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INTRODUCTIO~\T

This report is an appraisal of the environmental effects of the proposed
short range plans for implementing special, low-capital intensive pro­
jects to improve public transporto.tion in the Los Angeles Region. For
a complete description, see "A Special Program of Low Capital Cost
Transit Improvements for Los Angeles, " by Alan M. Voorhees and
Associates, 11ay, 1973.

These short range plans arc intended to alleviate congestion and im­
prove public transit service until such time as the more long range
transportation plalming efforts can be implemented.

They include such recommendations as: bus priority streets, park
and ride lots, surface express buses, and freeway preferential treat­
ment for express buses.

SCOPE OF THE APPRAISAL

Consistent with the Califo::-nia Eilvironmental Quality Act, the National
Environmental Policy Act, and the Depo.rtment of Tro.l1sportation En­
vironmental Impact Guidelines, this Appraisal will follow the following
outline:

1). A description of the proposed action and its purpose.

2). The probable potential impacts of the proposed action
on the environment. .

3). AdverEB environmental effects which cannot be avoided
should the recommendations be implemented.

4). Any irreversible and irretrievable changes that would
result from the proposed actions.

5). Mitigation measures that would minimize any adverse
environmental impacts.

6). Alternatives to the proposed action that were considered.

7). The long term effect of the proposed action.

8). The "growth inducing" impacts of the proposed action.
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IMPACT FACTORS

In responding to the u.bove eight statements, the impact factors dis­
cussed will be classified into three groups:

1). Natural and Ecological: Those factors relating to nature or
natural processes, the atmosphere (air quality), soils, geo­
logy, water quality and hydl'ology (floodplains, surface and
subsurface water), wildlife, vegetation, noise, and other
physiographic factors.

2). Socio- Economic and CultuY2.l Factors: Those factors relat­
ing to people or human processes, their artifacts such as
histoTical or archeological sites, land uses or facilities,
their functional relationships - either existing or planned­
including movement and tTaffic, and their social character­
istics such as population and employment distribution and
community structure.

3). Visual and Physical Impacts: Those factors which relate to the
individual or society's perceptions and interpTetations of the
man made and natural cnvi:ronment; those elements of line,
slope, space, and form that comprise a visual experience
including scenic resources, the design of structures, and
physical features.

PURPOSE OF THE APPRAISAL

The NationQl Environmental Policy Act (NEPA) of 1969 established a
broad nationQI policy to promote efforts to improve the relationship
between man and his environment.

Section 102(2) of NEPA requires, "to the fullest extent possible a
detailed environmental statement" on ..... major Federal actions
significantly affecting the quality of the human environment." Because
the low capital intensive transportation improvements may require
Federal funds, they qualify as· a 'n1ajor Federal action'.

In addition, the CalifoTnia Environmental Quality Act of 1970 CEQA)
requires that an environmental imp2ct report (the State's environ­
mental report is the equivalent of tbe Federal environmental statement)
be prepared by public agencies for pTojects they intend to implement.
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The purpose of this environment.1.1 1\ppr.1.is.1.1 is to provide the neces­
s.1.ry prelimiIl.1.ry outline of envirol1mcnt.1.l imp.1.cts to be used .1.S tbe
basis for the more detQiled Envirol1Illent.1.l ApprQis.1.l and Statement to
be prep.1.red .1.t .1. later d.:lte as more det.:liled inform.:ltion becomes
available.

Although this AppTais.:ll follows the probable format of a full Report
or Statement, it is not intended to SQtisfy either the St.1.te or Feder.:ll
Environmental Imp.:lct St.:ltement guidelines, but is meant rathel' to
inform the public, the Consultant TeQm and the Southern C.:llifornia
Rapid Transit District st.1.ff as to the general environmental effects
of the proposed actions." It is also intended to clarify issues and
identify data gaps to be addressed in a more detailed analysis as
part of a complete Environmental Impact Statement. and Report.

i.
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SECTION 1

DESCRIPTION OF THE PROPOSED ACTIONS

Introduction:

This Environmental Appraisal is based on a Preliminary Report by
Alan M. Voorhees and Associates, Inc., (ANN) entitled "A Special
ProgTam of Low Capital Cost Transit Improvements for Los Angeles. "
It was prepared for the Southern California Rapid Transit District
as part of a Technical Study of Alternative Transit Corridors 2.nd
Modes, and outlines specific short raI1ge recommendations for imple­
menting low capital intensive projects to improve public transportation
service in Los Angeles.

PURPOSE OF THE PROPOSED ACTIONS

The purpose of these recommendations is twofold:

1). To present the first steps in a total new transport3.tion
program that will begin to provide a transit ,service
which can match the automobile for convenience.
These short range improvements will begin to establish
"transit usage" habits. "

2). To provide a short range public transportation program
thn.t will maintain or improve the level of service of pub-·
lie transportation in dense, highly traveled corridors
until a more comprehensive regional public transit sys­
tem can be implemented.

PROPOSED ACTIONS

The follmving Table summarizes the recommended program of
low capital intensive improvements.
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Surfac.~...Operations Projects Freewav-Rclatcd
t

~

I'

Group I

Group II

Group III

PHASING

Priority Street Pilot Projects:
1). Pico Blvd. Dus Priority System
2). Flower St." " "

Pilot Surface Express Lines:
5). Hollywood Park Express Bus
6). Sixth Street Express Bus

Comprehensive Surface Improvements:
11). 40 miles of priority bus

streets
12) • Expanded surface express

buses

19). Improved Downtown distri­
bution

Pilot Park/Ride Projects:
3). L.A. Zoo Park!

Ride
4). Pa)",'ton Avenue

Park/Ride

Park/Ride Projects:
7). Santa ivIonica

Park/Ride
8). Westwood Park/

Ride
9). Ascot Raceway

Park/Ride
10). Artes ia 131vel.

Park/Ride

Park/Ride Projects:
13). Sepulveda Basin

Park/Ride

14). Pasader~a Park/
Ride

15). Nonvalk P/R
19). North Hollywood

Park/Ride

Freeway Preferential
Treatment:

17). Hollywood l-<\vy.
18) • Pasadena Fwy.

Group I projects are the pilot projects which can be implemented quickly
(during Fiscal 1973-74) to demonstrate the implementability and value of
the short range improvement concepts. .

Group II projects involve slightly greater technical or administrative
complexity and, therefore, require a longe~' implementation time period.
These projects should be made operational during Fiscal 1974-75.

Group III projects comprise an expanded short term improvement p1'o­
grap which will be developed in refined form, dependent in part on the
success of the Group I and II projects.
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CONCEPT DESCRIPTION

The recommended program consists of both surface operations projects
and freeway related projects. The principal improvement concepts pro­
posed for implementation are highlighted briefly below:

*A.l, 2 and 11 Bus Priority Streets:

1\'10 special tTaffic control treatments are recommended to
speed up bus service on major arterials radiating from the
Central Business Dish"ict: (1) the bus priority reversible
lane scheme, which gives buses first-in-line treatment at
intersections; and (2) bus priority signal operation, which
provides longer effective green signal intervals for buses.
These two techniques can be used effectively in combina­
tion on streets with heavy bus passenger vQlumes within a .
four or five-mile radius of Downtown. Pilot bus priority
projects are recommended for Pico Boulevard and Flower
Street. The expanded bus priority project \'lould encompJ.ss
some 40 miles of major J.rterial streets, and would be con­
trolled by a central computer system.

B. 5, 6 and 12 IntermediJ.te Distance Surface Express:

The surface express concept is designed to provide faster,
more direct service to the Central district apd other high
activity centers from sL'( to ten miles away. Existing b~lS

services from the intermediate distance range compete
poorly with the automobile mode of travel. Well designed
new bus routes operati!1g on smooth flowing arterial str,:;ets
and prOViding limited stop or nonstop service from intenned­
iate distance locations should be applied more iwdely to cap­
ture additional transit patronage. Two pilot surface express
projects are proposed: the Sixth Street Express, serving the
West Hollywood area; and the Hollywood Park Express, serving
Inglewood and nearby suburbs with express buses from J.

special park/ride facility. If the pilot projects are successful,
the surface express concept would be expanded to other service
areas.

c. 3,4,7-10,13-16 Park/Ride Lots:

The success in several U. S. locations of suburban park/ride
lots, situate:! near freeways and served by express buses into
the Central district, has been impressive. The concept is
recommended for widespreJ.d application in Los Angeles to
provide a transit alternJ.tive which is competitive with the
automobile for longer distance cornmuter trips.

*' Numbers refer to the chart on the pTeceecUng page.



Fifteen generul locations [or park/ride lots arc identified,
including two lots already under construction in Buella Park
and EI I\Ionte, which appear to have sub:::itantial potential
transit dem;:md characteristics. Frequent express bus ser­
vice into Downtown and bac.kwould be operated during com­
muting periods; peak bour headways sho'jld be ten minutes
or less. The initial projects recommem.::::d for immediate
implementation are the Los Angeles Zoo lot and the Pa),."ton
Avenue lot to be constructed adjacent to the Golden Stilte
Freeway. Buses from these two lots would operate into
Downtown via the Golden State and Pasadena Freeways and
would benefit, along with other vehicular traffic, from a
program of Qggressive ramp metering which the California
Division of Highways plans to implement along the Golden
State Freeway. The entire set of park/ride facilities should
be systematically implemented if the pilot project operations
are successful.

D. 17, 18 Freeway Preferential Treatments:

Experience has shown that dramatic increases in transit
patronage can occur if freeway preferential treatments are
given to buses which provide them with a travel time advantage
over cars. The most dramatic examples are on the Shirley
Highway in f\onhern Virginia and 1-495 in New Jersey, the
approach to the Lincoln Tunnel. Techniques su~h as contra- .
flow operatioIl, priority ramps on metel-cd freeways, e:'-\clu­
sive busways, and reserved bus lanes with flow should te
pursued jointly with the California Division of Highways.
Joint planning ond design efforts have becn ongoing for some
time and should be; pursued even more Vigorously so that ap­
propriate preferential treatment measures ·will be expedited to
benefit bus transit. The initial projects recommended for im­
mediate implementation arc: (1) some form of preferential
treatment for buses on the Hol1)rwood Freeway; and (2) contra­
flow operation on the Pasedcna F.reeway.

E. 19 Improved DO\vntown Distribution:

Major modifications in the distribution of bus passengers in the
Los Angeles CDD are needed in order to retain existing patrons
and capture new ridcrs. The dynamic growth of DOv,'l1wwn, con­
centrated in the new west side financial'core, makes essential. .
the immediate planning and implementation of, ncw services and
changes in existing services.
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In particular, a fast Downtown distribution route with
aclccluatc available curb space for lo::!ding and dischQrging
should be developed for us~ 6y all the express buses.
Sped::!l traffic control tcchniques designed to give prei~r­

entia1 treatment to heavily loaded buses should be worked
out with the City Department of Traffic to speed bus flow
through the Downtown ::!rea. The best solutions for now
and for the short and long range future require the continuing
technical efforts of all involved organizations, working to­
gether in a spirit of cooperation.
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SECTION 2

PROBABLE HvlPACTS OF THE PROPOSED ACTIOI\S

Introduction:

As discussed in the Introduction of this Appraisal, there are three major
classific.:ltions of impact: Natural and Ecological, Socia· Economic and
Cultural, and Visual and Fhysical. The 'individual elements of these
factors that were specifically considered for this analysis are indicated
below:

Natural and Ecological:

o Air quality.
o Noise and vibration.
o Spoils disposal.
o Sediment control.
o Hydrological.
o Water quality.
o Vegetation and wildlife.

Socio-Economic and Cultural:

o Population.
o Employment.
o Accessibility.
o Traffic and parking.
o Community residential (dislocation).
o Land use and future development.

Visual and Physical:

o Visual disruption.
o Urban design potential.

PROBABLE IMPi\CTS - GENERAL

The following chart indicates in a general way which of the suggested
improvements 'will have an impact (either positive or n~gative) on any
of the three f:Jctors. Those actions that are marked with a circle incti­
cate that there will be significant impacu. Those nctions with no m:Jrk

, indicate that there will be no major effect of those steps in. the pl'ogram
on the environment of existin;~ cOlllmunities. E:Jch of those steps with
an "imp:Jct" is discussed in more detail in the follOWing paragr.:!IJils.



PRC)BABLE 10.1Pl\CTS OF LOW C\PITAL H'-JTE~;SIVETIZ/\i\:SPORTXrrON prZOCRi\~\tS

o Inc

Group I

Group II

Group III

licates impact Ii\'lPACT FACTORS
Nat"Jral/ Socio- Economic Visu~l/

Ecological Cultural Physical

PROPOSED ACTIONS

l. Pico Boulevard Bus Priority 0 0
2. Flmver Street Bus Priority 0 0
3. L.A. Zoo Park/Ride 0
4. P"uton Avenue Park/Ride 0

5. Hollywood Park Express 0
6. SL~th Street E.,,<:press 0
7. Santa 0.10nica.Park/Ride 0
8. Westwood Park/Ride (~
9. Ascot Park/Ride 0
10. Artesia Park/Ride 0

11. 40 miles of Bus Priority 0 0
12. Expanded surface 2xpress bus lines 0
13. Sepulveda Basin Park/Ride 0
14. Pasadena Park/Ride 0
15. NOl\'.'aB~ Park/Ride 0
16. North Hollywood Park/Ride 0
17. Hollywood Freeway Preferential

Bus 0
18. Pasadena Preferential Bus 0
19. Improved Downto\\'n Distribution 0

For the sake of clarity, each of the improvements will be grouped into five generic
improvement classifications: .

(f...) Bus Priority Streets.
{B} Surface express bus service.
(C) Park and ride lots.
(!?) Preferential bus on freeways.
(E) Improved Downtown distribution.

This document is intended to be a summary of the recommendations of the program
as well as an environmental appraisal of the Program. For rhis reason, the proposed
improvements arc described verlxltim from the Voorhees Report wherever possible.
Quotation marks are used to distinguish the Voorhees text from the observations
and analysis of this Appraisal.
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A. BUS PRIORITY REVERS1I3LE LANE CO;\,CEPT -Detailed Description

"The major bus priority technique recommended for application in Los
Angeles is the blls priority reversible lane concept. The fundamental
premise of this ~onc(:pt is to allocate available space on arterial streets
during peak periods in accordance with existing passenger demand by
reversing the floi\' direction of selected lanes and allocating sp.1ce for
preferential bus usage. The preferential lane assigned to buses in the
major flow direction prOVides them with first-in-line treatment at sig-
nalized intersections. .

"Proposed Lane Usc. The figure on the follO'.'.'ing page is a schematic
plan of the proposed concept for application on a 56- to 60-foot wide
street. Such streets normally operate with directionally balanced lane
use all day. Usually parking is prohibited in the major flow direction
during peak periods. thereby prOViding room for vehicles to line up
three abreast at the stop line. In actual operation, however, the curb
Hme is not utilized to a significant degree by through traffic, especially
on' heavy bus flow streets. Instead. the curb bne is used primarily
by right-turn vehicles. buses. C'ccasionally illegally parked vehicles,
stopping and loading operations, and vehicles turning into and out of
driveways. Thus. the right lane's productiVity for prOViding through
traffic capacity is severely limited.

"In the proposed concept, the two center lanes 2.re reversible to pro­
vide greater street width for the major now direction dUTing peak
periods. As shown in the top sLetch in the figuTe, the two center lanes
are used by through auto traffic. and the remaining 19 to 20 feet are
shared by buses and vehicles turning right. Ii the right-turners use
the marked lane on the intersection approach properly, there is room
for the bus to pass through the intersection unimpeded. All bus stops
would be moved to the far side of intersections to enable the bus to
pass by a waiting right-turner on the near side intersection approach
and then maneuver into the curb lane for a far side stop. The right
turners would be permitted to weave into the right lane as much as
one block in advance of their turning point.

"In the minor flow direction, peClk period prohibition of parking would
be essential to provide 18 to 20 Ieet of clear width for traffic flow.
Depending on the exact width and minor flow volumes, the curb lane
could be used for right turns only plus far side bus stops; or, alter­
natively. through traffic could also be permitted in the curb lane. In
either case, however, the right lane productivity will be low due to
the presence of right turns and buses. Consequently. the effective
capacity in the minor flo\\' direction would b~ limited to one full
through traffic lane plus a right turn lane.
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"The existing minor flow volumes, t!lcrefore, are thc key factor in
determining fcasibility of the bus priority reversible lane concept
OIl a given street section. On streets 56 to 60 feet wide with sig­
nificant bus 110ws, and minor How volumes below 700 through ve­
hicles per hour plus right turns, the concept should definitely be
considered. Application of the concept m;:l-Y even te desirable OIl

certain heavy bus streets where minor direction 110ws exceed 700
vehicles per hour, as there would normally be surplus capacity in
the minor flow direction on adjacent parallel streets.

"TIle recommended project for implementation of bus priority traffic
control of Pic-o Boulevard consists of the following elements:

o The project limits on Pico are Crenshaw and
Figueroa, for a project length of 3.65 miles.

o Bus priority reversible lane system traffic control
devices should be installed in the vicinity of signal­
ized intersections and/or at spacing of approximately
1, 000 feet from Crenshaw to Figueroa.

o Parking prohibitions should be instituted in the minor
flow direction, during the morning and afternoon peak
periods.

o A special traffic control computer system should be
implemented which will monitor and contTol the
operation of both the bus priority reversible lane
system and the bus pri"ority signal operation. (The
same computer system would control the operation
of the bus priority system on Pico).

o A public information program concerning the bus
priority system operation should be pursued to en­
sure that the driving PllOlic understands and properly
utilizes the special lane use regulations. This pro­
gram should also stress the benefits derived from the
bus priority operat ion.

o The capital cost to implement the system is estimated
to be $100,000 per mile, or a total cost in the $350,000
to $400) 000 range. Estimated annual c~st of oper;:ltion
and maintenance of the system is _$4.o-,-0_QQ_~ _



II-S

"Flower Street Bus Priority System. The second pilot bus priority
project recommended for imlllcdi3te implcment3tion is Flower Street
from its southern terminus at Exposition Boulevard to Seventh Street
in the Central Business District. Several existing bus lines usc por­
tions of Flower Street and during the morning and afternoon pe.:lk
hours, approximately 20 heavily loaded buses use the street.

"Peak hour passenger flow rates in the major flow directions approxi­
mate 800 pph. Proposed new express services, such as the Holly·wood
Park Express discussed slLbsequently, \\:ill also use Flower enrome to
the west side of Downtown. In fact, Flower is considered to bJ. a prime
candidate street to serve as the backbone of a new Downtown circulation
loop for express buses. As these projects are implemented, bus flows
and bus passenger volume rates will increase signific':::l.l1tly. Flo·,ver
8..1S0 is consistent geometrically, being 56 to 60 feet wide throu;;lOut
the proposed section and is mQrked for two lanes plus parking in both
directions. North of the S.J.Ilta :-Vlonica Freeway overcrossing, peak
period parking is prohibited in the major flow direction. South of
the freeway, parking is permitted all day on both sides of Flower.

"The proposed project is very similar to the proposed Pico Bus
Priority System.

o The total length of the priority section is 2. 7 miles.

o Overhead reversible l2ne use control signing would
be installed near majo:: intersections.

o Bus priority signal operation equipment should be
installed at all signalized intersections, with trans­
mittel'S on all buses using Flower.

o The same computer control system can operate both
the Pico and Flower systems.

o North of the freeway, where flows are more balanced,
parking should be prohibited in both major and minor
flow directions during peak periods.

o South of the freeway, a detQiled study of lane use,
capacity, and parking should be made to determine
necessary prohibitions. It m<:y be possible, due to
low flow rates, to get by with p.:::trtial prohibition ncar
major intersections to open up adequate space for right
turn stor.:::tge and p:lTking. It may be difficult to find
alternative parking in the southern portion of Flower
Street if on street parking is prohibited.
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"First, concerning the application of the bus priority strcet concept,
a preliminary screening of all the major bus routes was made to
identify those streets sections on which the priority reversible lane
scheme combined with bus priority signalization appear applic<::.blc.
The 14 street section..s listed on the following table of "Candicbte
Bus Priority Routes II arc considered the principal canclid.:lte bus
priority routes. These streets are loaded with heavy bus passcnger
flows and have geometrics and directional peak hour traffic yolumes
suitable for reversible bEe operation. The candidate street sC'ction
lengths total up to nearly ·10 miles.

"The candidate bus priority routes also are marked on the map next
following. /'1.11 of the routes radiate from the Central Business District
and a typical section length is apprOXimately three miles ...

!?us Priority Streets (1,2 :md 111.: As indicated on the preceeding
table, the proposed bus priority programs will have an effect on the
socio-economic and cultural, and visual and physical aspects of the
environment. More specifically, they will have an impact on:

o Visual image of the eXis.ting streets ..
o Accessibility to goods ~md services on the street.
o The areas f tl'affic and parking systems.

o Visual image of the existin.g streets: The proposed traffic
control system for the bus priority program, as indicated
on the circle map below, will have a disruptive effect on
the visual organization of the streets on which the bus will
run, although the magnitude of that effect will depend on
the final design of the E;ystem. The signing system may
Visually conflict with existing store graphics, street signs,
and traffic lights, although this disruptive effect can be
minimized by a high quality design effort.

o AcceE;sibility to goods and services on the street. If the
pilot progr:lms are a success, and if the total proposed bus
priority system can be implemented on the other proposed
routes, it can have a positive impact on the accessibility
in those travel corridors. Tot:ll travel times should be
reduced, conflicts with bus and curb lane traffic should
be minimized, and the channelization of traffic should
improve the level of service for the automobile traffic
using the other lanes.
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o The are.::J.s t tr.::J.fficand parking; systems. The cffect of the
bus priority system on the existing tr::tHic flo\\'s ::tne! park­
ing inventory will vary, depending on the location. Gen­
erally, regarding tr::tffic flows, it is assumed that the
imp::tct will be minor because the traffic lane transfers
will occur only in the minor flow direction of the street.
The imp:lct on the po.rking supply in each location along
the street probably v;ill be insig11ificant where there are
off-street pa.rking facilities availo.ble.

In those locations where only curb parking is available,
the impact "\vill only be minor, because the parking re­
striction would occur only during the peak periods (8 am
to 10 am or 4 pm to 6 pm) depending on the direction of
peak period flo\v and street location. (In most cases, the
prohibitions already arc in force.)



'CANDIDATE BUS PRIORITY ROUTES

•

Pealr::-Hour Peak-Hour 1
Peak-Hour Bus

Bus Flow Bus Occupancy Pas senger Flow
Length

Street Segment !miles) A.M. P.M. A.M. P.M. A.M. P.M.

1. Temple, Figueroa to Hoover 2.45 13 17 44 46 570 7S0

2. Beverly, Figueroa to Hoover 2.20 22 14 35 45 .. 770 630

3. Sixth,2 Figueroa to Ver'mont . 2.22. 27 26 40 48 1,080 1,250

4. Seventh, Figueroa to Vermont 2.05 19 22 49 47 930 '·.1,0 30

5. Olympic, Figueroa to San Vicente 5.95 19 29 43 49 910 1.430

Pico,2 Figueroa to Crenshaw
.

6. 3.65 18 24 47 44 850 1.060
7. Santa. I3arbara,2 Figucroa to Leimert 2.37 30 30 38 45 1.140 1,350

8. Flowe r,
2

Figue roa. to Seventh 2.70 20 19 40 40 800 760

9. Broadway, Pico to Florence 4.60 30 28 48 38 1,4-~0 1,060

10. Si).:th-Whittier, Alameda to Indiana 3.00 22 23 46 50 1.010 1,150

11. East First, Ala~cda to Indiana. 2.94 16 16 40 40
. ,

640 6-i0

12. !\racy-Brooklyn, Alameda to Evergreen 2.45 57 64 43 40 2.450 2.560

13. North Broadway, Temple to Pasadena 1.85 31 34 50 57 1,550 1, 9-iO

14. Hill-Castellar, 2 Sunset to Freeway Ramp 0.70 15 15 49 '42 740 630

Total 39.13 339 361 14,880 16,270

1 .
Bus occupancy based on SCRTD load point checks.

2rtoutcs marked have proposed new 1Jus services which v.rill incrc:.se bus flo\\" beyond existing levels.
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B. INTERt\'1EDIATE DISTANCE SURf-ACE EXPRESS RECOM0.IENDATIO~S

(Detailed Description)

"Sixth Street Express. One of the intermediate distance surface express
services proposed as a pilot project is the Sixth Street Express. This
line is designed to serve portions of ""Vest Hollywood and commuters
living in the West Hollywood area who ,,,,ork either Downtown or .:llong
the Wilshire Corridor (i. e. J\'firacle :yrne or the Wilshire Center).
The figure on the following page is a schematic diagram of the route
showing two feeder lines on LaCieneg.:l and Fairfax. The buses are
then routed in Sixth Street all the way to Downtown and will operate
express through the res idential portions of this route and will make
local stops through the :-vIiracle Mile and Wilshire Center. SL-..;:th
Street is just one block from Wilshire Boulevard, so the bus stops
made along Sixth will be within comfortable walking distance of the
major Wilshire office buildings.

"The West Hollywood residential area has a strong white collar \';ork
trip Ol"ientation to the Wilshire Corridor and the CBD. Currently, bus
travel to the Wilshire Corridor i~ difficult, because tr':lI1sfers a}:c
Eecessary. Downtown trips by bOus are made along slow routes through
Hollywood, such as Sunset, and then into the CBD. For examplE, a
trip from La Cienega and Sunset to the center of Downtown takes nearly
one hour. The proposed Sixth Street express will beat that time by 15
minutes, \vhile at the same time, prOViding direct service to jots along
the Wilshire Corridor.

"HollYlvood Park Express. The second intermed'io.te distance surface
express line, the Hollywood Park R\:press, is a unique example of the
use of a sUTface arterial oriented park/ride facility. As shown in the
figure on the following page, the line begins at a proposed park/ride
lot located on sm"plus parking area in the northco.st corner of Holly­
Vlood Turf Club property on 90th Street in Inglewood. The line cper­
ates with local stops on Crensha-,v to Florence and then continues on
2.n express bo.sis on Crenshaw, Leimert, Santa Barbara, FiguerJa,
and Flower into Downtown.
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"This service is designed to capture trips from a fairly large area
covering portions of Inglewood, Lennox, and Hawthorne. Small por­
tions of this area already arc served by the existing RTD line 5 free­
way flyer \':hich travels nortb along lImvthorne and LaI3rea to 1vbnches­
tel', and then to the Harbor Frecw.::ty and into Do\' !1town. However,
travel time on this line from ["larket .::tnd Manchester in Inf!lcwood to

~>

the center of Downtown is 49 minutes during the morning peak. Tr.::tvel
time from the proposed p.::trk/ride lot into the center of Downtown is
estimated at 41 minutes and should be more consistent from day to clay.
Furthermore, existing line 5 does not serve the new financial core on
the west side of Downtmvn, a shortcoming the proposed route would
correct. "

The major difference between the proposed express service and exist­
ing lines serving the area is the utilization of a park/ride facility at
the Hollywood Turf Club. It is recommended th.::tt a convenient portion
of the lot abutting 90th Street could be cordoned off for park/ride use
in such a manner that no interference with racetrack traffic would re­
sult.

'Expanded Surface Bus Express. The expanded program br applying
the intermediate distance surface express program is not specified
locationally because of the uncertainty about whether the concept will
prove successful, and if so, what are the necessary -ingredients for
success. Hopefully, the two pilot projects will come through with
merit and perhaps five additional surface express routes can be
implemented in the expanded short term progra~."

§urface Express Bus. The table describing probable impacts of
low capital intensive transportation programs indicates that the only
major impact of the proposed surface express system is in the category
of socio-economic and cultural effects. Specifically, it will affect:

o Accessibility: Clearly, the surface express system may
have effectiveness in improving the accessibility (mainly
travel times) for the residents within the corridors, partic­
Ularly if improvement ';;12 (expanded surface express) can
be fully implemented.

o Traffic and Parking: Although not all'the operational details
of the surface express system have b2en worked out, there
clearly will be an impaci: on the traffic and parking systems
of the proposed streets in the commuting periods:
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On some arterials (particularly Sb:th Street),
traffic may be at such a level that any time sav­
ings theoretically gained by express service will
be lost to delays on the overly crowded streets,
on those portions of the system that are~ in a
b~'s prio:rity lane.

If "signalization priorities" are instituted on the
express bus raLItes, it will affect the green time
balance on the cross streets. This will probably
cause mfnor delays on those cross streets at
those intersections where the signals can be con­
trolled in favor of the express· buses.
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C. PARK Af\TD RIDE LOTS - Detailed Description

Park and ride lots arc a freeway-related improvement aimed at the
commuter who travels at least eight miles to the CI3D. Thcyare
large parking a-.cas, served by some form of express public trans­
portation to the eGO, which are intended to intercept the commuter
before he gets to more congested parts of the freeway on which he
is traveling. The table on the follOWing page indicates the tentative
park/ride lots based on a thorough analysis by Alan M. Voorhees &
Associates, Inc., (see their "Preliminary Report: A Special Program
of L<;:>w Capital Cost Tl"ansit Improvements, ;"'Iay, 1973). The map
follOWing this table shows location of these lots.

park/Ride Sites. Generally, the park/ride programs (3,4,7-10,13-16)
will have an impact in the socia-economic and cultural,and visual and
physical categories. The following arc specific areas of impact:

o Traffic and Parking: Although the specific details of each
park/ride site arc not worked out, it is clear that the
existing tra.ffic pa.tterns .in the area will be affected.
The traffic induced into each location may cause redis­
tribution of the existing movement patterns which may,
in turn, cause additional traffic and congestion in ad­
jacent areas. Furthermore, because the locations are
primarily near freeways, new ramps and/or additional
access roads may be necessary to use each site efficiently.
This may in turn have an effect on existing land use pat­
terns adjaceilt to the proposed park/ride locations.

A detailed traffic study should be prepared for each park/
ride site. as the locations and number of spaces are final­
ized.
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CAPITAL COST ESTIM..'\TES FOR THE TENTATIVE PARK & RIDE SITES
(LAND COST AND CONSTRUCTION COST OF ACCESS ROADS ARE NOT INCLUDED)

Al'l'roxltl\ato
Lot Size

Dll"lf,n (",du;>.l 01"" Approximate Coel Approximate
Exl~tlng Cap"dty or ,,"to (n' Improvement Heme fador p~r S'lllare T"t.,l Capit4t

Tent:l.tlvll Sito L;,\ndU." ("t,,~)~r,O_~_Li~lt"111 Con"i(!r.r~,l Foot P.H~i,,~ Lot CO"

~

360.000 S. F.

1. Ll1urct C:l.nyon Blvd. I
Polxton Avo.

1.. Sepulveda Dam

COIl ClXC"ao land

Vacant

490

1,000

IH.OOO S. F. Minor gra,linf:. p.w~~:
/ cJraln''\hC' curt.HI, "i~:f\in~"
\ I L\tripit\~:. lightin~. wheel

.. l"p". {CIIC"" U bUll "hdters
'., - -._.'--

~1in.or sr~ding, p~:\"J.ing,., ..."
draln.:ll;c, curbs, tJlgn~ng.

striping. llghtin1:. wheel
etop". fencea & bu. ehelterll

$1.10

$1.10

$1?l,500

$396.000.'

3. V.A. Pr:operty

-e. S.,,,1:>. Munlea
Civic Auditorium

S. Centincl:>. Avel
Ocean Park Avo.

6. New A3cOt RacewOlY

Vacant

P:>.rklng

McDonnell-Douglall
U nu ""d P:l.rklng

Parking

0100

ZSO

-eso

500

H4.QOO S. F.

?O,ooos.i.

16z, 000 S. F.

180,000 S. F.

Same aa No. I

No iJllprovcrnent

No lnlprovement

Rc Bur(ac in~. a h:ning
.. tripinH. lil:htinr,: to< bus
chcltc f:t-

SI.l0

$0.45

Sln.800

S 81.000

7. Artc.la/Lol1l; DC:l.ch
Doulevards

8. Norwalk

? Ro~e Dowl

10. Rt~ 11 Entrance

11. L. A. Zoo

1l. North Hollywood

13. Eutland Shopping Center

Total

CO!! exceu
l .. n<.l

Parking

Vacant

P:l.rklng

Parking

280

500

500

650

1,000

,.- "
'.;~-,)

450

~

l~!,OOO S. F.

11l0.000 S. F.

180,COO 5,1:-.

l34,OOO S. F.

360.000 S. F.

360.000 S. F.

162.000 S. F.

S,me Ole No.

Site to be determlMd

Paving. drai""f;e. curbo.
tli(;nil\t:. Btripin,;. lighting
£., bu. ahcttere

Same ae No. 1

Signing. ltghtlng & bu.
ahelterll

Sit" to be determined

No Improvllment

$1.10 SI33.100

$I.ZO $lI6.000

$0.15 - 0.70 010 Z7.000 - SIl6.000

$1.10 $lS7 •.-tO?.
$0.10 $ 36,000

$1.Z0 $431.000

£t!:.).R~

-NOTE: Low C06t figuro ts Cor the .. Ito Improvement without p:>.vlng and dr:l.l=ge.



•

Parking Lot

"'k U.pder Construction

o Existing/Available

o Land Required

II! II• •.....

C
t

7·, "

..........
," .0

:~ ,

/

TENTATIVE Pi'''RK-~IDE LOCATIO~S

.~.

'.-.



II-IS

D. FREEWAY PREFERENTIAL TREAT:'1E0."TS - Detailed Description

Thc primQry ncw measure rccommcnded for low capital cost frccw.:ly­
related improvements is the exclusive bus lane, on an existing freeway
against the direction of traffic flow (contra-flow lane).

Contra-flow lanes are appropriate where there is an excess capacity
in the minor flow dircction such that a lane may be taken for bus use
without impeding the general flow.

\\ The Pasadena Freeway has been recommended for contra-flow opera­
tion for the following reasons:

o Minor flow could be carried on two lanes.

o Freeway entry point on Arroyo Parhvay would provide
an excellent opportunity to cross to the left hand road­
way.

o DO\vntowl1 exit and entry may be accomplished by con­
struction of one bus ra~p from the left hand inbound
lane onto Castellar Street/Hill Street overpass ramp.
See thc figures following this page for description.

o Since the Golden Stote Freeway (Riverside Drive) and
Figueroa Street northb::>Und off l.-amps exit from the
left, they could be used as bus on ramps. Thcy would,
however. have to be closed during the morning peak
period. .

11 1\vo options would be open to the buses. They could either use the
Golden State exit ramp in the normal manner (Ramp B), travel OIl

Riverside Drive, thcn go contra-flow on Ramp C to the Pasadena
Freeway, or they could Ramp A to the point at which it meets
Ramp C, then cross over. Despite being more circuitous, the
former route is probably better as Ramp A normally is backed up
with traffic and the bus would lp3e .its time advantage if it had to
wait in line. .

Also recommended for freeway bus application is the Hollywood
Freeway between the Ventura Freeway and Highland Avenue. This
application is being discussed presently by the SCRTD and the
California Division of Highways. D.:;taHs of this application are
not as yet available.
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Pasadcm .:lnd Hol1vwooc! Frec\':ays Contra- Flow Application (17, IS) .
Although the recommendations [or contra-flow operation on the Pasa­
dena Freeway are more specific than those for the Hollywood Free­
way, remarks concerning the environmental impact offered below
relate to both applications.

As indicated on "probable impacts" table, the proposed freeway im­
provements will have an effect on the socio-economic and cultural
aspects of the environment. More specifically, they will have an
impact clue to : .

o Increased Accessibility: The contra-flow application
is a method of increasing the efficiency of the existing
free-way system in the peak periods. Accessibility will
be increased. for persons living in the tTav~1 corridor
served by the two l'ecommended applications. Because
the proposals can be accomplished without removing any
existing freeway capacity in the major flow direction,
the impact is a positive one.
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E. IMPROVED DOWNTOWN DISTRIBUTION - Detailed Description

"A very criticJ.I element of the short term bus improvements program
is the operation of buses in the Downtown stl"eet network. 1\vo signifi­
cant events mak:~ immediate development and application of revised and
improved operJ.tion in the CED essential:

o "The location of Downtown jobs is in the process of rapid
change as the result of development of high density office
constnlction on the west side of the eED, centered J.pproxi­
mately at the ARCO Towers in the block bounded by Fifth,
Sixth, Flmver, and FigueroJ... Existing bus services are
oriented priI:lJ..rily along north/south streets serving the
old commercial/financial core and the Civic Center, namely
on Hill, Broadway, Spring, and :vlain. Many of the large
Ilew employment centers are separated from bus services
by distances greater than reasonable walking range. Con­
sequently, there is little prospect that new employees
working Oil the west side of Downtown will use the existing
bus line if they have an ,l.lternate choice (Le. auto). Fur­
thermore, there is a definite risk of losing transit rider­
ship from o.mong those existing employees whose job loca­
tions are shifted from the old core to the west side of the
CED. Solutions must be developed which respolid to these
problems of a dynamic Downtown.

o "New bus services are being planned and implemented for
transportation of commuters by bus from intermediate and
outlying suburban 10cJ.tions to Downtown. The EI, Monte
express busway is, of course, the prime example of this
kind of service. Additional express services are proposed
as part of this special short term transit development pro­
gram using surface arterials from medium range (6 to 10
miles) and freeways with support"ing park/ride facilities
for longer commutes. These prospective new transit
patrons are predominantly white collar workers, located
in large· numbers in the Civic Center and the new financial
core. Thus, a significant opportunity exists for capturing
newtransit patronage. The potential can be tapped if fast
bus service is provided which takes thes~ suburban com­
muters close to their Downtown job l'ocations.
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'It is quite clear that the major portion of new bus services into Down­
town should provide convenient service to the presently inadequately
served new financi.:ll core. New service should be routed along .:l
fast circulation loop in Downtown along which reasonably good speeds
can be maintained o.nd adequate curb space is available for conveniently
located and uncongested passenger loading and discharging.

"Special traffic control techniques designed to give preferential tr2J.t­
ment to heavily 10J.ded buses using the circulation loop should be
aggressively developed.

"Within the short term future, if the new express bus lines serving
suburban commuters prove successful, it is not improbable that 200
or more new peak hour buses will have to be efficiently handled in
Downtown. We think th<:Lt the bulk of these should be assigned to a
E'ingl.e high priority clisttibution loop. A desig11 team consisting of
SCRTD representatives, mel1'.bers of appropriate depJ.rtments of the
City, and State Division of Higlwlay technical staff should be fonned
at once to proceed with the problem of analyzing all the alternatives
and the complex tradeoffs among them to establish the best new
Downtown distribution plan.

".
"The north/south streets with no buses or minimal existing bus traffic
are Figueroa, FIO\ver, Hope, Grand, and Olive. The new distribution
scheme must use selected streets from these alternatives to cOI1\-enient­
ly serve the new core areo.. A preliminary evalmtion in this sn:dy
favors the use of Flo'w'er and Grand (when construction is completed)
because of their location and the potential feasibility of preferential
bus treatments thereon.

"In servicing of the Civic Center area, it is unavoidable that bUS2S

t.ravel on First and/or Temple. However, major opportunities exist
for high volume bus loading areas on north/south connecting links such
as Grand and on contra-flow curb faces on Spring and Main. It is
important not to foreclose the future options for contra-flow, at least
in the one block sections of Spring and Main between Temple and First.
As bus volumes grow, the contra-flow concept may be the most logical
and effective way to employ the ',scarce remaining curb spa~e for load­
ing and unloading near the Civic Center. "

Until the alternatives for a new Downtown bus distribution system are
more refined, it is difficult to assess the environmental impact of those
alternatives. It is clear, however, that if a new Downtown system is not
implemented, much of the advantages accruing from other short term
transit improvements will be less than expected, and congestion, time
delays, and pedestrian/vehicular conflicts \'lill increase.
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SECTION 3

ADVERSE ENVIRO~~1ENTALEFFECTS THAT CANNOT BE AVOIDED

Other than the minor effects already discussed in 3ectiol1 2, there
are~~ adverse environmental effects that would be produced by the
ProgTam.

Major impacts of the proposed actions will occur in the areas of
traffic and parking, but the actions can be accomplished in such
a \Va.y as to not adversely affect the environmental and community
conte>"lS in which the actions are to occur.
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SECTION 4

!\lITIGATIO:-J ;vtEASURES TO i\llNIlvIIZE ANY ADVERSE ENVIRON~mI\'TAL

IMPACTS

Although there arc no adverse environmental effects caused by the
proposed actions, there arc measures which can be taken to assure
that the proposed improvements actually contribute to the environ­
ment and community contexts. Such measures should become part
of the refinement planning efforts and sllOUld include:

1). A high level of planning and design efforts. Environmental
and urban planners should be included in the study effort
to insure that the highest quality of design product is
achieved. The signing and graphic systems, landscaping
plans, and lighting and public communications programs
should be designed early and coordinated with the exist­
ing context of each of the planned improvements.

2). Coordination with the L?-nd Use Plan. The Land Use Plan
for each area in \vhich tile improvements are to be placed
should be monitored and revised, if necessary, to assure
coordination with the p:rogTam 's objectives. This is es­
pecially important in respect to the proposed park/ride
site locations.

3). COOl-dination with the long range public transportation plan.
All improvements as finally adopted by the District should
be coordinated ,'lith the long range public transit progT2.m
as finally adopted and approved. This measure will guar­
antee that all improvements (park and ride lots and priority
bus, particularly) become a part of total system design, and
that later, expensive, changes to the short term improve­
ments will be minimized.

4). Public participation. All improvements as described
should be discussed with, and evaluated by, responsible
community representativ~s, to test and perhaps modify
these improvements as described herein.
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SECTIO?\f 5

ALTERNATIVES TO THE PROPOSED ACTION

All alterno.tives to these recommended program steps are included in
the Alan ~\1. Voorhees & Associates, Inc., report(~ Special Program
of Los Capital Cost Transit Improvements for Los Angeles "). The
rationale for elimim.ting other steps or alternatives is adequately
described in that report:

The only alternative to the proposed program objectives not described
is the "do nothing" alternative. Clearly, this is an unacceptable course
of action. Travel congestion in the Los Angeles Region is increasing,
and additional road and freeway facilities are not being constructed;
also, land use activity under construction \vill further aggravate this
situation. :"lore importantly, the time required to begin operation of
a regional rapid transit system necessitates that these short range
programs be implemented as quickly as possible, to accustom the
community to public transportation and to offer a wider choice of
opportunities to use it. .

'~- ~ .' ..... , .
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SECTION 6

LONG TER\l EFFECTS OF THE PROPOSED ACTIONS WHICH
ADVERSELY AFFECT THE Ei\TVIRONiVIEi\TT

Because of the prelimil1J.ry nature of the recommendations, it is not
possible to precisely catalog'J.e the long term effects of the program,
especially those that may affect the environment. However, bJ.sed
on the det ails of the program as they now exist, there will be no
adverse long term effects of the proposed actions on the environment.
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SECTION 7

ANY IRREVERSII3LE A~TI IRRETRIEVABLE CR\NGES THAT WOULD
RESULT FRo~r THE PROPOSED ACTIONS

Due to the natUl"e and extent of the pl"ogram, thel"e are no irreversible
or irretrievable changes that would occur as a result of actions de­
sCI:ibed in this report.
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SECTION 8

"GROWTH II\TJ)0CING" IMPACTS OF THE PROPOSED ACTIO?\S

Due to the limited nature of the preliminary program of low cost
transit improvements, there will be no. "growth inducing" impac:ts
generated. There may, of course, be changes in land use in and
arouild the improvement areas, but these changes will be minJr
and insignificant.
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24 May 1973

Mr. Dono! d BreJckenbush
WALLACE, Iv'iCHARG, ROBERTS and TODD
304 Sou th Broo dway - Fifth Floor
Los Angeles, Cal ifornia 90013

Dear Don:

l'\vllllClI U O/IU vIIVt.:r:

Architects Planner:

The follO\ving is an outl ine of the work completed by Kennard and Silvers under
." TASKS 1181 Clnd 1185. Our work efforts have been incorporated in AMY's preliminary

report entitied "A Special Program of Low Capital Cost Transit Improvements for Los
t\ngcles ll

• Please find enclosed a memorandum from AMY indicating completion of
bolh Tasks.

TASK II BI Work ltemizatioil

o Assisted AMY with the initial identification and screening of potential low
cost transit measures. Meetii""lgs were held between the K&S staff and
Gordon Neilson of AMY in which measures were identified that would
best meet the needs of the Transit Dependent (TO) communities. These
included: Dial - a-Bus, Special Purpose Buses, Bus Pools and Shuttle
(Feeder) Buses. Generally, these measures include both long-haul and
short-haul community service.

o Refinement of the above measures and identification of low-cost measures
for several TD communities in greater Los Angeles. A meeting was conducted
by K&S staff and Gordon Neilson and Keith Gilbert of AMY at which time
selected measures were finalized and TD communities identified to determine
which of the above measures could potenlially meet community transit needs.

TASK" B5 Work Itemization ,

Continued

o Identified specific TO communities}or interviews and established liason
with community representatives (primarily governmental) of South Central
and East/Northeast Los Angeles. This was in~tiated in response to Gordon
Neilson's request to identify current community transit needs and desires.

r"'.

o Interviews were conducted relative to the transit needs and problems
confronted by transit dependent community residents (the young and elderly,
handicapped, unemployed and low-income). These interviews primori Iy
focused on the problems that were reloted to the general mobility and
accessibility of these residents to: Employment centers, shopping, health,
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TASK II B5 Work Itemization (continued)

cultural and educational centers. In light of these interviews, low-cost
transit mCCisures were identified with respect to these needs.

o Assisted AMV in preparation and review of Task II B5 report.

Sincerely F

JEFFREY M. GAULT
Director of Planning
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MEMORANDUM

TO;

FROM:

Tom Lewis, K & S

Gordon Neilson

DATE;

JOB:

17May 1973

207-006

SUBJECT: SCRTD Low Capital Cost Improvement Prograzn

I am enclosing a copy of our draft report entitled "A Special Program

of Low Capital Cost Transit Irnprovelllents for Los Angeles ll
• We have

incorporated your COmn1ents made at our meetings and also the pertinent sec­

tions of your technical MemorandUlU. 'Ve would however appreciate your

review of any section of the report.

We consider that you have fulfilled your obligations in Tasks II B 1

andIIB5.

ANN_F -75-4



II B5 ..

The ability of existing bus service and other low-cost capital meaSl,Jres, (dial-a-ride,
bus pools, etc.) to provide better service to the "transit dependent" (TD)populotion in
terms of accessibility to major employment areas and shopping, cultural, ~ducational

or health centers wili be analyzed in this study. Interviews have been conducted to
find out more about the unique characteristics and needs of these TD communities,
specifically the South Central I\rea and the East/Northeast Area. In addition to the
interviews, secondary resources such as the 1970 U.S • Census and other documents rela~

tive to these communi ties were reviewed and analyzed.

This report describes the non-quantifiable analysis from interviews with various
persons in public agencies and other private individuals. All interviewees were
especially knowledgwble in the South Central and East/Northeast communities.
We focvsed on the special and unique travel characteristics of the TD.

Hov/ever, the interviews conducted are limited and cennot be considered a total-evaluation of communiTy-wic:; (loais or neecs. Vve corlsicer the information revcc<led
in these in~erviews to be inaiccrive of the lyses ortrav;i cl,aracTcristics and the reia­
'tive magnitude or need for bor:-l~'amrnuni;i·es. An extensive and mecninc:tul communitz:.
~s reauired if the reol aSDirations and requirements of the ciTizens are to be
Ti1C!Ud'"CCrin the planning process.

General Overview

The fol lowing section focu<;,es primarily on those areas of greater los Angeles which
have exhibited high degreeS of TD: South Central Los Angeles and East/Northeast
los Angeles. In both of .hese areas, transportation hm been identified as one of .
the more crucial cor"munity problems, but the interdependence of all contributing
factors cannot be overemphasized. These factors include the greater number of un­
employed persons who huve relatively low incomes Old no skills with which to secure
a job; the cultural gap that exists between school and community; the general deterioration
of these areas due to lack of maintenance of both public and private property; the
decline or non-existence of the shopping and business facilities which generate revenue
in the communities, and the lack of health core facilities.

- I -



AREA DESCRIPTION

The following arc the results of secondary research end 'personal interviem concerning the
existing conditions in the South Centrai and Ecst/Northeast areas wh:ch hC'Ie a direct
bearing on trar~?ortation needs and general perceptions of public transit in the orea.

For purposes of fhis analysis, South Central refers to the area north of fmperiCJl Highway,
sov-i·h of the Sc.;nl-a Monica Freeway, west of Alameda and east of the Harbor Freeway.
Wii-hin these b~undaries, a lvk·c!el Cities Neighborhcod has been designated. It is
called the Greder Vfatts t/ode! Neighborhood (GVlMN) and is composed of two arees,
Green fvlead~\'/s and Vlatts which cover approximately 9,8 square miles.

The East/Northecst Los An~F~ les area comprises the Greater East/Northeast lkd:::1 Cities
Neighborhood (GEhiEMN) located aboui- three mile~ northeast of I·he Lcs Ans~!es Civic
Corller. The GEI~Etv\N is 16 square miles in size and contains the communities of Boyle
Heights, Lincoln Heights, end EI Sereno and incluck:s porl"ions of Atwcl"er, Hishlcmd
Pmk, I\bunt Wu:;hington, Echo Park and Silver Lake, The population is primarily Spanish­
sp~aking.

Compared to the dty as a whole:" the orcas exhibit a lower average family incorne, a
high rai"e of un:::mi'!oyment f a lower level of employmc:nl" skills cmong residents, a lack

f I 't t· I h \' , ' r 'I" I' , do qua lyre 01, rr.erc ancise snoppmg Telel ftles, a llgtlcr stu ent drop-out rct<:lr Cl

higher incidence of communicable diseases and a lack of investmenl' in the ar~a.

COivU/iUNITY PRIORITIES

Below are listed c-:;n~ain prcblerns in the priority ranking determir.ed bv GWMN Residents
Council and the GENEt/IN Residents Co'uncil designed to reflect the ~itizens' perceptions
of i·he seriousness of problems confronting their community:

1-
2.
3.
4.
5.
6.
7.
8.
9.

10.

GWMN
South Central

Wt.Jnpower and Employment
Economic and Business Development
Housing
Education
Health
Environmental Protection
Social Services
Crime and Delinquency
RecreGtion and Culture

Transportat ion
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1.
2.
3.
4.
5.
6.
7.
8.

GENEMN

East! Northeast

Educal'ion
Health
Social Service
Crime cnd Delinquency
Economic Develo;:>ment aCld Employmen
Housing
Tramport'cHon
Physical Environment



It is significant thor two areos in Los Angeles who statisticully seem vcry much alike and
ore rated as "hiOhly" TD perceive their situations and problems differently and how the
residents of each sec the solutions to their problems according to neighborhood volues.

TRANSPORTATIOr--!jBOTH AREAS

The Ecs-t/Northcast area ranking, like that of the South Central area, sh">W'S transportation
10\'1 on the priority scale.

Certain problems hove a more direct effect on transportcr1ion and conversely ore more
directly affected by transportation conditions and benefil's or the lack of them. Transpor­
tertion which is a serious problem in the area does not fC!nk as high os would be expected.
It oppecm that, perhcps, residents do not perceive the relationship that exists between
transportation neads and their other problems.

Transportotion is net perceived as a port of a "cause and effect" process working to deter­
mine who,t one do:::s end does not have.

As this analysis concentrates on the TD characteristics of the population, we will first
, discuss transporarion needs and problems and in the following sections show interrelated

problen13 too tror~spcrtC1tion directly and indirectly for the populations of j'hese two areas.

Tho problems of lron:portation for the East/Northeast and the South Central Areas of los
Angdcs are more pressing than for most other areas in Los Angeles. The major b:.llTiers
ore inodecluate bus service and lack of av~omobile own8rship. The 1970 U. S. Censu-5
h .I , a 1 ~ ('~! c: h f' I d I , f h' I'sows mOT coprox:mQte v JU/O 0, tne olJse lolos 0 nolo neve cars ana or t IS pcr:lulat!on.....l. ' .1

owning Q car is very ciifiicuit. if the cor couid be purchased, the high insuronce reTes
and moinlenance cosis would prove to be too much In relalio'n to toral wages earned. So
these pecple are dep,"ndent on public transportation to get to their jobrto do their shcpph'l9,

, and i'o get around in their neighborhood.

Tho Southern California Repid Transii' District (SCRTD) is the major source of public trans­
ponaHon in these co:nmunities. By looking ai' the problem arees perceived by the com­
munil'y, we h9Yc ccrnpiled a community profile with which to Q<'..sess restrictions on the
mobili~y of these r,::sidents. These restrictions have primarily resulted from the existence
of barriors between people and destinations. The Tran~,pori'ation-Employmant Project for
South Centrol and Ec;sr Los I\nc:::des has dt.:termined seven principal types or barriers be­
tween pecple and destinations) They arc listed ,below with statements relating to
our interviews.

It should be kept in mind that the magnitude of the transportation problems of urban resi­
doni's is detemlincd to a large extent by income, cor o'Nner-ship and the location of resi­
dences. As wo havo seen, the fi~t and second items ere Icwerthar) the averages for Los
Angeles City and Ccunty and, consequently, the problems that face this crec, are more
severe than the same problem ot the City or County level.

,1 Trar.sportatio~·= Employment Profect, Stote of California Business and Transportation
ADeney, A Research Project lo Determine and Test the Relationship !:x:tween c! Public
Tr(m$?ortatTc;nS~~;t(;r,1'On'CjJ~(Jnd 0;11;r UpportunlT1'es or' [ow income GrOL?:i;l.:-rr.oT
1ZOf)orf f AU9't);;:~-r971 •
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1~ Lack of Rcco~lnition of Need or Incentive to go to the Destinations.

Fear: Many of the residents are afraid to Icave their neighborhood and travel, either
tor work, shopping or pleasure, into parts of the city where there are few members
of their rninority group (olack or Spanish-speaking).

Lack of Training: In both areas, there are many unskilled and semi-skilled workers.
TI)"ere are only certain orcas of employment open to them; their c~ances of getting
into a new iob classification are slim. Not being able to speak t!uent English is
another problem in meeting employment standards.

Leek of Purchasing Power: Many people are forced by economic circumstances
·to buy wi thin th(;Tr own neighborhood because of the avai lobi IitI' of credit for
groceries and other daily essentials. Other markets lTlay or may not be accessible
to them, but \",ithout cosh or credit, it is irrelevant. Fami lies with low or fixed
incomes usually live from paycheck to fXlycheck and are generally uncertain as to
what funds wi!1 be avoilcble for shopping on a specified dote in the future. For
this rcason, organized bus pools for shopping services are not successful.

Also, outings as a recreational activity or trips to enterlainment centers has,
as a prerequisite, the avoilabil itI' of funds to cover price of admission, etc.
Organized bus pools for recreation, however, are successful because they can
be scheduled for enough in advance to plan for the event.

Lack of Knowledge: If the residents of an area do not real ize what opportunitif:;
exTst in their (;\'~nn-eighb;:_'rhood, surrounding areas, or the Los Ans-eles basin,
in general, they will nct make these trips. Dissemination of information is
lacking. Free public services offered to residents of the Los Angeles Area
and adveriised in newspapers and radio may never reach the Spanish-speoking
population in this area, especially the elderly, who, because of 10',',1 incomes,
hove 0 greater need for th8 free servi ces, unless through advertisement
that inforrnaj-ic,n is also printed in Spanish., A 'bus pool service of scheduled
trips can be informative with respect to aVQilable opportunities, especially
recreotional opportunities.

2. .Non-Availabilit), of Transportation System

In order to make use of the existing transit system, a person must be able to get
to and from the bus stops closest to where he is and where he wants to go. If
the system does not reach ei ther of those areas, or if on-route changes cannot
be cosily made, he will not be able to use the.system. A demand/response.,
vehicle can solve the problem of getting to and from the focal bus stop and
within the local service orca, but a rider who must go outside the reach of
the demand/response vehicle, the same problems of accessibility which existed
before faces initiation of demand/response vehicles.

Availability of a Total System: In South Central Los Angeles, residents have
coll18lOincd of rne cost end ti~e spent in lransferrinn bchveen lines. There is
0150'0 lack or ~;n0wledge of tne total system which inilibits them from attempting
trips to areas they are not famil iar wi th.
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GcttinC] to and from Vehicle StO?s: This is a problem especially for the very
young, the clc:erly and r11c hUf'cJicapped -- a large portion of the TD. Also,
anyone who is sick usually cannot walk several blocks'to a bus stop, especially
if the stop is not furnished "'lith a place to sit down with some shelter from the
elements. Studies have sho'lm that the 75% of the ridership currently in Los
Angeles wCllks only two blocks to a bus stop. Providing transportation I possibly
in the form of a demand/response or Dial-a-Bus service, to and from bus stops

will increase ridership.

In the East/Norrheast Area, the primary problem in using the SCRTD is the
distance between stops one rhe iack or local surface street transportation.
'fhis is due to me broker1 srreet oarrerns ana irle subStandard conaitions

I

of the streel's. Walking to existing bus stops! especially for the very young,
the elderly and the handicapped, is impossible in many parts of the area due to
infrequent stops, the topography of the area and the lack of locol transportation.
The residents complain about the lock of north-south bus routes which exist only
o'n S~)to Street, but WilGT mel do not rea i i ze is rn(:lt in order to out new service
in, cerlain re:1uirements r"uSi De met. SCrn-D reauires t\VO basic criteria to

, I

insi·-;-i-tu-t-e-n-e-v,-''r-o-u--::ti-n-g: Gee;:! street conditions and accessibility and ridership

rate supp-art through fares. IV\any of the streets are substandard in width, canto in
broken paving and shoY! an absence of curbs and sidewalks. There is also bad
street maintenance and the geography of the lond leaves no room for improvement
or any way to better the accessibi I ity to many streets. The hills and the broken
sl-reet patterns make it hard to put in any new service and certainly make the
existing service difficui r to get to. They fee! bitter upon hearing of new service
in olher parts 3f the country when no new service hes been planned fer their orca'.

The initiation of the demand/response vehicles through the model cities program
could( of course, help the TD to travel within the area and to reach departure
points (long-haul feeder service) for travel outside the area.

3. limited Efficiency and Dependability of Means

Transfer Requirements: Most residents in the South Central Area cite this
as a factor Wflich not only lowers the efficiency of the total system but presents
them with extra expem",. Also, there is the problem of incompatible
scheduling between different lines, causing inconvenient and sometimes costly
waiting.

2A Public Opinion Survey of Attitudes Regarding Public Transportation and Rapid
Transit in Los Angeles Count}', by Opinion Research of California, Long Beach(
Cal ifornia, June 1967.
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Frequency: In South Central Area there is limited public transportation to I<ey
~s ot employment after thc normal working hours of 8:00 a.m. to 5:00 p.m.
Many of the rcsicJents work on swing shifts or night shif~s and at the non-peak

h -, 1 'I b < ,ours tnere rnoy DC as muen os on lour or more elween Duses.

In the Northeast orcas, most of the buses which serve the ar.ea are traveling
through it to serve the downtown areas and the areas further north and east
outside the city. Because many of these routes are express lines, they make
infrequent stops in the area and cannot be used for locol tronsport~,tion.

CapClcity end Functional Efficiency of Streets: The streets in many areas are
narrow and were originoi Iy designed t'or residential use only. The streets jog and
dead-end and, therefore, do not meet the standards set by the SCRTO. This
means that access to certain areas of the neighborhood is- therefore impossible by
the public bus system as it is now. Also, poor sidewalks and curbs further
hazard the user. The many available modes of transportation would result in
different street condition requirements, and would alleviate some of the above
problems.

4. Lock of Av:areness of Means for Reaching Destination

Scheduling: Sporadic announcements in local papers and small printed schedules
available on the 8US or moiled upon request from the SCRTD are the only means of
informing the riders of the given available bus routes, except colling the SeRTO
operator. The SCRTO hes stated that a Spanish~sp{;aking operator will be on duty
at all l-imes but complaints from the residents indicate that this is not always the
case. The schedules are not published in Spanish and for many elderly new
residents , this means that they may be unable to travel because they are not
Clware of the availability of transportation.

There is a need for signs at bus stops of departure times, arrival times and destina­
tions. Also, areas that many Spanish-speaking peoples travel to and from
should be provided with bi-lingual signs. Information must also b-e disseminated
concerning availability of more than one mode of transportation.

5. A person's safety may be threatened during the pedestrian trip to and from the
bus stops or while waiting for the bus. In the Eost/Northeast area, the rough
terrain makes walking difficult and the low maintenance of sidewalks and curbs
increases the danger for those who walk between stops. In South Central, buses
run at an average of 15-20 minutes a day durinSl peak traffic and 20-25 minutes
during mid-day. For on elderly or sick person.. a wait over 15 minutes may
prohibit his or her use of the bus.

Placement of stops in both areas should be according to greatest need and
highest degree of safety and accessibility. Boording and exiting should be
mode as safe and easy as possible for all riders, especially the young, elderly
and handi capped.
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6. lack of Access to Tr(m~pcrtotio:l System

Tr0r:'_~~'iatian Costs: C05ts arc hioh in relation to total waaes, especially due
, I ," --,.- -, •

fa 1nc: numoer ot zone CtlannC:$ a rider must mak~.

Bus StO;JS; The slo?s must be with in reasonable distances at both ends of the trip.___-L...-

Locol Servke: The local service within the cost/north~ostarea is sorely lacking
and tllC' populai ion should t>:::: made aware the direct causes and possible solutions
available to correct these pub! ic transportaHon deficiencies.

7. Relucfonce to Usc Available Means of Trans?ortation

If i-he preceding borriers between people Cind places are overcome and the poten-'
tic:! rid(;r is relucionj- 10 use avoilable transpori-ation because of fear or lack of
confidence, the tri?s will not b:::: made. The problem of a language tXJrrier is tho
hardest io ovcrcorne because j-he: ability to communical-c in English is essential
in ord8r 10 lrcvel oui"side the Spanish-speaking neighborhood. Other unknown
factors may prohibit j-he person to get where he wants to go even if public trans­
poriaHon is availabie.
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The followinCl ~(;ction:; cleol with the proSlerr.s of Soulh Ccntr.al and Ecr;t/Norlhca~tAreos,
as identified by the residents. The primary source for this information is the Second Action
Year Com;Jrc!JcrlJive Dernon<.;tration Pion :)y the City Demonstration Agency of Lcs Angeles,
June 1972, along with the interviews, the 1970 U. S. Census, and other studies listed in
the bibliography.

EMrLOY~.A.ENT

Sovj-h Ccntrol/EuJ/North:::cst Area:

M:H1Y residenls b-~Iieve that discrimination in hiring is a major factor in deterring the em­
ployment Cind u;lwcrd mobility of resider:rs. The reasons may b8 over racial discrimination,
or the built-in cultural preference to hire one's own kind. This !cltter reasonis also a
foclor in the choice of the job hunter rrorn the ghetto to either SO outside the orca he or
she is most fc:niliar with, or perheps eccept a lower-skilled job to stay in the area where
he or she feels Ih8 rr-:-ost comfortoble. There is definitely an elcf:icnt of fear cOlisBd in
pari- by the lack of previous encounters Clnd experiences, social or business-oriented,

, •hI" - I • 'I" I • I • • h'h Ivln:e ceep~ m:)ny rt;$ICEOT:iS wor:<lng an..:! paYIng rtgr:t In tnelr own nelg bor (.'00.

The inadequacy of public transportation is a major borrier in getting and holding a job.
Employment- is regarded as j-he first step to upward mobility with the second and third
steps often being the purchase of an automobile and o·consequent move into a "beHer lt

neighborhood •

A poh~ntia! fror-,sit ~ystem in those areos, in order to satisfy current and future employment
needs j should provide short-haul aCCbS in both on e·;:rsj--west and north-south diredion
within the community ano the surrounding areas ond::)j"(wide some: connectio"n to a long­
haul fixed rei I •

Soul-h Central

Loco! employment opportuniHes in the South Centra! Area are extremely limif-cd and many
workers must commute to ol-her outl yi n9 areas for work. The South Central communitie:;
heidi in June 1970, 3 .2S~ of the LA County popular ion and only 1 .5% of the fobs. Currenl-Iy,
most of the jobs held by residents are clcssified as blue collar positions with many workers
., f· I • T' I f h • , 'c·,In ine manu oduflng ana construction sectors. he tJnemp oyment rate or t e area IS .ri/O

to 17% which is for higher than LA counry average of 6%. Employment located in the
immediate vicinity of these communities, will not necessarily create jobs for residents.
Cerrain intervi~wees including the Wetts Office of the State Department of Human Resources,
indicated that the Alameda industrial district did not, in genera!, employ a substantial number
of [Hack workers, although the job clo!;sifications and requirements were well satisfied by
local residents in the work force.
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flost problcrm of employment are ethnological in nature due to the language barrier.

The combinotion of unskilled a:1d low-skilled workers and language problems have contri­
buted to the decreasing choices of types of employment and locations. Generally, rnoct
of the unskilled and scrni--skilied employed male residents work in the surrounding indus...
trial areas to the west and south of 80yle Heights. Because of the tight labor market,
wages are forced down and the number of avoi lable jobs is reduced.

There are few through streets transversing the entire area $0 thot there is limited travel
within the neighborhoods. The bus Iincs whi ch cut throuch tk~ CIrca are be::;ically cc:n­
muter Iin~s hem outside thC5C ccmmunities to lhe (~o\'lr.town creeS. It is dif;lcult to c·:;t
to tfv' SU'T"'l"";;rr' ir'c"'-"r;,,,i '"'rco r bv bus -- ar'ld j;)r't is ,,,fly j'h"'re> is 0 ~~ron,., ""rpss""'~ en__ ...... ~ ~~:-_~.::' .1_'.)' ,,-,, ~'-,..> _'I .' .... , '1 ..... '-" _" ', .._~:-~ ..... ~l'- I

the v/o:-ker 10 ov/n his ov/n cut-orrlocile. ~rhis orco hc.) Q hioner correicrion 82rv/cen rr:.'ns­

p'orfdion ..ori~i~-;;;T;Y~~;;~-GU~ to the -limited availability ~'f either puolic or Dr1VOtC 1~rc.;n3-

£ortc:tion:_

Economic and Business DevelcC)ment

SOlrrh Ccn1Tc!/East Northeast

Ii' is; not expected lhol' employment opportunities \"ill'jncrecsG within eil-her of the A-cOS.
Bu--..,sincss ore unwi! Iing to come into the area due 10" both high laxes and h igh in:surcnc~

rates. The fo!iowing condii-iortS contribute to the prohibitively high cost of c!cvelo;xu;nj-
d ff ' . I I "r • • r I!' ... . I d" . I than e OClIVC y pronlOlt m3anmgrul p onnIng antIcipating commercia an Inaustna. groWl. :

o Existing bu:;ines~es in the area are considered to be "high risks"
by banks£ savinus and loans, and insurance companies.

o Congested traffic poHerns add to the unattractiveness and in­
officiency of the area for commercial end industrial develcp­
ment. Accessibility to the freeway is limited and surface streets
ore designed for residential traffic only.

o Spot zoning Las permitted vacanl- lots l single-family dwellings,
opar;"ments, commercial buildings and industrial lond uses to
occupy the same area.



..

South Central

In the South Centro! Area, os in other low-income orcas, residents are generally unable to
mflinloin a satisfactory standard of living; thereforc, all incomc is expended for living
purposes, making it difficult, if not impossible, to save ~JnY money. That leaves no in­
vestment copitel and in the South Centrol Areo, the money spent is to abscnke-Iand owners
and businesses outside the community arca. The money leaves the area with the absent'ce
owner and, consequently, no rr.-oney is reverted beCK to the community in the form of fur:ds
or services. In economicaliy developed communities, money turnover may be os high cs
thirteen j-jr.v::s, enabling business owners to exchar:ge money and services end, at the serne
time, build a supportive economic base by dealing with each other. This, in turn, ex­
pands the services to resident shoppers and supports and perpetuates the economic cycle.

Everydoy commodities are not easily accessible to residents. For example, within the
GVyMI~, there arc no regional shopping centers, no department stores, no furniture
stores, only three chain chJ9, variety and discount st-ores and fiyc chain grocery stores.
Residents are forced to go oLrtside the neighborhood ror certain types of merchandi~e and
for the pleasure of having a variety of goods to choose from.

The GEI'JE!).N eroo developed as en area of relatively high income and, therefore, high
purcrwsing power. Thi:; resulted in a klfge stock of n{;dghb-orhood retail esteS Iishments.
C" 1.1 I • t Lt. , • d ,", I • ,f d f h"!'UITerH y: tne n81[]iH.>omoocs nove experience lit e economic gravlTn ue to tne 191 In-
cidence of these small retaii businesses, iust self-su;,1aining, which provides service to
II •• t'. • , If" ." ~ • I . IinClr Imm~OIG\"G areas InSlcaa o. cornpcnng wltn trio oenser commercia ShIpS., n surnmJry, .
the local resic1enl-s ore nor forced to go outside their neighborhood for shopping end meeting
their daily requirements for forvd and clothing.

SoLrth Central/East Northeast Areas

Home own3rsh!p and general housing conditions continue to decline in the housing stock wil-h­
in the areos. t'.!ew construction hcs practically ceased and the existing housing stock is
deteriorating with little rehabilitation which contributes to overcrowding.

South Central

Within this arca, ioany housing units are held by absentee owners who are speculating in
future increases in value. Therefore, units are not maintained by those absentee owners
who consider it economically unwise to invest in any rchabi Iitation o,r upgrading of their
property. Over 50% of the housing is ovmed by persons outside the community.
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