system
capacity and not as direct connections to the regional transit system.

Construct and operate a Light Rail Transit system - The Light Rail Transit (LRT) system
alternative was consistently ranked first or second by most individuals, and overall was the most
popular option. Community members generally favored this system because of the perception of
high service frequency, speed and reliability. Another major supporting factor was the ability of
this option to provide a direct rail connection with the regional rail system including the Metro
Red Line. the future Exposition LRT Line and the Metro Green Line, thereby providing the best
alternative for regional connectivity.

Community concerns expressed regarding the BRT and LRT alternatives included: traffic and parking
impacts, potential property takes, construction impacts, safety concerns, increased noise during
operations, and high capital cost to build. The public expressed the strong opinion that these impacts
should be addressed with a strong and comprehensive mitigation program developed in consultation with
the community and impacted stakeholders.

6.7 Other Factors

Development of an effective multi-modal transportation network serving 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 2025, 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. All of the analysis conducted for the Crenshaw-Prairie Corridor, including
the Crenshaw-Prairie Preliminary Planning Study (MTA, 1994) and the Crenshaw-Prairie Corridor
Route Refinement Study (MTA, 2(00), as well as Section J.0. Purpose and Need of this document,
strongly indicate that the Study Area warrants a significant investment for transit system improvements,
as supported by the following key facts:

• The Need for Transit Improvements Has Been Established in Previous Studies•

Over the past 35 years, the need for transportation improvements in the Crenshaw-Prairie
Corridor has been established through a series of transportation plans and studies undertaken by
the MTA and its predecessor agencies - the Southern California Rapid Transit District (SCRTD)
and the Los Angeles County Transportation Commission (LACfC). Starting in 1967, the
Crenshaw Corridor was included in the region's first rail system plan. ht 1993, a Preliminary
Planning Study was undertaken by MTA for the Crenshaw-Prairie Corridor that clearly identified
the need for Corridor high-capacity transit system improvements. Completed in October 1994,
the Preliminary Planning Study identified two viable transit service corridors with related modal
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options to be studied further. In 1996, MTA initiated the next phase of the corridor transportation
planning process - a Crenshaw-Prairie Corridor Major Investment Study (MIS). In November
1997, changing MTA priorities called for the reconsideration of future transportation
improvements not already under construction, and a decision was made by MTA staff to defer
completion of the MIS process and to instead prepare a Route Refinement Study (RRS) that
would have a longer shelf life. The Final Crenshaw-Prairie Corridor Route Refinement Study
Report, completed in December 2000, identified the need for and proposed a set of viable Final
Study Set of Transportation Strategy Alternatives for the Corridor.

•

•

•

•

There is a Significant Transit Dependent Population in the Study Area.

More than 49 percent of all Corridor households are designated as low income, with 56 percent
identified as low income the Crenshaw subarea. A Corridor-wide average of 16 percent of all
households does not have access to an automobile compared to eight percent in the County's
urbanized area, with 19 percent having no auto access in the Crenshaw subarea. Forecasts show
a growing transit-dependent population with a projected 55 percent increase in Corridor residents
reliant on the Study Area's transit system.

There is a High Level of Transit Usage in the Study Area.

The identified demographic indicators contribute to higher than average transit usage 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. By the year 2015, estimates project 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 area to 11 percent. The transit mode split in the southern portion of the Corridor is
forecast to increase to 16 percent - more than 50 percent higher than the countywide average.

The Current Corridor Transit System is Operating At-Capacity and with Slowing Speeds.

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
operating at- or over- capacity. Operating beyond capacity results in overcrowding, rider pass­
bys and loading delays, which create uneven headways and related schedule adherenceproblems.
Bus service in the Crenshaw Corridor currently operates at 12.5 mph; MTA projections show an
average system-wide bus speed of 10 mph in the year 2015.

There is a Demonstrated Need for Increased Corridor Transportation System Capacity.

The MIS identified an increasing number of future trips with a forecast of more than 350,000
additional daily trips that will occur in the Corridor in the year 2015. Currently, 78 percent of
the Corridor's freeway system operates at or below Level of Service (LOS) F during the morning
peak period, with 92 percent of the system operating at or below LOS F in the evening peak
period. During both peak periods, current travel demand exceeds the Corridor's arterial system
capacity resulting in significant congestion and delay. Bus service in the Corridor is operating
at- or over-capacity, and future projections show a significant increase in transit demand (55
percent) by the year 2015. The Corridor's congested freeway and arterial street system, as well as
the heavily-utilized bus system, offer no additional capacity to accommodate the projected 19
percent increase in daily trips.
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•

•

Corridor Residents Have Limited Travel Options.

The ability to move quickly and efficiently in the Crenshaw-Prairie Corridor can also be
expressed in tenns of transportation system choice. Currently, Corridor travelers have a limited
choice in travel options - auto or bus transit - circulating on the same congested street system.
Existing operational issues make bus usage by transit dependent riders daunting, and make
utilization undesirable to non-transit dependent residents or choice riders. A multi-modal
Corridor strategy would provide all local residents - not just the transit dependent - with more
travel options.

The Corridor Has Weak Connections with the Regional Transportation System•

The Study Area currently has weak connections to the regional transportatIon system. and there is
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 cOllvenience by vehicular
congestion. The lack of regional transportation system links will become more detrimental to
future Corridor travel and economic development as Corridor population and employment
continue to grow.

In addition, the Crenshaw-Prairie Corridor transportation improvement has the opportunity to
play an important role in the regional transportation system by providing a missing service link.
Currently, there is no north-south high-eapacity connection west of Downtown Los Angeles and
the I-lID Freeway - other than the 1-405 Freeway which serves only a comer of the Study Area.
In the regional rail system. the Metro Blue Line is the only north-south c~nection in a growing
network of east-west rail lines. A rail system connection operating on Crenshaw Boulevard
would provide a much-needed second north-south link enhancing r¢gional and Corridor
connectivity, and lessening the system operational impacts on the capacitY.~t 7tbIMetro Center.

'1...
~

• The Crenshaw-Prairie Corridor Houses a Major Set of Activity Cente~ and Destinations.
~

The Crenshaw-Prairie Corridor, covering portions of four cities (Lo~ Angeles, Inglewood,
Hawthorne and EI Segundo), has a unique combination of regional and lOGal destinations along
with a rich mix of single- and multi-family housing. This dense mixed-use Study Area is home
to a significant number of regional destinations including LAX and two entertainment venues ­
the Great Western Forum and Hollywood Park. It serves Corridor communities with civic
centers located in Inglewood and Hawthorne, and a high number of shopping districts and centers
including Koreatown, the Crenshaw District and Downtown Inglewood. The Corridor also has
concentrations of office development along Wilshire Boulevard, in Downtown Inglewood and EI
Segundo adjacent to the Metro Green Line.

• Existing High Study Area Population and Employment Densities Support Transit.

The Corridor's land use patterns result in high levels of residential and employment densities that
are supportive of transit service. Current population densities within the Crenshaw-Prairie
Corridor are approximately four times the average of the County's urbanized area. In the Mid­
City subarea, the population density is more than five times the County's average.

Similar to the Corridor 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 'more than five times the dwelling units per acre than the average of the
County's urbanized area.
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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 an
employment destination and its future support for a high-capacity transit system. Based on the
2000 Census, the Corridor's employment density is over three times the urbanized Los Angeles
County average. The highest employment densities within the Corridor occur in the LAX and
Hawthorne subareas with densities ranging from more than five to ten times the County average.

•

•

The Study Area is Forecast to Continue to Capture a Large Share of Regional Population
and Employment Growth.

By 2025, Crenshaw-Prairie Corridor population density is expected to increase with an
approximately 47 percent growth to a Corridor-average that is approximately eight times the
projection for the County's urbanized area. The Mid-City subarea was forecast to continue to be
the densest portion of the Corridor with a population density of more than eleven times the
urbanized County's density.

Reflecting the forecast population change, the residential density was forecast to increase by 52
percent by year 2025. The Mid-City will continue to have a residential density more than ten
times the urbanized County average. Though the LAX subarea was forecast to have a 52 percent
increase in dwelling units, it will continue to have a significantly low residential density.

Employment within the Corridor is expected to increase with a forecast 21 percent growth in jobs
by the year 2025. All of the subareas, excluding LAX, will share in the job growth. with the
Inglewood subarea forecast to have the most significant job growth with an increase in the current
number of jobs by 86 percent. The Mid-City subarea was projected to be second with a 29
percent expansion in the number of jobs, followed by the Crenshaw subarea with a 26 percent
increase in employment opportunities.

Corresponding to the Corridor's projected employment growth, the future employee density was
forecast to be more than six times the estimated average density for the County's urbanized area.
The highest and most significant employment density increase was forecast to occur in the
Inglewood subarea. These future job projections do not reflect any LAX Master Plan revisions as
these recommendations are currently being revised. The number of employment opportunities in
the LAX subarea may increase with adoption of the final plan. The Mid-City and Crenshaw
subareas were also forecast to experience significant increases in employment density to more
than triple the future urbanized County average.

The Region and the Corridor Have Continuing Air Quality Concerns
"

The Corridor is located within the South Coast Air Basin - the airshed with the worst air quality
in the nation. Mobile source emissions from vehicles are the single largest contributor to air
quality problems in the basin. There is a demonstrated need to increase Crenshaw-Prairie
Corridor transportation capacity to serve the forecast trip growth without increasing mobile
source ozone emissions in this nonattainment area. Annual regional vehicle miles traveled
(VMT) would decrease with implementation of both the BRT and LRT alternatives.
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7.0 PUBLICINPUT

The public comment outreach effort has been integral in shaping the Crenshaw-Prairie Corridor MIS
process and results. Public comments were received and documented over the course of 18 months at
various community, interagency and stakeholder meetings and work sessions. Public comment has been
continuously integrated into the MIS process, and has shaped and guided the direction of this project.
This section summarizes the consultation approaches, activities and outcomes of the MIS outreach effort.

7.1 Participation Strategies Employed

Prior to initiation of outreach efforts, two documents were prepared to focus and define the public
participation efforts for the Crenshaw-Prairie Corridor MIS: the Cultural Assessment Report and Public
Participation Plan. The purpose of the Cultural Assessment Report was to provide both an overview of
the social communities affected by the proposed transit improvements to be studied in the MIS, and a
catalogue of community interests and cultural resources. The report provided a profile for each Corridor
community that included the following information:

•
•
•
•
•
•

Neighborhood and cultural characteristics;
Neighborhood history;
Demographic and population trends;
Future outlook - opportunities and aspirations;
Primary resources; and
Landmarks.

The Cultural Assessment Report contained a synthesis of information gathered from four types of
sources: existing documentation; anecdotal information obtained through surveys and interviews;
personal experience and knowledge of the Corridor Study Team; and windshield surveys. Key findings
from this effort include the following:

•

•

•

•

The communities in this Corridor have been patiently waiting for their needs to be addressed.
They have witnessed the reduction or elimination of MTA projects over the years, and endured
the growing gridlock on their streets. There was a sense of hope - that the waiting was over and
that the MIS process would bring tangible results which would benefit the entire Study Corridor.

Throughout the years, but particularly since 1992, the Crenshaw community has been constantly
studied by governmental entities and foundations, and through private sector initiatives.
Unfortunately, there have been few if any implemented projects and initiatives that have resulted
from the many studies. Consequently, many residents want action instead of more studies.

With regard to transit, most people agreed that linkages to the regional transit system and
improvements to bus service and local circulators would help Corridor residents travel to
employment and activity centers both in and beyond the Study Area. Destinations mentioned
included Downtown Los Angeles, Hollywood, Long Beach, South Bay and LAX.

Many residents mentioned that any transportation solution must be suitable for the local
communities and serve their vital transit needs including convenience, affordability and
reliability.
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•

•

•

•

•

Public transit dependent residents were interested in an immediate increase in the frequency of
MTA and DASH services. They requested improved safety measures on buses, cleaner buses and
additional Metro Rapid, DASH and MTA bus routes.

Area residents were very interested in the proposed Crenshaw-Prairie Transit Line, but were
concerned about crime prevention, safety measures and aesthetic issues. The most frequently
asked questions were ''Will it be safe?" and "What will it look like?"

In Inglewood, people felt that rail transit could blend well with plans for redevelopment of
Downtown and Prairie Avenue, and provide regional connections to other rail lines.

In several communities, transit improvements were viewed as positive for revitalization efforts by
providing more "foot traffic." Transit was also viewed as providing the increased capability of
bringing people into the Study Area for special events.

The Corridor is ex.periencing changing demographics with Latinos now the fastest growing
segment of the Corridor's ethnic population. Many are employed at LAX and surrounding hotels
and identified the need for better, more reliable bus and/or rail service.

Based on community research conducted for the Cultural Assessment Report, a Public Participation Plan
was developed to provide a specific program strategy and schedule for integrating public input with the
study milestones, products and decisions. In order to maximize community participation, the outreach
program followed two goals:

•

•

All public contact was designed to "leave the participants with something," Le., functional
information, ideas, workable initiatives and information on current and future transit projects.

All public contact stressed the need for citizen cooperation, and the need for advocacy measures
to ensure project implementation.

The Crenshaw-Prairie Corridor message was that the process was "more than a study." The MIS was an
opportunity to: 1) learn about transit issues; 2) influence area economic development efforts; 3) determine
transit alternatives; and 4) increase transit area services. The Corridor Study Team focused the process to
assist the community to determine, define and create viable transit improvements in their community.

Numerous participation strategies were utilized to provide project information to communities within the
Corridor Study Area, and to maximize public participation and input. Specifically, the following
participation strategies were employed:

•

•

Elected Official Briefings - Briefings were held with the Mayor of Inglewood and
Transportation Deputy for the Mayor of Los Angeles. These briefings were intended to solicit
their input both on the defmition of the alternatives to be studied and on how best to do outreach
within their communities.

City StaffMeetingsIWork Sessions - Briefings/work sessions were held with staff from the cities
of EI Segundo, Hawthorne, Inglewood and EI Segundo. The purpose of these meetings was to
inform city staff about the MIS process and schedule and to solicit their input on the alternatives
under consideration. Alternatives were reviewed by affected agencies to ensure that all
applicable public goals, plans and concerns were reflected in the MIS process and options.
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•

•

•

•

Interagency Task Force Meetings - Interagency Task Force (ITF) meetings were held in order to
brief government officials, including elected representatives, city officials from Los Angeles,
Hawthorne, Inglewood and El Segundo as well as transportation and other relevant public works
representatives. The purpose of these meetings was to present the project work, including the
transit alternatives being shown to the public for comment, and to coordinate and share relevant
information on a potential future transit project in the Crenshaw-Prairie Corridor.

Community Briefings - Briefings were held in neighborhoods throughout the Corridor.
Attendees were presented with information about the initial set of alternatives and encouraged to
evaluate each alternative by discussing the possible benefits and drawbacks of each option. A
survey form was used to record individual and group preferences.

Business-Stakeholder Meetings - These outreach efforts were targeted meetings with business
and stakeholder groups. Meeting presentations were made by the Study Team and input was
solicited through discussion and survey fonns. These meetings targeted active stakeholders in the
community and supplemented the general neighborhood meetings.

Neighborhood Meetings - The neighborhood meetings were open public meetings that were held
in the three sections of the Corridor - the Mid-City area in the northern portion, Crenshaw in the
central section and Inglewood in the southern segment. Invitations were mailed out using the
MTA database and a supporting effort was made to reach out to key stakeholders, elected official
and relevant neighborhood groups to encourage participation.

A Crenshaw-Prairie MIS Public Participation Meeting Matrix was prepared and updated weekly in order
to document meeting dates, the organization or group, and the type of meeting. The most recent version
of this matrix is included at the end of this report section.

The following participation tools were employed in the Crenshaw-Prairie Corridor MIS process:

•

•

•

•

•

•

Fact Sheet - A bi-lingual fact sheet (EnglishIKorean) was developed to outline the transit
alternatives and set the framework for the public discussion. These were distributed at all
briefings, meetings and work sessions.

Project Literature - A "Get Connected" informational piece was developed to supplement the
original fact sheet. The "Get Connected" piece provided photos and descriptions of the transit
alternatives as well as key Corridor destinations.

Survey Form - A project survey was developed and used at the work sessions and briefings.
The survey asked for participants to rank and comment on the set of alternatives, and to highlight
the benefits and drawbacks of each alternative presented using different criteria.

Project Information Line - A project information line was established to receive and respond to
public inquiries regarding the project (213/922-5222).

Web Site - A web site with up-to-date information was designed so individuals could log on and
view project information, the calendar of upcoming events and submit questions and comments
on-line (www.mta.net under ''Transit Corridor Studies").

Database - A MTA project database was developed of Study Corridor individuals and
organizations affected by any future transit project. It was utilized to communicate with key
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individual stakeholders with meeting and project information. The database was updated as new
participants attended meetings and completed surveys.

•

•

7.1.1

Meeting Notices - Using the MTA project database, more than 20,000 postcards were mailed out
with the dates and locations of the neighborhood meetings.

Get Connected Newsletter - The project newsletter was distributed to the public in March 2002.
It summarized the MIS efforts-to-date and provided information on the Final Set of Alternatives
and upcoming public opportunities for further input.

Initial Screening

The screening of the Initial Set of Alternatives was based on public and stakeholder input along with an
initial technical assessment. The possible options were presented in a series of outreach efforts to refine
details of the options, to check the public acceptability of the options, and to ensure that all transportation
options are identified. Alternatives were reviewed by affected city agencies to ensure that all applicable
public goals, plans and concerns are reflected. The following modal alternatives were presented for
review and comment during initial screening:

•
•
•
•

Improve local bus service.
Implement Metro Rapid service.
Construct and operate a Bus Rapid Transit system.
Construct and operate a Light Rail Transit system.

Public outreach efforts included more than 20 briefmgs, meetings and work sessions. Three community
workshops were held in the northern, central and southern portions of the Study Area. Briefings were
conducted with the Mayor of Inglewood and the Transportation Deputy for the Mayor of Los Angeles.
Work sessions were held with staff from the cities of EI Segundo, Hawthorne, Inglewood and Los
Angeles. An Interagency Task Force, comprised of elected official and agency representatives, was
formed and provided input to the process at three meetings. More than 12 presentations were made to
stakeholder and business groups including the Crenshaw Redevelopment Area Citizens Advisory
Committee, the Korean Chamber of Commerce, the Hyde Park Business Advisory Group, the Inglewood
Partners for Progress, the Transportation Oversight Committee of the South Bay Council of Governments
and the EI Segundo Employers Association.

7.1.2 MIS Review Efforts

The technical analytical results and preliminary recommendations were presented for public and
stakeholder input. Pubic outreach efforts included nine briefmgs, meetings and work sessions. Three
community workshops were held in the northern, central and southern portions of the Study Area. A
briefmg was conducted with the City of Los Angeles Department of Transportation to present and discuss
the parking and traffic capacity impacts identified in the study process. The study results were presented
for discussion at a meeting of the Interagency Task Force comprised of elected official and agency
representatives. Four presentations were made to stakeholder and business groups including the
Crenshaw Redevelopment Area Citizens Advisory Committee, the Inglewood Partners for Progress, the
Hyde Park Business Advisory Group and the Hyde Park Organizational Partnership for Empowerment. A
summary of the meetings is provided in a chart at the end of this document section.
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7.2 Summary of Public Comments

Public comments were received at community, business-stakeholder and interagency task force meetings.
Comments were documented through written summaries of the meetings, public comment sheets and
project surveys.

7.2.1 Comments Received During Initial Screening

A key initial concern was the public perception that this was yet another study of the Crenshaw-Prairie
Corridor and would not result in a tangible transportation project. The MTA-consultant team responded
by developing informational pieces such as fact sheets and surveys, setting up a hot line, and making
numerous presentations to key stakeholders and community groups to explain the status and viability of
the project and the relevance of the MIS process. Once the initial concerns were addressed, there was
new level of awareness and increased interest in participating in the MIS process.

There were also major concerns initially about the project dollars not being available until 2019, which
appeared to diminish public optimism about the viability of this project. The Team responded by working
with the public and identifying present day concerns about public transit and immediate needs for the
Corridor. During the later stages of public outreach phase, the Team was able to present MTA's planned
Metro Rapid service for the Corridor that would be implemented over the next two to six years (2003­
2006). The proposed Metro Rapid service corridors were presented to the public and were met with
enthusiasm and strong support.

Language concerns over information dissemination in Koreatown were important, as Koreatown is the
northern segment of the Crenshaw-Prairie Corridor extending to the existing Metro Red Line terminus at
WilshirelWestern Boulevards. The fact sheet was translated into Korean and input was solicited from this
community. The Team made several presentations to individual stakeholders and held a work session
with the Korean Chamber of Commerce, one of the most respected and prominent groups in Koreatown.

Public meetings were held throughout the Study Corridor from July through October 2001. Feedback
was received through public comment at these meetings, personal contacts with individual stakeholders,
calls to the hot line, completion of surveys and letters written by stakeholder groups. The following is a
summary of the public comments received regarding the transit alternatives presented to the public during
initial screening:

• Improve local bus service.

This option regularly ranked last among workshop participants. Although the option to improve
local bus service is seen as vital for quality of life improvements within the Corridor
communities, with respect to this study, the community felt that there is an opportunity to have
greater impact with one of the other transit alternatives. The general sense was that bus
improvements should happen irrespective of a Crenshaw-Prairie transit project. If anything,
local bus service improvements were viewed as enhancing and complimenting a newly adopted
high-capacity project by providing feeder service and increased service coverage.

There was some support for improving local services, but· overall it ranked last among the four
modal options. Some of the individuals who favored this alternative were critical of existing bus
service. Their comments included: the need for more reliable and frequent service while
addressing overcrowding issues.
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•

•

•

Implement Metro Rapid service.

It was clear that implementing Metro Rapid service made a positive impact in the Corridor
communities. Many community members made supportive comments about the existing Metro
Rapid service, and were in favor of seeing this system expanded within the Study Corridor. This
alternative consistently ranked very high in the surveys and received many first place rankings
from participants. Overall it was ranked second among the modal alternatives presented.

Construct and Operate a Bus Rapid Transit system.

The Bus Rapid Transit (BRT) alternative consistently ranked third, behind the Light Rail Transit
and Metro Rapid service options. The BRT system was the most difficult for people to
comprehend due to a lack of personal experience with this type of system. The Study Team
provided explanations and photos of existing and proposed BRT systems, but generally this was
not a popular option. Concerns with the BRT option included: traffic and parking impacts,
potential property takes, construction impacts, and capital and operating costs.

Construct and operate a Light Rail Transit system.

The Light Rail Transit (LRT) system alternative was consistently ranked first or second by most
individuals, and overall was the most popular option. Community members generally favored
this system because of service frequency, speed and reliability. Another major factor was the
ability to have a direct rail connection with the regional rail system including the Metro Red Line,
the future Exposition LRT Line and the Metro Green Line, thereby providing the best alternative
for regional connectivity. Other positive comments received were that the rail system virtually
cuts emissions and can operate at reduced costs when compared to a bus system. Concerns
included: traffic and parking impacts, potential property takes, construction impacts, safety
concerns, increased noise during operations, and the higher cost to build. The public felt strongly
that these impacts should be addressed with a strong and comprehensive mitigation program
developed in consultation with the public.

7.2.2 Comments Received During Final MIS Outreach Efforts

Public meetings were held throughout the Study Corridor from October 2002 through January 2003.
Feedback was received through public comment at these meetings, personal contacts with individual
stakeholders, completion of surveys and letters written by stakeholder groups. The following is a
summary of the public comments received regarding the transit alternatives presented to the public during
the final MIS outreach efforts:

• Improve local bus service•

The community continued to feel that bus improvements should happen irrespective of a
Crenshaw-Prairie transit project. Several comments were received that MTA should more
actively involve community transit riders in on-going bus service planning efforts. Community
members expressed concerns about: the infrequent service on some lines, the removal of limited
stop service along several Corridor routes and the high number of bus system transfers required to
access key destinations.
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•

•

Implement Metro Rapid service.

Community and stakeholder group members were supportive and excited about the scheduled
introduction of Metro Rapid service in the Corridor, particularly the Crenshaw Metro Rapid
service starting mid-2003. Strong support was voiced for the two lines not included in the
adopted MTA Metro Rapid Five-Year Implementation Plan - the WilshirelWestern/
CrenshawlLAX and Century Boulevard lines. There was discussion regarding why the funded
Crenshaw Line did not start from the Metro Red Line WilshireIWestern Station, which was
viewed as preferred destination for Corridor residents. Participants at meetings in the southern
section of the Study Area voiced support for the Century Line, which they saw as better serving
the significant number of area residents who worked at the hotels and service businesses in the
airport area. Stakeholder groups voiced the concern that streetscape improvements be
implemented concurrently with service start-up along the Metro Rapid routes to support transit
usage and to create visible "transit corridors:'

Construct and Operate a Bus Rapid Transit or Light Rail Transit system•

The Bus Rapid Transit (BRT) and Light Rail Transit (LRT) alternatives were presented as viable
future, high-eapacity system options worthy of further study. An overview of the MIS initial
level findings regarding cost, possible ridership and traffic and parking impacts was presented
with the caveat that more study was required to quantify the future impacts. Given the state and
federal funding situation, along with the local positioning of the Corridor funding in 2019,
Corridor residents were supportive of and understood the need for a phased implementation
strategy. There was strong support for the immediate implementation for Metro Rapid service
with the MTA commitment to continue study of future system capacity improvements. There
was preliminary support for the proposed next phase - of operating Metro Rapid service in peak
period-only dedicated lanes. Community business leaders wanted more specific information on
the possible operation hours and areas of impact as this service phase moved forward towards
implementation. Many community members and stakeholders were unclear on or did not support
the concept of a BRT system transitioning to an LRT system. There was a concern that this idea
was a possible double expenditure of limited funds and why not build for the future from the start.
Discussion focused on improving the Metro Rapid system to approximate a BRT system (without
the dedicated lane), and moving forward on planning a LRT system. There was a concern that if
the community received an enhanced Metro Rapid system that the region would walk away from
considering future high-eapacity system improvement for the Crenshaw-Prairie Corridor. The
proposed recommendation of retaining the MTA Long Range Transportation Plan commitment to
the Corridor does address their concerns.
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CRENSHAW-PRAIRIE CORRIDOR MIS
Table 7.1: Meeting Schedule

Crenshaw CRA Community Crenshaw DWP Bus./Stake./ Crenshaw RAW MIS technical results,
Advisory Committee Auditorium Neighbor- draft study
AI Jenkins 4030 Crenshaw hood recommendations
323-290-2800 Boulevard CRACAC

Los Angeles, CA 90008 Monthly

LADOT MTA Public Corridor- MTA MIS technical results,
Susan Bok Agency wide Korve draft study
213-580-5425 Brietin RAW recommendations

Dec 4 I 10-12 Interagency Task Force Meeting MTA Agency Corridor- MTA MIS technical results,
Palos Verdes Conference Task Force wide Korve draft stUdy
Room (191tl Floor) RAW recommendations

TSG
Dec 5 I 9 AM -1 Inglewood Partners for Progress Inglewood Park Cemetery Businessl Inglewood MTA IMIS technical results,

Stakeholder RAW draft study
recommendations

Dec 5 17PM I Hyde Park Organizational Hyde Park Elementary Community Crenshaw MTA I MIS technical results
Partnership for Empowerment School Meeting RAW
Helen Coleman Comer of Hyde Park BI & TSG
323-750-9842 8th Avenue

Dec 9 I 6-8 PM I Hollywood Park Pavilion Conference & Community Inglewood MTA Presentation MIS
Entertainment Center Workshop RAW results; input from
Breeders Cup Room TSG community
3833 Century Blvd.
In lewood 90305

Dec 11 Crenshaw Plaza Community Room Community Crenshaw MTA Presentation of MIS
Kathryn Alred Workshop RAW results; input from
323 (290-6636) TSG community



Wilshire United Methodist
Lori Jones
(818) 845-4048

Hall of Fellowship
4350 Wilshire Boulevard
Los Angeles, CA 90010
(323) 931-1085

Community
Workshop

Northern
Mid-City

MTA
RAW
TSG

Presentation of MIS
results; input from
community

RAW I Update on MIS
process

MTA IUpdate on MIS
RAW process

Crenshaw

Business/
Stakeholder

Business/ I Crenshaw
Stakeholder

US Bank
5760 Crenshaw Blvd.

Inglewood Park Cemetery I Business/ I Inglewood
Stakeholder

City Hall I Briefing I EI Segundo

Inglewood Partners for Progress

Hyde Park Business Advisory
Group
Dwayne Wyatt
213-978-1200

City of EI Segundo

Crenshaw CRA Community
Advisory Committee
AI Jenkins
323·290-2800

Hyde Park Business Advisory
Group
Dwayne Wyatt
213·978·1200

9AMFeb 26

Feb 20

Jun 13 17 PM

;~'Ql1ne~QD:
Jun 12 . ·12 PM



Korean American Federation of 981 South Western
Los Anaeles Avenue

Aug 2 \4:30 Briefing of Brian Williams Mayor's Office Elected I Los Angeles I RAW I Briefing
PM Official

Aug 2 \2PM Partners for Progress Hollywood Park Board Business! IInglewood IMTA Presentation of
Jerry Givens Room Stakeholder TSG alternatives; Input

RAW from stakeholders
Korve

T,mllPttifcf2Db;1"~'
Oct 9 19AM I South Bay COG EI Segundo City Hall Business! EISegundo RAW Presentation of

Transportation Committee 350 Main Street Stakeholder alternatives; input
Jacki Bacharach. Exec. Dir. EI Segundo, CA 90245 from stakeholders
310-293-2612

Oct 10 I 6-8 PM I City of Inglewood Community Room Open House Inglewood MTA Presentation of
Phoebe Hickman One Manchester Blvd. Korve alternatives; input
310-412-5301 Inglewood RAW from community

TSG
Oct 16 EI Segundo Employers Assn. Kilroy Realty Business! EISegundo RAW Presentation of

Don Camph, Exec. Dir. Kilroy Airport Center Stakeholder alternatives; input
310-417-6660 X225 2250 east Imrerial from stakeholders

12' Floor
EI CA 90245

Oxford Palace Hotel Business! Mid-City MTA Presentation of
Northwest Corner of Stakeholder Korve alternatives; input
Oxford and 8'h Street RAW from stakeholders
(Near Western)

Sep20 6:30 Friends of the Green Line Boston Restaurant IStakeholder! ICorridor- IMTA
PM Douglas & Rosecrans Neiahbor- wide RAW



Presentation of
alternatives; input
from stakeholders

Presentation of
alternatives; input
from stakeholders

Business! I Inglewood
Stakeholder

Bus.lStake.l I Crenshaw
Neighbor-
hood
CRA
Monthly
Meetin

Daniel Freeman Hospital
Inglewood

Crenshaw DWP
Auditorium
4030 Crenshaw
Boulevard
Los Angeles, CA 90008

Inglewood/LAX Chamber of
Commerce

8:30
AM

Aug 21

Jul11 12PM I Inglewood Partners for Progress I Inglewood City Hall I Businessl IInglewood IKorve Presentation of
Stakeholder RAW alternatives; input

TSG from stakeholders

Jul12 Korean Business Association 3400 West 6 Street Neighbor- Mid-City TSG I Briefing
Jong Min Kang (AKA: James Suite209A hood
Kang) LA. CA 90020
213-368-0848

Jut 19 17:30 IFriends of Expo Home of Julie Maher Stakeholder! Corridor- MTA Introductory briefing
PM Darrel Clarke Neighbor- wide RAW for Steering

Steering Committee Meeting hood Committee members
323-932-3402 (15-25); some live in

the project area.
Jul26 18:30- LA County Regional Business Magic Johnson Theater Stakeholder Crenshaw TSG Made MIS process

12:30 Assistance Network Crenshaw announcement;
PM libby Thompson gathered information

213-236-4823 and contacts



Jun 14

Jun 28

Crenshaw DWP Facility IAuditorium Community Crenshaw MTA Presentation of
Carol Ford 213-367-1381 4030 Crenshaw Workshop Korve alternatives; input

Boulevard RAW from community
Los Angeles, CA 90008 TSG

6PM I Wilshire United Methodist Hall of Fellowship Community Northern MTA Presentation of
Lori Jones 4350 Wilshire Boulevard Workshop Mid-City Korve alternatives; input
(818) 845-4048 Los Angeles, CA 90010 RAW from community

(323) 931-1085 TSG

ICity Staff ~WOOd City Hall10AM I Briefing I Inglewood I MTA I Briefing
TSG
RAW
Korve

1 Participants:
MTA - Essam Aly, David Mieger, Anthony Loui
Korve - Tony Wang, Hans Korve
RAW - Roland Wiley, Nancy Michali
TSG - Carlos Escobedo, Rebecca Barrantes
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MTA Staff
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Essam Aly, Project Manager
Anthony Loui, Station Area Planning Project Manager
Timothy Papandreou, Planning Project Manager
Nelia Custodio, Initial Project Manager

Consultant Team

A Korve/RA W Joint Venture

RA W International - Corridor Planning, Alternatives Formulation and Evaluation, Urban Design/Station
Area Planning, Public Outreach and Document Preparation

Roland Wiley, Principal-in-Charge
Nancy Michali, Team Project Manager
David Miller, Graphics

Korve Engineering, Inc. - Alternative Formulation and Evaluation, Engineering Design, Capital Costing,
Public Outreach and Document Graphics

Hans Korve, Principal-in-Charge
Tony Wang, Deputy Team Project Manager, Engineering Manager
Peter Zimmermann, Senior Civil Engineer
Bill Farquhar, Senior Rail Planner
Ferdian Kusuma, Transportation Engineer
Ali Banava, Transportation Engineer
Vikki Li, Transportation Engineer

Manuel Padron & Associates, Inc. - Alternatives Formulation and Evaluation, Transit Operations and
Patronage Modeling

Manuel Padron, President
Susan Rosales, Senior Associate
Richard Stanger, Senior Associate
Herbert Higginbotham, Associate

Terry A. Hayes Associates - Environmental Assessment and Documentation

Terry Hayes, Principal
Bob Stark, Senior Environmental Planner
Teresa Li, Environmental Planner

The Sierra Group - Public Participation Strategies and Public Outreach

Rebecca Barrantes, President
Carlos Escobedo - Senior Project Manager
O'Harrall Sago - Associate
Sulrna Foor - Associate

KORVEIRA lY, A Joint Venture 1 January 2003


