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SCRTD ADDENDUM
to the

Technical Report

on

Social and Community Impacts

The Aerial Corridor in the DEIS is the Lankershim South Aerial
Corridor (Chapter XX) and the Lankershim North Aerial Corridor
(Chapter XXI) with a modification. In this document the Lanker-
shim North Aerial Corridor alignment is on-street until a point
near Hesby Street, when the line curves to the east side of
Lankershim Boulevard and proceeds parallel and adjacent to it.
This segment of the Aerial Corridor in the DEIS has been modified
so that the alignment is on-street along the entire portion of
the corridor. This modification eliminates all direct displace-
ments which have been estimated in this report, however, all
other projected impacts remain the same.

The optional Hollywood Bowl station is not covered in this report.
An assessment of this station will be included in the final Social
and Commpnity,Impacts'Technical Report. : oL

A significant effort has been made to involve the community in
the Metro Rail planning process through the Community Participa-
tion Program. As a result of this on-going community involve-
ment, the maintenance of essential neighborhood qualities has
been an integral objective in the planning of station location
and design. To be responsive to this community input, changes
aimed at the minimization of adverse social impacts have been
made during all stages of the planning process. Since much of
the social impact assessment contained in this report was pre-
pared at an early stage in the planning process, some of these
changes have not been included. All of these changes have been
reexamined and a revised and updated assessment will be provided
in the final Social and Community Impacts Technical Report.
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l. INTRODUCTION
SCOPE OF SOCIAL IMPACT ANALYSIS

Historically, transportation projects have been cause for concern by many residents
in neighborhoods adjacent to those projects. Although the projects increase resident
mobiiity, the price has often been divided communities, increased congestion within
local neighborhoods, and greater noise and air pollution. Because social impacts
result from the interaction of all other types of impacts, this volume develops and
utilizes an unique social impact methodology to determine the potential effects of
Metro Rail. All environmentai impacts resulting from Metro Rail are interpreted
and evaluated through neighborhood-specific analyses relying on a resident survey
probing both local activity patterns and neighborhood values.

Metro Rail's social and community impacts must be viewed as dynamic. They not
only interact with each other but develop over time. Therefore, this report has to be
understood as the study of the increment of negative and positive changes set in the
context of general trends already in progress or those which can be readily antici-
pated. Accurate and useful social impact analysis must incorporate this approach in
order to devise mitigation options precise and powerful enough to offset the negative
social impacts generated by previous transportation projects. This report presents
the results of this social impact analysis in two overlapping ways.

I. Chapter ll, the "Regional Core Overview," presents the basic issues. and cate-
gories of environmental impacts, social impact research strategies, general
findings, and a list of recommended mitigation options.

2. Chapters |li through XXIV present analyses of local demographic conditions,
activity patterns, facilities and services, short range impacts, long range im-
pacts, and anticipated displacement in station environs and aerial impact corri-
dors. They combine secondary sources and primary data to present past, pre-
sent, and future trends in each study area in order to determine the probable
effects of Metro Rail's construction and operation.

Those who are particularly interested in the research approach used to develop this
report should review the appendices which follow the station environs and corridor
analyses. These appendices include discussions of many different methodological
issues, as well as lists of key informants and the survey instruments used to interview
informants and residents. Summary statistical tables can be found in the "Regionai
Core Overview,"

RELATIONSHIP OF METRO RAIL GOALS TO SOCIAL IMPACT ANALYSIS

The Metro Rail goals and guidelines adopted by the SCRTD Board in 1979 have strong
social implications for the communities adjacent to station sites and line segments.
These goals and their relationship to the social setting and impacts along

the Metro Rail aligrment are described below.

|. Improve mobility of people and enhance access to employment and urban ser-
vices. This social analysis relates to this goal in several ways. The discusion of

I-1



Baseline Conditions inventories the services and facilities currently avaiiable to each
station and line segment community and explains how and to what extent they are
utilized by local communities. The discussion identifies the most frequently used
routes and most common transportation modes for each community.

The Impact Assessment section considers how use of local facilities and access
routes will be modified by Metro Rail. Because accessibility is an important behav-
ioral variable, it is the key to understanding the direct and indirect impacts of Metro
Rail in both the short term during construction, and in the long term during opera-
tions.

Where serious negative impacts appear at each station or line segment, the Mitiga-
tion section identifies these impacts and proposes mitigation which can be used to
remedy them.

2. Minimize displocement, disruption, disturbance, and noise to residential and
employment areas in the Regional Core. The Baseline Conditions section examines
the types of displacement and disturbances that presently occur in station environs
and attempts to forecast them for the year 2000 under the No Project Alternative.
Direct and indirect displacement are dealt with in the Impact Assessment section.
The impacts of disruption and disturbance are projected by evaluating the environ-
mental impacts on station communities in the context of the characteristics valued
by each community. Where negative impacts appear on valued characteristics in the
station environs, the most disruption and disturbance is assurmed to appear. Where
displacement, -disruption, and disturbance occur tfo the station and line segment
communities over that which would occur under the No Project Alternative, mitiga-
tion options are proposed. They are presented with the provision that the final
selection of the mitigation program be made in conjunction with the community.

I-2




Il. REGIONAL CORE OVERVIEW

BASELINE CONDITIONS

Introduction

This report on existing social conditions in the station environs and line segment
corridors fulfills three purposes.

Purpose 1: To provide station-specific objective socio-economic baseline data
against which future social changes can be measured. Three measures were used to
build this dateline.

Measure a: Community demographics, especially for special users, based on
1980 Census data.

Measure b: Existing social services and public facilities based on land use maps
and field examination.

Measure c: Community activity patterns based on a survey of residents living
near station sites.

Purpose 2:- To provide station-specific data on values which can be used to calibrate
environmental impacts by their subjective importance to a given community. Two
medasures were used.

Measure a: A listing of the most and least valued characteristics of each station
is based on a survey of residents living near the proposed station site. When
possible, these findings were compared to relevant research from other Metro
Rail consultants. :

Measure b: Advice to SCRTD on Metro Rail alternatives based on minutes of
public community meetings and reports prepared by Hollywood and North Holly-
wood community groups.

Purpose 3: To provide data on long term socio-economic trends and events which can
be used to develop updated baselines against which future social changes can be
evaluated and measured. Two measures were used.

Measure a: Resident and key informant perceptions of major trends and events
based on survey findings.

Measure b: Corroboration of these survey findings through No Project Alterna-
tive scenarios devised by other Metro Rail consultants.

Negative social impacts cannot be predicted without these three general types of
information. First, the baseline data provides a simple index of change. Second, the
community values data provide a method to control for the subjective differences
between communities. For analytic purposes they are assumed to be constant be-
cause there is no known way to reliably anticipate changes in community values.
Third, the trend and event data provide a way to control for the extraneous factors
and internal changes which continually appear in any community. Except for dis~



placement, this type of analysis is limited to estimates of the general types, likeli-
hood, and extent of future social impacts. The enormous number of existing
variables, some af which are subjective, and the emergence of new variables make
more exact predictions impossible. For this reason, the analysis of Metro Rail's
social impacts requires continued monitoring of local conditions and evaluation of
mitigation programs. This is the only method for refining probability estimates of
the likelihood and extent of social impacts on specific communities.

Socig-economic Baseline Data

The first purpose of describing existing social conditions in the station environs and
line segment corridors is to develop baseline data against which future social changes
and impacts can be measured. When possible, this information has been presented in
quantitative form. These benchmarks are assumed to result from external factors,
although it should be noted that, in reality, they can also function as causes of fur-
ther social change.

Demographic Statistics. 1980 census data were compiled at the station environs and
line segment corridor level for total population, ethnicity, age, household type and
size, housing units, income, and the handicapped. These data provide statistical
measures of personal behavior (e.g., moving out of a neighborhood) which translate
intfo community patterns. This information is presented in a series of tables which
deal with the general population, but also allow readers to focus in on the special
(transit dependent) user group.in each.station. :

Total Population and Ethnicity. Table II-1 lists for each station environs total
population and the major census categories for race and ethnicity. In addition to
providing an important demographic picture of each station, especially the presence
of special user groups, it also indicates gradients of demographic change along the
alignment. For example, the station environs in the eastern section of the alignment
have greater percentages of racial and ethnic minorities; stations in the west and
north have lower percentages. '

This information can only be interpreted when combined with the following con-
textual information. First, some stations contain significant ethnic representation
which is not accurately reflected in census data. For example, Beverly/Fairfax has
been an important center for the Los Angeles Jewish community for at least four
decades. This fact, however, is not documented by the Census except as it overlaps
with data on country of birth or non-English mother tongues, Similarly, in some
areas of Hollywood, there has been large immigration from the Middle East, specifi-
cally Armenians. Direct information on them, as well, is not reported by the Cen-
sus. Second, ethnicity is not uniformly distributed within each station environs. in
the mid-Wilshire area, for examnple, the station environs incorporate socially and
geographically distinct communities. This important contextual information is
provided in each of the subsequent station chapters of this technical report.

Age Structure. ' Table [I-2 summarizes the age structure of the population in
each of the station environs. This table facilitates an analysis of two major transit
dependent groups: youths (i.e, ages 5-19) and eiderly (i.e., ages 65 and above).
However, the table can aiso be used for other purposes, By carefully differentiating
those in their middie years and controlling for sex, it is possible to identify stations
which have a large number of women in their child bearing and rearing years. These




Union Station
Civic Center
Fifth/Hill
Seventh/Flower
Wilshire/Alvarado
Wilshire/Vermont
Wilshire/Normandie
Wislhire/Western
Wilshire/Crenshaw
Wilshire/La Brea
Wilshire/F airfax
Fairfax/Beverly
Fairfax/Santa Monica
La Brea/Sunset
Hollywood/Cahuenga
Universal City
Vineland/Magnolia*
North Hollywood
Aerial Corridor*
Lankershim Segment

Vineland Segment

TOTAL POPULATION BY ETHNICITY

TABLE II-1

Percent of Population by Ethnicity

Total Asian and
Population Hispanic White Black Amer. Indian Other
6,194 38% 7% 7% 45% 2%
6,300 28%  29% 14% 28% | %
9,721 26%  44%  22% 7% 1%
14,065 56%  28% 8% 6% 2%
39,530 63% 22% 3% 8% 2%
24,966 45%  30% 5% 18% 2%
33,575 30% 32% 10% 25% 3%
29,164 22%  35% 14% 25% 3%
14,472 i7%  45% 12% 23% 3%
13,344 6%  68% 8% 8% I %-
13,905 4% 78% 2% 5% 1%
12,088 4%  91% I % 3% 1%
20,893 6% 89% 2% 2% 1%
19,282 i5%  74% 6% 4% 2%
14,398 24%  59% 8% 7% 2%
5,133 8% 86% 2% 3% I %
9,444 24%  68% 2% 4% %
8,959 27%  66% 3% 3% 1%
6,585 10%  85% [% 3% | %
4,285 4% 67% 3% 4% 1%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

Note: Percentages have been rounded off.

*Not included as part of the Locally Preferred Alternative. They represent impact
areas for other alternatives considered in preparing the Draft EIS/EIR.



TABLE I1-2

AGE STRUCTURE

Percentage of Population by Age Group

Pog&t;lion 0-4 5-19 20-24 25-34 35-44 45-54 55-64 65+
Union Station 6,157 6% 26% 9% 17% 13% 10% 8% Il%
Civic Center 6,20 3% 1% 10% 18% I5% 15% 13% l6%
Fifth/Hill 9,604 2% 6% 9% 9% 5% 16% I5% 19%
Seventh/F lower 13,939 7% 14% 13% 20% 12% 10% 10% 16%
Wiishire/Alvarado 39,018 9% 16% 14% 23% 1% 6% 7% 13%
Wilshire/Vermont 24,954 7% 13% 14% 26% 12% 8% 7% 4%
Wilshire/Normandie 33,571 6% 12% l4% 28% 12% 8% 8% 13%
Wilshire/Western 29,151 6% 1% 13% 28% 12% 9% 8% 13%
‘Wilshire/Crenshaw - 14,472 5% 12% 10% .23% 12% -10% 1% 1 7%
Wilshire/La Brea. 13,311 3% 10% 6% 18% 10% 9% 1% 33%
Wilshire/Fairfax 13,905 2% 7% 5% l4% 9% 8% I3% 42%
Fairfax/Beverly 12,088 4% 10% 6% 18% 8% 8% 3% 34%
'Santa Monica/Fairfax 20,887 2% 9% 8% 23% 2% 0% 12% 26%
La Brea/Sunset 19,232 3% .9% 1% 27% 13% 10% 10% 19%
Hollywood/Cahuenga 14,315 5% 12% 13% 29% (2% 9% 8% 2%
Universal City 5130 3% 8% 1% 28% 13% 13% (2% 13%
Vineland/Magnolia* 9,444 7% 15% 12% 25% 1% 9% 8% 13%
North Hollywood 8,931 6% 15% 13% 25% 12% 9% 7% [2%

Aerial Corridor*
Lankershim Segment 6585 3% 1% 1% 25% 12% Il% 12% 15%
Vineland Segment 4,285 6% 15% 12% 25% 12% 10% 8% 13%

Source: Census of Population and Housing, 1980.
Census reports STF-l, R18-55 by Southern California Association of
Governments.

*Not included as part of the Locally Preferred Alternative. They represent impact
areas for other alternatives considered in preparing the Draft EIS/EIR.
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stations may experience large natural increases in population. If current facilities
are already near capacity, this growth can lead to a taxing of facilities, such as
parks, schools, and entertainment and recreational facilities.

The table also helps identify, when compared to data which may be compiled in
subsequent studies, which station environs are undergoing the most significant demo-
graphic changes. For example, many of the station environs are expected to exper-
ience an increase in overall population, as well as an increase in younger, higher
income white collar workers. In some cases, they will be moving into the new hous-
ing projected for the station environs. In other cases, they will supplant existing
residents through a gentrification process.

Population Density and Overcrowding. An important indicator of population
density and overcrowding is the number of people per household. In general, the
higher the number, the greater the extent of overcrowding. This can be further seen
in Table 1I-3, along with the number of households with five or more people, another
indication of potential overcrowding. When this information is used in a time series,
it can demonstrate change in overcrowding over several decades. When combined
with other measures of density based on land use, a picture of community change can
also be developed. General increases in density may forecast a greater demand for
local services and facilities.

Selected Special User Groups Characteristics. In addition to youth, ethnic
minorities, and the elderly, other important {transit dependent) special user groups -
reside in the station environs. They are low. income groups, the handicapped, and
autoless households. Table ll-4 displays significant differences among the station
environs for selected special user characteristics.

Information on income was coliected in the survey of respondents and key informants
and compared ‘with census data. In addition to offering an important differentiation
among station environs and suggesting gradients of socio-economic change along the
station environs, the data are an indirect indicator of the presence of low income
residents. ln general, the lower the average income, the greater the percentage of
low income groups.

The presence of handicapped individuals was divided into two types of disabilities by
the Census. Transit disabilities refer to those who cannot easily use normal transit.
Without special assistance they are confined to the local area. Work disabilities, a
broader indicator of the presence of the physically handicapped, refer to all those of
working age {16-65 years) who, for the last six months, have had a disability which
prevented them from working.

Finally, one of the most important indicators of fransit dependence is the number of
autoless households. This category overlaps with other categories, particularly low
income and the elderly. A high percentage of this group can be assumed to be poten-
tial Metro Rail riders.

Housing Characteristics. Housing statistics are presented in Table Il-3. Readers are
encouraged to refer to the SCRTD Technical Report on Land Use and Development
Impacts for details on local real estate market trends and expected land use changes.

The categories of renter and owner occupied generally indicate a differentiation
between single-family homes and apartments in the station environs. However,
because some homes are rented, it is not an exact indicator. Owner occupied median

[1-5



Union Station
Civic Center
Fifth/Hill
Seventh/Flower
Wilshire/Alvarado
Wilshire/Vermont
Wilshire/Normandie
Wilshire/Western
‘Wilshire/Crenshaw
Wilshire/La Brea
* Wilshire/Fairfax
Fairfax/Beverly
Santa Monica/F airfax
La Brea/Sunset
" Hollywood/Cahuenga
Universal City
Vineland/Magnolia*
North Hollywood
Aerial Corridor*
Lankershim Segment

Vineland Segment

TABLE 1I-3

HOUSEHOLD CHARACTERISTICS

Average

Number of Households With

Percent of

Persons
Living in Household

Total Persons per  Five or More With |.01+ Persons
Households Household Per Househoid Population Percent
1,525 3.2 26% 2,945 48%
2,411 i.6 6% I,546 25%
5,139 I.2 1% 1,585 16%
7,599 1.8 7% 6,905 49%
16,344 2.3 1% 22,598 57%
12,284 2.0 7% 11,139 45%
17,475 I 6% 12,941 39%
15,371 1.9 5% 9,588 33%
1,329 2.0 6% 3,535 - 24%
7,575 18 3% 1,027 8%
8,423 1.7 2% 670 6%
5,732 2.0 4% 697 6%.
i 1,912 1.7 2% 2,241 1%
11,312 1.7 3% 2,945 15%
7,591 1.8 5% 3,526 25%
2,911 1.7 2% 283 6%
4,863 1.9 5% 1,825 19%
4,462 2.0 6% 1,853 21%
3,632 1.8 3% 433 7%
2,224 1.9 £% 837 20%

Source: Census of Popuiation and Housing, 1980.
R18-55 by Southern California Association of

Census reports STF-I,

Governments.

*Not included as part of the Locally Preferred Alternative. They represent impact areas
for other alternatives considered during the preparation of the Draft EIS/EIR.
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Station Environs

Union Station

Civic Center
Fitth/Hiil
Seventh/Flower
Wilshire/Alvoredo
Wilshire/Vermont
Wilshire/Narmondie
Wilshire/Western o
Wilshire/Crenshaw
Wilshire/La Brea
Wilshire/Fairfax
Fairfaox/Beverly
Faoirfax/Sonta Monica
Lo Breo/Sunset
Hollyweed/Cahuenge
Universal City
Narth Hallywood

Aerial Corridor
Laonkershim Segment

Vineland Segment

TABLE ll-4

TRANSIT DEPENDENT GROUPS

TRANSIT WORK HOUSEHOLDS WITH ANNUAL
DISABILITY! DISABILITY? VEHICLE ACCESS  FAMILY INCOMT
Total Total Tatal
Papulation Percent Papulotion Percent Population  Percent Medion Mean
129 4.0 188 5.9 532 L5 $ 9,091 §12,624
317- 6.6 692 14.5 448 20 9,215 12,019
553 6.0 1,592 17.2 434 8 8,486 10,261
530 4.5 1,281 10.9 1,613 22 9,818 11,606
1,767 5.7 2,315 7.4 7,542 4 10,045 12,23t
768 1.6 1,195 5.7 6,770 55 11,376 13,749
% 3.3 1,704 5.9 10,859 62 12,368 15,439
1,053 4.2 1,681 6.6 10,737 70 16,010 18,423
650 51 860 6.7 5,539 7% 18,874 24,204
897 7.6 671 5.7 5,132 69 21,482 27,571
1,015 8.0 530 4.2 6,034 73 22,000 25,673
53 5.4 sla4 5.3 4,039 72 19,285 23,918
878 4.5 1,266 6.5 9,067 76 14,637 18,593
743 4.2 LI 6.2 B,465 74 15,260 22,154
394 3.2 986 8. 5,069 &8 13,649 19,464
105 2.2 221 4.7 2,620 92 48,695 40,547
293 4.0 494 6.7 3,803 15,978 19,103
219 3.6 317 5.2 3,372 90 20,872 29,959
156 4.3 223 6.2 1,946 85 515033 § 17,462

' Tronsit disability refers ta those residents of working age (16 to &5 years) with physical hondicaps who cannot easily use

normal tronsit.

2 Work disability, o broader indicatar of the number of physically hondicopped residents, refers to ol those of warking oge

(16 to 65 years) who hove had o

disobility which prevented them from warking during the last six months.



Union Station

Civic Center
Fifth/Hill
Seventh/Flower
Wilshire/Alvarado
Wilshire/Vermont
Wilshire/Normandie
Wilshire/Western

. Wilshire/Crenshaw
Wilshire/La Brea
Wilshire/Fairfax
Fairfax/Beverly
Fairfax/Santa Monica
La Brea/Sunset
Hollywood/Cahuenga
Universal City
Vineland/McugnoIi02
North Hollywood
Aerial Corridor2
Lankershim Segment

Vineland Segment

TABLE 1i-5

HOUSING CHARACTERISTICS

Total Owner

Year Occupied Median
Round Renter Owner Vacancy Nedian Contract
Units Occupied Occupied Rate Vaiue Rent
1,525 93% 7% 4%  $103,100 $ 146
2,916 81% 2% 7% 110,000 126
6,276  81% 1% 18% --| 128
8,707 86% | % 13% 72,500 141
17,193 92% 3% 5% 78,800 |74
12,974 92% 3% 5% 85,200 198
| 8,444 92% 3% 5% 102,600 230
16,178 89% 6% 5% 124,500 247
7,649 84% 10% 4% 146,300 239
7,755 B2% 16% 2% 144,200 277
8,670 85% 12% 3% 146,100 291
5,839 69% 29% 2% 132,000 265
{2,448 86% 10% 4% £18,400 269
12,145 B5% 8% 7% 128,600 264
8,048 82% 13% 6% 131,300 218
3,036 66% 30% 4% 173,400 270
5,110 77% | 8% 5% 91,100 238
4,715 76% 19% 5% 86,100 235
3,794 66% 30% 4% 134,200 259
2,354 77% 18% 5% 90,000 232

Source: Census of Population and Housing, 1280,
Census reports STF-l, RI18-55 by Southern California Association of

Governments.

IDCITCI suppressed in census reports.

2No'r included in the Locally Preferred Alternative. They represent impact areas of

other alternatives considered during the preparation of the Draft EIS/EIR.




home value is also closely related to these income patterns, as well as market forces
in the local area. Because this census data was collected in 1980, it underestimates
current market values. The same caution should be used in interpreting median
contract rents. Even with rent control in the City of LLos Angeles, rent could have
legally risen 2| percent since the 1980 census. If this factor is combined with furn-
over among apartments, the rent figure would now be higher. Information from key
informants suggests these median rental figures seriously underestimate current
market conditions.

The figures on vacancy rate are also subject to fluctuation over time. Due to the
gradual increase of population in most station environs, as well as the lack of new
housing, current levels are probably lower than in 1980.

Public Facilities. Field work and an analysis of land use maps were used to identify
all local social services and public facilities in station environs and line segment
corridors. This information has been presented on maps found in the station chap-
ters. Statistical summaries of each of these maps are presented in Tabie li-6. The
facilities are divided into public institutions (e.g., fire station), social-cultural (e.g.,
youth center), health (e.g., public clinic), and park-open space uses.

As an indicator of existing conditions, this data must be analyzed within the context
of other station environs measures. For example, if certain population subgroups,
such as the elderly, form a significant portion of the local population, then the
presence (or.-absence) of senior-oriented services and facilities is an important neigh-
borhood feature.

Social Activity Patterns. Primary survey data on resident activity patterns were
collected for each station environs. This survey focused on the accessibility patterns
for residents who resided within a quarter-mile of proposed station sites (i.e., the
station area). When used as a data baseline, it facilitates an analysis of the im-
mediate behavioral changes induced by Metro Rail.

Use of Local Facilities. Every community has its own unique combination of
neighboring, socializing, social services, public facilities, and commercial firms.
Their utilization patterns cannot be deduced by simply knowing the popuiation char-
acteristics of a community. It is also necessary to have contextual data on the
extent to which they appear among or are used by local residents. Thus, respondents
to the survey were presented a map of all known local facilities and services and
asked which ones they tended to use, as well as where they went to visit neighbors
and friends, participate in voluntary groups, and for recreation. A second purpose of
this question was to determine which elements of the local community tended to use
these facilities and services the most. Resident groups with the most extensive local
patterns were presumed to be the most dependent on local amenities.

Travel Patterns. After respondents indicated local friendship patterns and
which local private and public services they tended to use, they were asked about
their travel routes for shopping, services, recreation and socializing. Residents were
asked if they usually walked, drove, or rode public-transit. This information on the
patterns of local residents was supplemented by interviews with key informants
knowledgeable about the local community. They were asked to generalize about the
socializing and utilization patterns, access routes, and transportation modes typical
for local residents.




TABLE 1l-6 .

SOCIAL SERVICES AND PUBLIC FACILITIES
Total Number of Facilities/Services

Public/ Social/ Parks/

Station Environs Institutional Cuitural Health Open Space
Union Station 10 13 2 2
SH 5 ] 0 ;
Seventh/Flower 5 7 3 0
Wilshire/Alvarado 6 19 b 2
Wilshire/Vermont 9 16 2 2
Wilshire/Normandie 8 17 I |
Wilshire/Western 10 9 0 i
Wilshire/Crenshaw 7 L | 2
Wilshire/La Brea 7 o 9 0 I
Wilshire/Fairfax o 4 6 4 2
Fairfax/Beverly 4 & 3 2
Fairfax/Santa Monica 9 7 i 0 .
La Brea/Sunset 7 16 i 2
Hollywood/Cahuenga 13 8 3 2
Universal City 3 1 0 2
Vineland/Magnolia2 6 14 2 |
North Hollywood 8 13 2 |
Aerial Corridor2

Lankershim Segment 6 3 0 2

Vineland Segment 3 4 t

Source: Field survey by The Planning Group, Inc., 1382

|Statistics on these two stations were combined because of overlapping station
environs. ‘

2Not included in the Locally Preferred Alternative. They represent impact areas of
other alternatives considered during the preparation of the Draft EIS/EIR.
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The importance of this baseline on local behavior is that it provides an excellent
measure of how externally imposed changes on the local environment are most likely
to affect the behavior of local residents. Will it eliminate or reduce access to shop-
ping, services, facilities, or friends for all local residents or specific subgroups? Will
it force hardships on special user groups, or the general population, who must then
either do without amenities or travel a longer, more circuitous route to access
them? Will detours of local streets force additional traffic through neighborhood
side streets? Will increased difficuities in using a particular transportation mode
stimulate residents to switch to another mode? These and related questions can be
substantially answered by this data baseline. It is, therefore, an excellent measure
from which predictions about the social changes and impacts imposed by Metro Rail
can be made.

Community Values

Community values are used to calibrate expected social impacts to specific com-
munities. Even if the objective features of a community are known, and even if the
features of Metro Rail are also known, they cannot be easily combined to predict
either the likelihood or extent of a social impact. This depends, in varying degrees,
on the emotional feelings residents hold about their community. If they are indif-
ferent about a potential impact, such as blocking access to a facility, the impact
may be of littie consequence. There will be little personal hardship, voluntary new
behavior, or mobilization of local citizen groups--three possible indices of the extent
of an impact. But, if the community values the facility--even if they do not regu-
larly use it—the results could be quite different. Personal hardships, voluntary new
behaviors, or civic mobilization could all appear.

For analytical purposes, the values are assumed to be constant. Attributes which are
currently valued will continue to be valued throughout the impact time frame. Fou-
ture research can be used to test this assumption. For example, a change in com-
munity demography could easily cause a shift in attitudes about the community's
characteristics. Alternately, it may be that characteristics lead public opinion: a
schoo!l will not be valued until it is removed or built in a community.

Data on community attitudes were collected in two different ways: a resident
survey and a review of public meeting notes and reports. Respondents were asked an
open-ended question or what characteristics (i.e., attributes) of their local com-
munity had encouraged them to live there. From these, the three most common
characteristics were identified {(see Table 1l-7). Meetings were held by SCRTD as
part of the Milestone Process and as part of the Special Alternatives Analysis in
Hollywood and North Hollywood. In addition to direct observation of most of these
meetings, SCRTD meeting notes were reviewed, along with planning aids and final
reports which emerged from the Special Alternatives Analysis. Because the partici-
pants at these meetings were drawn from a large area, their opinions are not as
geographically specific as the respondent surveys. Therefore, these meeting data
were used as supportive material. Where there was no survey data, public meeting
data were relied upen and so noted.

The following description of community attributes also includes references to the
Draft EIS/EIR and other Technical Reports where the subjective impressions of
survey respondents can be corroborated or refuted by the data used in the impact

analysis.
Accessibility, Accessibility includes all references to local travel and some types of

regional Travel such as proximity to freeways. it not only corresponds to behavioral
variables, but can be examined further in the EIS section on Transportation.

I1-11



Station Environs

TABLE 1l-7
COMMUNITY VALUES

POSITIVE VALUES

NEGATIVE VAL X

Downtown I

Wilshire/Alvarado

Wilshire/Vermont

Wilshire/Normandie

Wilshire/Western

Wilshire/Crenshaw

Wilshire/La Brea

Wiishire/F airfax

Fairfax/Beverly

Fairfax/Santa Monica

La Brea/Sunset

Hollywood/Cahuenga

Universal City

Vineland/Magnolia

North Hollywood

Aerial Corridor,
Lankershim Segment

Aerial Corridor,
Vineland Segment

o 0 00

INt:\ community surveys were undertaken for the Downtown Station environs.
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Visual Appearance. Visual appearance included comments such as "good neighbor-
hood vistas." These issues are discussed in the SCRTD Technical Report on
Aesthetics. This is a particularly important variable in the evaluation of the Aerial
Option.

Stability. Stability was derived from residents' comments about the number of years
they, as well as their friends and neighbors, have lived in the neighborhood. It also
suggests feelings about community identification.

Quiet. Quiet was usually expressed in terms of neighborhood tranquility and is
relafed to pedestrian and traffic volumes. Further discussion on tranquility-related
issues can be found in the EIS sections on Noise and Vibration and Transportation.

Central Location. Central location refers to short travel times to important ameni-
ties throughout the Regional Core.

Inexpensive Housing. Inexpensive housing incorporates comments by both renters and
owners, although the major concern of residents pertained to rent. Actual data on
rent structures that can be used to confirm the respondent's answers can be found in
Table TI-5. A related discussion on changing land uses as an important market force
affecting the cost of future housing in station environs can be found in the SCRTD
Technical Report on Land Use and Development Impacts.

Convenient Amenities. Convenient amenities incorporates a range. of responses
dealing with the extent and quality of local shopping, social services,. public institu-
tions, and recreational and cultural opportunities. This attribute has been examined
further in Table |1-6 which lists the number of social services and public facilities in
each station environs.

Good Public Transit. Good public transit is closely related to the values of accessibi-
ity and ceniral location. However, it specifically concerns attributes of local bus
service, such as headways, travel times, and number of lines serving the local com-
munity. Further discussion on bus service can be found in the EIS section on Trans-
portation.

Proximity to Work. Proximity to work was most frequently mentioned by residents
of the central and inner city. |n their case, proximity meant both the availability of
employment in the immediate area, as well as easy accessibility to employment in
other sections of the Regional Core, especially the downtown.

Neighborhood Atmosphere. Neighborhood atmosphere is an eclectic category used
for comments about emotional aspects or attachments to a neighborhood. A typical
example was references to the "cosmopolitan nature" of the areas in which the
respondent lived. The Technical Report on Aesthetics and on Crime Impacts present
data on particular aspects of neighborhood atmosphere.

Ethnic Homogeneity. The issue of ethnic homogeneity is closely related to stabi-
[My. For neighborhoods with large percentages of racial or ethnic minorities--
whether new centers such as Alvarado for Hispanics, or older ethnic centers such as
Beverly/Fairfax for Jews--ethnic homogeneity was expressed in terms such as "l feel
a part of the local area because I'm (X)." Variables in this chapter which relate to
ethnic homogeneity are presented in Table li-1 and Table lI-7. Further references to
ethnicity, especially immigration trends, are found in the following discussion of long
term trends under the No Project Alternative.
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Negative Impacts. Most comments on negative neighborhood characteristics refer-
red to crime and safety. The most commonly mentioned crimes were street safety
and prostitution. The latter is an important concern of the residents of the Holiy-
wood station environs. A discussion of these security issues can be found in the
SCRTD Technical Report on Crime Impacts.

It is important to note that even if these other "objective" sources of data on locally
valued (or disliked) characteristics cannot substantiate local opinion, they do not
detract from their importance to local residents.

[_Long term Socio-economic Trends

Because so many forces are simultaneously at work in each of the station neighbor-
hoods and line segment corridors, because these forces interact with each other, and
because these forces are changing and being supplemented by still other forces, it is
impossible to make a social impacts assessment of a future project without careful
consideration of ongoing changes in each community.

The major trends considered in the EIS and in this social impacts analysis are:

o Traffic - Levels of vehicular traffic are projected to continually increase in the
Regional Core. This will result in more street congestion, longer travel times,
safety problems, and a general reduction in regional accessibility.

o Bus Service - Under the No Project Alternative bus service is scheduled to
increase throughout the Regional Core. Regional accessibility should increase
but the quality of service may decline as traffic congestion continues to worsen.

o Immigration - Immigration is difficult to predict because it depends on foreign
political and economic conditions as well as United States immigration laws.
Los Angeles is now the largest center of first entry in the United States, and
this feature is expected to continue over the next two decades. The areas of the
Regional Core which now receive the most immigrants are Chinatown, Westlake,
mid-Wilshire, Fairfax, Hollywood, and North Hollywood. These neighberhood
trends are assumed to continue and are discussed in the station write-ups which
follow.

o Population - Under SCAG-82A and -828 growth forecasts, population is expected
to continually increase throughout the Regional Core. Projections and their land
use implications are presented in the SCRTD Technical Report on Land Use and
Development Impacts.

o Housing - In response to population growth and to market forces, the supply of
housing units will increase at most station areas. Most of this new housing will
be for middle and upper income groups and will induce local demographic
change. Furthermore, the ownership of some existing housing will slowly trans-
fer to middle and upper income groups who have been increasingly forced out of
the new housing market. The anticipated changes under both the No Project
Alternative and the Metro Rail alternatives are also presented in the Land Use
and Development section of the EIS.

o Density - As the numbers of people and housing increase at most station areas,
density will, by definition, increase. This in turn may alter the existing charac-
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teristics of neighborhoods by increasing congestion and taxing the existing social
and transportation infrastructures. These social consequences of increased
density have been noted in the station group analyses presented later in this
chapter.

o Events - In addition to socio-economic trends, the appearance of unique events
can dramatically aoffect a local area. The primary type of unique event to be
incorporated into the social impacts analysis is major commercial developments
in station areas. Significant projects, such as those of the CRA in downtown and
North Hollywood, will change the characteristics of existing neighborhoods.
These projects also have been noted in the SCRTD Technical Report on Land
Use and Development impacts.

Community Overview

The following summaries incorporate three types of information: baseline condi-
tions, community values, and trends and events. Their focus is on the latter in order
to determine what general changes will have occurred in the station environs be-
tween 1980 and the year 2000. Except for planned increases in SCRTD bus service,
this projection of station environs' trends and events constitutes to the EIS No Pro-
ject Alternative. It provides a backdrop against which the Locally Preferred Alter-
native, the Aerial Option, and the Minimum Operable Segment can be measured.

Stations that are sociologically. similar have been grouped together in these sum--
maries. These dggregations of adjacent stations are referred to'as stdtion groups.

Downtown {CBD). The downtown station environs have relatively low residential
populations, consisting primarily of minorities with relatively even age distribu-
tions. Downtown residential development would probably change the ethnic and
economic comiposition of these station environs. Middle- to upper-income-oriented
condominium projects are likely to attract new residents who will raise the median
income while decreasing the percentage of minority population. The elderly popula-
tion may also increase when additional housing for the elderly is built.

Union Station. The immediate station area borders on the industrial periphery
of the LBL and is near several ethnic communities on the east side of the downtown
area: Chinatown, Little Tokyo, and expanding Hispanic areas. The social fabric of
the area is characterized by an overall resident population approximately 45 percent
Asian, primarily Chinese, and 39 percent Hispanic, mostly Mexican. These residen-
tial areas are transitional low-income areas strongly divided by ethnic background
with very territorial populations. The Union Station architecture, important nearby
public places, and ethnic contrasts create a strong image and draw significant tourist
and pedestrian trade to the area. Olvera Street, the Pueblo, and Chinatown are
regional attractions, generating activity both day and night. The primary traffic
artery is Alameda Street, although pedestrian movemnent is concentrated in the areas
around Olvera Street and on parking areas to the west and north.

Civic Center. Government buildings, Civic Center Piaza, the Mail, and the
Music Cenfer Complex to the north are the major focuses of the station area. Along
Hill Street, just to the west of the proposed station entrances, lies a portion of the
high density Bunker Hill housing development primarily for the elderly.

Fifth/Hill. This station area lies in the heart of the CBD. The Pershing Square
area otfers pedestrian access to a number of important activity centers--retail
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commercial shopping on Broadway, the Jeweiry Mart, Grand Central Market, Spring
Street, the Biltmore Hotel, and the Main Library. The focus of the area for resi-
dents, employees, and tourists is Pershing Square. The plaza is heavily used during
daylight hours, attracting tourists, vagrants and youth gangs, and downtown em-
ployees during lunch. After office haurs the area becomes unsafe for pedestrian
activity.

Seventh/Flower. This station area contains the important office, retail shop-
ping, and financial buildings of the CBD, with access ta Seventh Street retail
stores. As a result, Seventh Street is a major auto and pedestrian artery through the
Central Business District. Pedestrian volume is heavy during the day. Housing is
located on the periphery of the station environs in the South Park and the Convention

Center areas.

Westlake. The Wilshire/Alvarado station environs is in transition and contains a
predominantly young, Hispanic population. The area serves as a port of entry for
Central Americans. Shops and services are well patronized by this largely low in-
come population. Residents value the ethnic homogeneity of the areq, as well as its
central location and good public transportation, characteristics all expected to
continue. The Hispanic population will probably increase in the area because rentol
rates are comporatively low; the lack of new housing units may increase the already
high level of overcrowding.

Mid-Wilshire. The Wilshire/Vermont, Wilshire/Normandie, and Wilshire/Western
station environs are etbnically similar, with considerable white, Asian, .and Hispanic
populations. In the last decade, the Asian population has formed Koreatown, which
continues to grow. Hispanics represent a larger percentage of the population at
Wilshire/Vermont than at either of the other station environs. North of Wilshire
Boulevard, incomes are higher and white residents constitute a larger percentage of
the population. Overall, the population tends to be young. Important attributes of
the area include central location, good public transportation, and convenient ameni-
ties. In the future, Koreatown will probably expand and Hispanics will continue to
migrate westward along Wilshire Boulevard. The relatively large increase in younger
members of minority groups suggest that the median age will become more youthful.

Wilshire/Vermont. The generally low-income resident population reflects a
diversity of ethnic groups. The population is 45 percent Hispanic, 30 percent white,
and 15 percent Asian and, in general, is relatively young—the median age is 30 years-
-residing almost exclusively in renter occupied units. The area is an important
Wilshire Corridor location, with a very high daytime employment population and
heavy volume of pedestrian and auto traffic. The hierarchy of primary auto and
pedestrian traffic arteries supports the definition of the land use pattern. Wilshire
Boulevard and Vermont Avenue are ciearly primary, Seventh and Sixth Streets are
secondary, and there are "tertiary" residential streets. The intersection of Wilshire
and Vermont is a main bus transfer point.

Wilshire/Normandie. Residential areas north and south of Wilshire (north of
Sixth, south of Seventh) support a large, ethnically diverse resident population: 30
percent Hispanic, 32 percent white, |0 percent Black, and 25 percent Asian. There is
little overlap in the spatial and movement patterns between the ared's employment
and resident populations. High rise office buildings, between Howard Avenue and the
Ambassador Hotel or Wilshire Boulevard, attract a large daytime employment popu-
lation.
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Wilshire/Western. The station area is a blend of regional and local influences:
major oifice buildings are near neighborhood churches, retail stores, and housing.
The resident and employment population are fairly independent of each other. A
relatively dense population lives north and south of the office, commercial, and
retail uses along Wilshire Boulevard. This population is ethnically diverse--22 per-
cent Hispanic, 35 percent white, 25 percent Asian, and 14 percent Black-—and pre-
dominantly low and low-middle income.

Crenshaw. The Wilshire/Crenshaw station environs are relatively high income areas
containing sections of Hancock Park and Windsor Square. The majority of the popu-
jation is white, though Hispanics and Asians together comprise 40 percent. These
minority populations reside primarily south of Wilshire Boulevard. There are few
public services and commercial shops in the station environs, so residents must leave
the area for shopping and social services and facilities. Important attributes of the
community are stability, atmosphere, and central location. The area is likely to
change little because of restrictive zoning, community organization, and the rela-
tively high incomes required to live in most of the environs., Ethnic diversity will
slowly increase, however, as iinority groups move west along Wiishire Boulevard.

Miracle Mile. The Miracle Mile area, containing the Wilshire/La Brea and Wilshire/
Fairfax station environs, consists of a largely elderly, white popuiation with middle
incomes. Much of the popuiation is Jewish and identifies with the nearby Fairfax/
Beverly neighborhood. The commercial section of these environs is currently under-
going a gradual revival. Community surveys show the area’s central location, con-
venient ‘amenities, low housing costs, and good public transportdtion were most
important. In the future, the minority population in these station environs is likely
to increase slightly as middle income Asians and Hispanics move west along Wilshire,
replacing elderly residents. Middie income Blacks now living south of Wilshire Boule-
vard are likely to move northward. Relative to other station environs, income in this
cluster would remain high.

Wilshire/La Brea. The middle income resident population in the station area is
68 percent white, |8 percent Black, 8 percent Asian, and 6 percent Hispanic. The
area is currently characterized by very light pedestrian traffic and mostly through
auto traffic. The area has no major destinations or public spaces and attractions.

Wilshire/Fairfax. This station area serves as residential community and major
regional, public activity center. It includes the following attractions: the Los
Angeles County Art Museum, the Rancho La Brea Tar Pits, and the Page Museum of
Natural History. The area draws visitors and tourists seven days a week, and is
especially busy on weekend afternoons, when auto traffic and pedestrian activity
around Hancock Park are high. The resident population in the station area is homo~
geneous—80 percent white and predominantly middle income.

Fairfax. The Fairfax/Beverly and Fairfax/Santa Monica station environs have large
Jewish populations to which the commercial area is generally oriented. A large
percentage of the population is elderly, with low to middle incomes, but in recent
years many young singles and couples have moved in. Attributes valued by residents
include convenient amenities and good public transportation, as well as neighborhood
atmosphere and ethnic homogeneity. Though projections show few land use changes
for the Fairfax/Santa Monica station environs, the Fairfax/Beverly area is projected
to experience large scale office, residential, and retaii development. Higher den-
sities and a more diverse, regionally oriented commercial atmosphere would change
the character of the area. The average age would continue to decline, and new
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residential units would probably be oriented toward middie to upper income profes-
sionals who identify less with the area's Jewish orientation than current residents.

Fairfax/Beverly. The resident population is of predominantly eastern European,
Jewish descent. The area has the highest median age (50.2 years) and the highest
percentage of population over 65 years old (34 percent) of any Metro Rail station
area in the Regional Core. The population is socially stable and homogeneous. The
cultural and religious homogeneity is readily apparent in the physical structure of the
neighborhood and in activity patterns of residents. Generally, residents are low and
middle income. More than seventy percent are renters. Their territorial definition
of the area is further enhanced by the proximity of neighborhood shopping, banking,
cultural, religious, and entertainment facilities. In addition, two regional scaie
retail, tourist, and employment centers in this immediate vicinity--Farmers Market
and CBS Television City-- are important regional destinations.

Fairfax/Santa Monica. The proposed station is at the intersection of Fairfax and
Santa Monica Doulevards. on the juncture of two very distinct communities, the
Fairfax district and the west Hollywood "gay" strip. The area is high density, ethnic-
ally homogeneous (90 percent white), and 40 percent singie. The resident population
spans the full range of income groups.

Hollywood. The population in the La Brea/Sunset and Hollywood/Cahuenga station
environs is mainly white, although there is a Hispanic minority population and a
recent influx of immigrants from the Middle East. The current residents are low to
middle income and many identify with the entertainment and tourist-oriented atmo-
sphere of Hollywood Boulevard. The community survey revealed that Hollywood
residents value the area's central location and proximity to work, as well as con-
venient amenities and good public transit. These environs would probably experience
slight increases in minority and immigrant populations. New residential develop-
ments, however, would probably be oriented to higher income residents and draw new
residents to the area.

La Brea/Sunset. The resident population is 75 percent white, with a Hispanic
population of 15 percent. Approximately 55 percent of this population live in single
person households. The area is primarily a commercial and regional employment and
activity center. The commercial area includes a diverse mix of retail stores, motels,
and entertainment uses, and pedestrian activity is high most of the day.

Hoilywood/Cahuenga. In the heart of Hollywood, this station area has a resident
population, a transient population, and a significant population of tourists, visitors,
and patrons. The resident population is predominantly white, with 24 percent of the
population Hispanic. Both auto and pedestrian activities are high most of the day.
At night, pedestrian movement is particularty heavy.

San Fernando Valley. The Universal City and North Hollywood station environs, like
the CBD, are not heavily populated. Predominantly, residents are white and have
higher incomes, but' the North Hollywood commercial district also contains large
Hispanic communities. In the Universal City areq, residents reported neighborhood
stability and atmosphere to be important community gualities. Inexpensive housing
and convenient amenities are the valued characteristics in the North Hollywood
Station environs. Both station environs would experience dramatic land use changes
by the year 2000. Office space in Universal City would increase significantly. This
may not, however, affect the relatively isolated, well-buffered residential communi-
ties within the station environs. The North Hollywood Statien environs are within a
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CRA project areqa, which is expected to induce a major expansion of retail, office,
and residential land uses. This CRA project would increase the elderly population
and would also make North Hollywood a more regionally oriented office center.

Universal City. Most of the smali, predominantly white, middie-upper income resi-
dent population live in single family dweliings in the hilis south of the proposed
station site, south of Ventura Boulevard. The station area has direct access to major
planned and existing corporate faciiities, the Campo de Cahuenga historical iand-
mark, Weddington Park, and the residential areas south of Ventura Boulevard. Uni-
versal Studios is a major tourist attraction.

North Hollywood. The site is a juncture of light industrial, retail, pubiic, and resi-
dential uses. 1he resident population is 66 percent white and 27 percent Hispanic,
and predominantly lower-middie income.

Aerial Corridors. Ethnic distributions along the Aeriaj Corridor are similar to those
in the environs of the Universal City and North Hollywood Stations. There is a large
percentage of whites and a substantial Hispanic population. The community survey
revealed the existing neighborhood quality to be highly valued, with visual appear-
ance, stability, and neighborhood atmosphere the most important components.
Communities along the corridor would probably experience few changes from the
present trend of an increasing percentage of Hispanics and young people. Deteriora-
tion, mentioned by residents as a negative characteristic of the areq, may also
continue unless the proposed commercial anchors at North Hollywood and Universal
City revitalize the areas near Lankershim Boulevard.

IMPACT ASSESSMENT

Introduction

The forecasting and quantification of future social impacts is complicated by numer-
ous factors. One complicating factor inherent in social impact analysis is the con-
tinued introduction of new variables and the flux in existing variables. While changes
in existing trends can be expected, new and unknown economic and political forces
cannot. Nevertheless, because they may seriously modify existing trends, their
predictable emergence supports the need for a periodic reevaluation of social impact
varigbles. For example, past political forces have resulted in many new Chinese
immigrants moving to the Union Station area and Latino immigrants from Central
America moving to the Westlake area. These international migrations may or may
not continue but, since either alternative wiil affect stations, they need to be ascer-
tained.

Metro Rail will be a locally significant socio-economic force whose relative impor-
tance will vary over time and from neighborhood to neighborhood. Metro Rail's
typical effect will be to retard or occelerate other trends, most of which stem from
still larger forces. The probability, however, of Metro Rail becoming a major cata-
tyst for neighborhood change at some stations should not be minimized. The identifi-
cation of these changes and stations is a major purpose of this analysis. Where Metro
Rail will be such a force, early warning, refined investigation, and well focused
mitigation strategies are essential.
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An additional complication to accurate sociai impact analysis is that certain
changes, particularly those reiated to land use, can have both positive and negative
components. Different population groups may be affected differently. For example,
commercial deveiopment at a station site may introduce physical and psychological
barriers which only impact special user groups such as the elderly. The same
development may also provide new social and commercial services for the local
neighborhood which will benefit other residents.

In summary, an accurate social impacts analysis must overcome a variety of barriers
which stem directly from the complexities of neighborhood change.  The
methodology of this impacts assessment is based on the dynamic and interactive
cause and effect relationships which exist within station environs. Metro Rail in-
duced environmental impacts, such as traffic, land use, and displacement, will affect
features in local areas about which residents have both negative and positive feel-
ings. To the extent that these changes impinge on locatly valued characteristics,
residents' activity patterns will evidence more change.

By extension, these types of environmentai impacts can cause hardships or discom-
fort to all residents, but special user groups will be especially affected. At the
objective level they are more transit dependent than other residents; at the subjec-
tive level they vaiue local amenities more than residents with regular automobile
access. They are, therefore, most likely to respond with different behavior. These
behavior and activity pattern changes are, therefore, the best way to measure the
extent of hardship imposed by a social impact. -In the long run, serious impacts will
cause @ modification of behavior patterns. Eventually they can be measured by '
demographic change as residents move in or move out of a neighborhood in response
to environmental changes, some of which would have been induced by Metro Rail.

Social impacts on neighborhoods surrounding station sites exist at two interrelated
levels, both of which need to be understood in order to assess the social consequences
of a major environmental change. At the individual level residents of a station
environs may exhibit new behaviors as the result of a social impact. They may aiso
initially experience an impact through an alteration of attitudes and feelings about
their own neighborhood or own life style. These new feelings and attitudes can, in
turn, cause further changes in individual behavior or accentuate the objective per-
sonal hardships created by an impact. It is, therefore, essential to flag those en-
vironmental impacts which may cause attitudinal changes in order to perform re-
search or consider a wider range of mitigation alternatives. In addition, at a larger
social level, the aggregation of new individual behaviors takes the form of new
community activity patterns, phenomena which can be much more easily measured.
For example, a modification in the use of local facilities, as well as changes in the
modes of local access, are measurable and predictable. They are, therefore, used as
important indicators of the extent of social impacts, especiaily their differential
effect on population subgroups.
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Types of Social Impacts

Land Use and Displacement. Both direct and indirect displace-
ment of existing residences and facilities could occur as a
result of the construction and operation of Metro Rail. Direct
displacement, which involves acquisition and removal of existing
residences and facilities for Metro Rail comstruction will have
immediate impacts. Indirect displacement could occur as a
result of increased development accomodated by the Project. The
impacts of both direct and indirect displacements will depend

on the neighborhoods ability to retain vital neighborhood
characteristics and community cohesion while accomodating these
changes.

As documented in the Land Use and Development Technical Report,
increased development is a primarily positive impact in all
station environs, especially those within designated centers.
Economically stagnant or declining areas would be revitalized;
additional commercial services and jobs would be more accessbile
to the surrounding community; and opportunities would be created
for pedestrian-oriented activity. Additionally, the increased
suitability of station environs for residential uses could

lead to a net increase in housing for all station environs.
Increased development may be seen as negative, however, when

it displaces existing uses, such as housing, commercial services
and public facilities, which are perceived by residents as vital
to community cohesion.

An indirect loss of local housing may result from at least

two market forces which are set in motion by Metro Rail.
Increased commercial activity at station sites and nearby

areas can be a catalyst for market-inspired political pressures
to rezone residential areas for commercial uses. "And, the
increased attractiveness of station environs for residential
uses can lead to more extensive residential development.

Where possible, existing single family homes may become multiple
unit dwellings. As well, some residents may be displaced
through market forces which will leave their residences- intact.
The dwelling units in which they live will not be displaced,

but local rental structures will inflate in response to new
market forces. Such amenities as immediate subway accessibility
and new commercial services can make most station neighborhoods
more desirable residential locales. Rents should rise in
response to this increased demand, and those .residents with
lower income--for the most part special user groups--will
probably be forced to move elsewhere. The long term impli-
cation of this process is demographic change along ethnic,
income, and age variables.

I1-21



A secondary process may also force some residents ta mave. If indirect negative
impacts, such as noise and congestion, increase in station neighborhoods, some local
residents may choose to move in response to the loss of these important local ameni-
ties even though they are not affected by inflating rents.

Commercial firms will aisa be indirectly displaced. The increased commercial
patential of the areas around station sites--stimulated by the greater numbers of
drivers or pedestrians drawn ta the subway ar to joint development projects--will
cause land use changes in nearby commercial areas. For example, new businesses
may be attracted to local areas and displace some existing firms. Simiiarly, if a
Metra Rail component is perceived as a physical or psycholegical barrier in a com-
munity (e.g., noise, visual), it may reduce the use of local commercial facilities and
eventually force local businesses ta liquidate or relocate to other areas. The most
logical candidates far this process are businesses along aerial segments.

Local residents may experience hardships from these pracesses if the displaced
business is primariiy neighborhood-oriented in their goods and pricing. New com-
mercial real estate developments will also create initial construction impacts. On
the other hand, local residents may benefit because of greater employment oppor-
tunities and a larger selection of retail stores and commercial services.

Public facilities, such as past offices and fire stations, as well as tax exempt reli-
gious, insitutions, are insulated from immediate market forces. Others such os most.
' social, recreational, and cultural services are not. -Services such as counseling cen-
ters are on a very tight budget and they quickly feel economic pressures, particularily
increases in commercial rents. The same process alsa applies to most cultural and
recreational institutions. |f market forces change, they, too, can be quickly forced
ta relocate. This can result from either rent increases or redevelopment plans for
their property. If any of these services and facilities are forced to ciose or to re-
locate out of the area, the hardships imposed on the adjacent communities will be
focused on special user graups. Because these residents have greater servicing needs
and reliance on public transportation, they must either forego the lost services and
facilities or travel out of the area to obtain them. Either choice will result in a
decrease in the quality of their life.

Overtaxing of Existing Services and Facilities. While the loss of social services can
Tesult from rent increases of property redevelopment, it can also appear through the
greater utilization of existing facilities as a result of greater residential densities in
“station environs and line segment corridors. If existing social services and public
facilities (e.g., schools) are not accordingly expanded or supplemented, they may not
be able to maintain their current level of service. To maintain their previous levels
of servicing, residents would need to travel to other neighborhoods or turn to the
private sector.

The existing automobile infrastructure can be taxed through several processes set in
motion by Metro Rail. The primary effects which may be felt by residents of local
communities are ess parking, restricted regional access, and traffic spillover effects
on neighborhood side streets during Metro Rail construction and operation. . These
effects would be exacerbated in areas where greater residential density in neighbor-
hoods surrounding stations is expected. Local traffic volumes would then increase
and street parking would become scarcer. Similar effects would be generated by
consumers who drive to the local area to access new retail and commercial ser-
vices. These could either be elements of joint development or of commercial pro-
jects encouraged by Metro Rail.
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The hardships generated by increases in local traffic volumes and competition for
local parking can take a number of forms. If safety or congestion considerations are
perceived to be significant, the extent of local neighboring, participation in volun-
tary organizations, or utilization of local commercial and social services may de-
crease. Also, the number of accidents may increase. The groups most likely to be
impacted are special users, such as the elderly or youth, whose lives are more con-
fined to the local neighborhood. For those not confined to the local neighberhood
there is another consideration: driving and parking will become more time consum-
ing. Local and regional mobility can then be reduced.

Community Barriers. In addition to increases in traffic volumes and parking demand
on side streets, real or psychological barriers to local residents can appear at major
thoroughfares and intersections. Where there are substantial structures—whether a
part of stations, joint development projects, parking garages, or at-grade or elevated
alignments—local accessibility may be reduced. In some cases the resulting forces
are real, such as longer access routes or longer transit times. In other cases they
may be psychological, such as a fear of accidents at certain streets or a fear of
crime when using certain areas. The resulting hardships will be experienced by all
residents, but will be concentrated on special user groups. Patterns of neighboring,
participation, and service and commercial vtilization may be reduced. Where the
barriers reach a leve] of great personal significance, residents may choose to move

to other neighborhoods.

Impact Assessment

Table 11-7, 11-8, and 11-9 consist of detailed estimates of
the type and extent of displacement resulting from the con-
struction of Metro Rail. These estimates reflect the best
available information on the project alignment and right-
of-way requirements. Estimates were initially obtained
through methods detailed in Appendix A-2. Revised estimates
for these adopted stations were subsequently obtained from
the SCRTD Staff Report on Preliminary Property Acquisition -
and Relocation Costs (April 1983) when it became available.
These displacement estimates were assessed for their impact
upon community values and other variables which comprise
community cohesion in each station enviroms.

Table 11-10 indicates total residential and commercial devel-
opment in station areas (i.e., % mile radius from station sites)
for each alternative in the year 2000. Table II-11 shows

the population and employment in station areas. These are
discussed in detail in the Land Use and Development Technical
Report. These projections were used to assess the impacts

of indirect displacement which could occur as a reault of Project
induced development.

The necessity to change patterns may be thought of by many residents as undesir-
able. Many community attributes which individual residents consider important may
also be changed as a result of Metro Rail induced environmental impacts. These
negative perceptions and induced behaviors may combine to form a more sweeping
_type of social impact. Some residents may choose or be forced to move from a
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TABLE II-7
METRO RAIL DISPLACEMENT!

Total Total
: Residential Commercial
Affected Areas Units Establishments
Main Yard and Shop 0 2
Station
Union Station 0 8
Civic Center 0 0
Fif th/Hill 0 0
Seventh/F lower 0 14
Wilshire/Alvarade 26 23
Wilshire/Vermont 0 12
Wilshire/Normandie 0 0
Wiishire/Western 0 2
Wilshire/Crenshaw - 0 0
Wilshire/La Brea 0 4
Wilshire/F airfax? 25 48
Fairfax/Beverly 0 23
Fairfax/Santa Monica 0 3
La Brea/Sunset 0 5
Hollywood/Cahuenga 38 51
Hollywood Bowl 0 0
Universal City 135 Il
North Hollywood Unt‘.lergrol.md3 0 16
North Hollywood Aerial> 0 5
Aeriaf Corridor 16 5
Locally Preferred Alternative 224 222
Aerial Option 240 216
Minimum Operable Segment 51 136

Total
Nonprofit/Services/
Facilities

0

NN WO O NGO ONDO O FFOCOODOO — OO0 0o

Source: SCRTD Staff Report on Preliminary Property Acquisition and Relocation
Costs, April 1983; The Planning Group.

I These estimates are subject to change during Final Design as more detailed

information is developed.

2ps a mitigation measure to avoid potential paleontological resources at this site, an
alternative station location is being proposed to the west, possibly as far as Fairfax.
Should this option be adopted, different properties would be impacted. Initiai
examination shows that displacement in this case would be comparable and possibly
lower than for the current station site.

3Does not include parking structures or tail tracks.
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Affected Areas
Main Yaord end Shop

Stations
Union Station
Seventh/Flower
Wilshire/Alvarado
Wilshire/Vermont
Wilshire/Western
Wilshire/Lc Brec
WiJlshire;fFv:lirfa;vc2
Fairfax/Beverly

Fairfax/Santa Monico

Sunset/La Brec
Hallywaod/Cahuenga
Universal City

Narth Ha!l.ywo:?d'
 Undergraund

North Hpllywood
Aeriq}ﬁ?

Aerigl Corridar

Locally Preferred
Alternative

Aerial Option

TABLE II-B
DISPLACEMENT OF COMMERCIAL/NONPROFIT EST.&\BLISI"‘.-‘v‘.EI‘\ITSL

Commercial Service/ Res-
Porking Retail Office

1] 0 0 ]
0 0 0 |
0 4 8 2
! Iy 2 1
I 2 7 2
0 2 0 0
0] 0 4 0
l 5 41 |
Q 22 0
¢ 3 ¢ Q
0 2 3 ¢
3 17 28 3
0 0 13] |
¢ 4 t {
0 3 2 0
0 | 4 0
6 75 - 15 17
é 75 110 1

49 63 12

Minimum Operable Segment 6

Indus-

taurant  trial

2

oo o0 00 o0 D o0 o000~

“w

Preliminary
Total Total Estimate of
Commercial Nonprafit/ Totol

Establishments Services Employees
2 0 &5
8 0 35
14 ] 8l
23 i 109
12 0 162
b Q 36
4 0 £
48 4 265
23 0 40
3 0 i5
5 0 20
Sl 2 276
i 0 L2410
tg 2 72
5 ¢ L6
5 0 75
222 9 1,391
26 7 1,440
136 .5 798

Source: SCRTD Staff Report an Preliminary Praperty Acquisition and Relacation Costs, April, 1983,

IThese estimates ore subject to change upon confirmation of Final Design.

a5 @ mitigation measure to ovoid potential paleontological resa
iocation is being proposed to the west, possibly as far a
properties would be impocted. Initial examination shows

and passibly lower than far the current station site.

3Does net include parking structures or tail tracks.
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TABLE 11-9
ESTIMATED POPULATION AND HOUSING CHARACTERISTICS OF RESIDENTIAL DISPLACE MENT!

HOUSING TYPE UNIT TENURE (%) HOUSEHOLD
Single  Multi- Number of . Median Pt-:rcent2
Affected Area Family Family Residents Owner Renter Vacant Size Income Minority
WilshirelAIvurado3 0 26 60 3 92 5 2.3 $ 10,045* 78
Wilshire/Foirfox3’5 | 24 43 12 85 3 1.7 $ 22,040 22
HollywoodICuhuengal‘ 0 38 61 9 85 6 1.6 $ 13,649 41
Universal City* 4 134 230 30 66 4 1.7 $ 48,645 14
Aerial Corridor 6 10 27 30 . 66 4 1.8 $20,872 15

Source: SCAG, 1980 Population and Housing Report.

*Since the median income in these areas is less than B0 percent of the County's median income, they are considered low
income by the State of California.

I These estimates are subject to change upon confirhqtion of Final Design.
2Minority is defined to include Hispanic, Black, Asian, Indian, and other.
3Common to all Project alternatives.

“Relevant only to the Locally Preferred Alternative and Aerial Option.

SAs a mitigation measure to avoid potential ﬁaleontological resources at this site, an alternative station location is being

proposed to the west, possibly as far as Fairfax. Should this option be adopted, different properties would be impacted.
Initial examination shows that displacement in this case would be -comparable and possibly lower than for the current
station site. '




CBD PLANNING AREA
Union Station
Civic Center
Fifth/Hill
Seventh/F lawer
All CBD Station Areas

WESTLAKE PLANNING AREA
Wilshire/Alvarade

WILSHIRE PLANNING AREA
Wilshire/Vermant
Wilshire/Narmandie
Wilshire/Western
Wilshire/Crenshow*

* Wilshire/La Brea
Wilshire/Fairfox

: Fair-fax/BeverI.y‘

All Wilshire Station Areos

TABLE II-10
TOTAL DEVELOPMENT IN REGIONAL CORE FOR SY3TEMWIDE ALTERNATIVES, YEAR 2000

COMMERCIAL FLOOR AREA (4,000 Sg. F1.)

RESIDENTIAL (OCCUPLED DWELLING UmS1T5)

HOLLYWOOD PLANNING AREA 41,800

Fairfax/Santa Monicge*

La Brea/Sunset
Hollywood/Cahuenga
Hollywood Bowl (optional)*
All Mollywood Station Areas

UNIVERSAL CITY/NORTH HOLLYWOOD

PLANNING AREA
Universal City
North MMollywood

DESIGNATED CENTERS
ALL STATION AREAS

REGIONAL CORE

Lacally Preferred Minimum : » Lecally Preferrec Mimmurr

Nog Praject Alternative Operable Seg—ent Mo Proiect  Aliernative Ooerz., & 3e-~a-"
100,400 107,500 - 109,600 107,500 - 109,800 22,310 33,810 33,810
900 1,800 - 3,200 1,800 - 3,200 0 530 530
9,400 9,800 - 10,200 9,800 - 10,200 2,116 2,260 2,505
24,300 26,000 - 27,300 26,000 - 27,300 1,830 2,780 2,752
20,000 21,600 - 23,200 21,600 - 23,200 2,040 2,380 2,360
54,600 55,200 - 63,900 59,200 - 63,900 6,030 8,650 Be5.
25,500 26,200 - 26,800 26,200 - 26,800 47,330 58,660 58,660
1,600 2,000 - 2,700 2,000 - 2,700 4,410 5,440 S,u40
75,600 - 83,800 - 86,100 83,800 - 84,100 150,770 151,200 150,200
5,300 5,700 - 6,700 5,700 - 6,700 3,690 5,920 5,522
5,000 6,600 - 6,800 6,600 - 6,800 4,210 6,060 6,060
4,300 4,800 - 5,000 4,800 - 5,000 4,570 S, 160 5, 1m0
1,200 1,300 - I,50Q 1,300 - 1,500 5890 990 99z
1,800 2,400 - 2,500 2,400 - 2,600 3,590 4,880 4,883
4,80C - 5,700 - 6,400 5,700 ~ 5,400 740 950 . 9%¢
2,100 4,300 - 5,400 4,300 - 5,400 2,500 4,020 4,020
24,500 30,800 - 34,4007 30,800 - 34,400 20,580 28,000 28,003
44 400 - 56,000 41,800 124,530 | 54,840 124,530
£00 £,005 - 1,400 600 5,460 6,930 5,480
},200 1,500 - 1,900 1,200 2,530 3,220 2,530
3,200 4,200 - 5,500 3,200 2,430 3,040 2,430
I5 15-35 15 480 930 4od
5015 6,715 - 8,835 5015 10,880 14,120 10,852
28,100 28,500 - 29,600 28,100 83,760 89,660 83,760
4,100 4,300 - 4,500 4,100 1,252 1,330 1,235
1,500 2,000 - 2,500 1,500 (,130 1,210 WK
87,400 98,400 - 108,500 96,400 - 104,100 34,580 45,882 44,620
91,3158 105,015 - 116,835 102,615« [11,6i5 44,280 58,750 85,350
271,400 290,400 - 298,100 287,400 - 250,300 428,720 528,230 492,020

Source: Sedway/Cooke

*5tation areas not designated os centers in the city's Concept Plan.

"nge refiects amount of develapment both without ond with a concerted effort by SCRTD and athers 1o pramate jaint develapment.
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CBD
Union Station
Civic Center
Fifth/Hill
Seventh/Flower
Al CBD Station Areas

WESTLAKE
Wilshire/Alvarodo

WILSHIRE
Wilshire/Vermant
Wiishire Normandie
Wilshire/western
wilshire/Crenshaw (gptione!)*
Wilshire/Lc Brea
Wifshire/Fairfox .
F.oirfax)'BeverIy'
All Wilshire Station Arecs

HOLL YWOOD
Foirfax/Santa Monica*
Lo Breo/Sunset
Hollywood/Cahuenga
Hallywood Bowl (optional)*
All Hollywood Station Areas
UNIVERSAL CITY/
NORTH HOLL YWOQOD
Universol City
North Hollywood

DESIGNATED CENTERS
ALL STATION AREAS

REGIONAL CORE

TABLE II-11
TOTAL POPULATION AND EMPL? Y. NT IN STATION AREAS, YEAR 2000

LOCALLY PREFERRED | NMIIMUN, ]
NO PROJECT ALTERNATIVE/AERIAL OPTION OPERABLE SEGMENT
Population Employmen? Popuiation Employmen? Populgtion EElane =
73,930 373,100 102,890 401,500-408, 100 102,890 401,500-408, 100
0 3,000 1,059 5,900-11,300 1,050 $,%00-11,300
4,530 45,400 7,300 47,100-48,900 7,30C 47,000-48,907
3,880 78,700 £,250 87,400-93,300 6,250 B7,400-53,3.
3,310 66,700 4,180 70,800-78,500 4,160 70,800-78,500
14,720 193,800 18,760 211,100-232,000 18,766 211,100-232,00%
126,620 9,400 159,410 94,400-9¢,900 159,410 94,400-94,900
1C, 580 9,300 13,320 11,200-14,400 13,320 I'1,200-14,400
383,630 276,200 489,530 305,500-317,300 489,530 306,505 7, 2
8,960 25,100 14,120 27,100-31,500 b4,120 27,100-31,500
9,320 25,000 13,800 30,300-31,200 13,800 30,300-31,200
10,830 16,900 1,210 18,900-19,700 11,210 18,900- 19,700
2,685 6,100 2,390 6,900-7,800 2,3% By Fo0=7,000
9,500 3,500 13,000 8,200-9,000 (3,000 8,200-5,00%
Sy 22,200 2,350 25,900-28,600 2,356 25,550-28,620
7,190 10,400 9,620 18,700-22,100 9,620 18,700-22,:00
48,800 (11,200 - 66,490 136,000-14%,800 66,490 136,000-14%,807
258,290 145,000 324,870 151,100-156,800 258,290 Ilas.
10,720 2,100 14,130 3,900-5,500 10,720 2
4,690 6,400 €,280 7,300-8,700 4,600 6,400
5,020 14,900 6,380 16,500-20,500 5,020 14,900
830 300 830 300-340 830 300
21,260 23,700 27,620 28B,400-35,000 21,260 23,705
179,300 98,800 185,860 100,000-104,600 179,300 96,800
2,290 22,300 2,600 22,700-23,600 2,290 22,300
2,350 7,700 2,460 9,900-12,100 2,350 7,700
76,180 349,100 104,280 389,500-431,160 100,910 384,000-417,610
97,000 368,000 134,250 419,300-446,900 124,470 412,000-449,900
1,021,670 984,500 1,262,560 1,053,500-1,083,700 1,189,420  1,046,200-1,064, 00

Source: Sedway/Cooke Tables assuming 200 sq.ft./office empioyee (reflects the current downward trend from
250 sq.ft./employee in 1980), 500 sq.ft./retoil employees ond 2 rooms/hotel employee.

+Station areas not designated as centers in the city's Concept Plan,

Inge reflects development bo'fh without and with promoticn of joint development by SCRTD and others.
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station environs because of insurmountable local chonges stimulated by Metro Rail.
Other potential residents, who are willing and able to purchase homes or rent apart-
ments in the station environs, may take their place. Unfortunately, only the net
resuit of demographic changes can be easily measured. Individual reasons for behav-
iors with demographic consequences can only be inferred; they cannot be directly
known. Table li-12 shaws net Metra Rail induced popuiation changes over the No
Project Alternative for the station areas (i.e., quarter mile radius from station
sites). Since demographic patterns are dynamic, they are presented in terms of the
anticipated effect of Metro Rail on current or presumed trends for major special
user groups by the year 2000.

Table II-13 identifies the existence and degree of impact of
Metro Rail on community values previously identified for each
station environs in Table II-7. For example, residents of

the Wilshire/Western Station report that they enjoy convenient
amenities in the form of easily accessible shopping and social
services. Because of the additional retail activities in

the area, a major positive effect on a community characteristic
valued by residents is likely to appear.

Community values can therefore be used to indicate whether an impact is positive or
adverse to community residents. There will be, however, many environmental im-
pacts on station environs which do not directly affect one of the highly rated ameni-
ties ar strongly disliked characteristics. This is why changes in community behaviors
will be used'oniy as a suppiementary indicator of serious social impacts which result
from Metro Rail. " Its social impacts may be of sufficient magnitude that a signifi-
cant portion of residents will be forced to modify their behavior independent of their
current values. For example, they may have no choice but to adapt new travel
patterns, use different facilities, or adopt different transportation modes.

Table II- 14indicates whether an increase or decrease in the use of local facilities
and changes in transportation modes is a probable result of Metro Rail induced
environmental impacts. The cumulative effect of these impacts relative to the No
Project Alternative should result in the behavioral changes measured in this table.
This is the most definitive index of the amount of social change induced in a com-
munity by Metro Rail.

General Construction impacts

The two most important construction impacts on nearby residents which will inter-
fere with SCRTD's Metro Rail goals and guidelines are diminished access to local
facilities and disruption of community life. Diminished access will be primarily
caused by street ciosures. This will couse parking problems for drivers attempting to
drive to shops and facilities. Stores and public services may then suffer if drivers
seek areas less congested and more readily accessible.

Pedestrian activity may also decline when sidewalks are blocked. The resulting
detours and closures will pose difficult problems for special user groups because they
are less able to leave the area for shopping and services. The handicapped and
elderly may perceive construction as both a psychological and physical barrier to
local accessibility. This could force them to take different, longer routes to their
destination. Those who continue to use shops and services in the construction area
could experience safety problems.
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TABLE l-12
METRO RAIL IMPACT ON DEMOGRAPHIC TRENDS

YEAR 2000

Median Auta Percent Percent Percent

Population Income QOwnership Minority Youth Eigerly

NPA MR NPA MR NPA MR NPA MR NPA MR NPA MR

Downtown - A + A . A - A 0 c + C
Wilshire/Alvarodo - A C C + B + B - C
Wilshire/Vermont + A + A + A + B + B - C
Wilshire/Normandie + A + A + A + B + B - C
Wilshire/Western + A + A + A + B + B - C
Wilshire/Crenshaw . A ¢] C 0 C - C 0 0 - C
Wilshire/La Brec + A + A 0 C + B . A - A
Wiishire/Fairfax + A + A 0 C + B . A - A
Foirfax/Beverly + A - A N A = A + A - A
Fairfax/Senta Monico + A + A + A - A + A - A
Lo Brea/Sunset + A + A + A s B + B 0 C
Hollywood/Cahuenga + A + A - A . B + B 0 C
Universal City . A 0 C 0 C + B + B 0 C

Vineland/Magnalic + A + A . A + B < B . C.
North Hollywood . . A . A + A + B +« - B + C
Lankershim South Aerial . C . B + B - C ¢ cC 6 C
Vineland North Aerial + C + B + B - C ¢ cC 0 C

Source: The Planning Group, Inc.

'Due to averiapping beundaries, the four downtown station environs were merged fogether for this enolysis.

KEY: NPA=: NoProject Alternative Trend MR = Metro Rail Effects on Trend
+ = Increase in demographic varicble A = Increase trend
0 = No change in demographic varicble B = Retard trend
- = Decrease |n demogrophic varicble C = No effect on trend

0 = Reverse frend
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ENVIRONMENTAL IMPACTS ON VALUED

TABLE lI-13

COMMUNITY CHARACTERISTICS

| l v |
| 4
v f
l o -f—f g @ ‘ >
T Ll |8 x| gz,
g |si%lelc |82 8!
E - Q \ E (_?) & 3 ' i 8‘
> o ! c | T | < L o | =&
=g ¢ lo| =« 05 =] 8|
= a ! a2 5 3 < £ !5
212zl F8YEIEIT
Zog 2 2.8 355 % ¢
-~ 2 2 x T
§1212(8|8|58(88 8|3 %
<> o |0 | £ | QIO a | Z | uw L
|
Downtown* T !
Wilshire/Alvarado N - o !
Wilshire/Vermont i 1
Wilshire/Normandie Tl +1 +2 | - L ;
Wilshire/Western T 7 Ial Q20 0
Witshire/Crenshaw L0+l o0
Wilshire/La Brea T Tt -1 -1 b
Wilshire/F airfax T +2 BRI
Fairfax/Beverly ' +2 | -1 | | =7 :
Fairfax/Santa Monica i +2 1 -1 P2 1
{ a Brea/Sunset ! +1 +2 P+ ‘ {
Hollywood/Cahuenga +11-1]0 {
Universal City + -2 -2 |
Vineland/Magnolia
North Hollywood +1 -1 0
Lankershim South Aerial Corridor -2 |-l -}
Vineland North Aerial Corridor =2 | -l -1

#See Downtown stations operational impacts for a complete description.

Key: 0
l
2

No Effect
Minor Effect
Major Effect
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IMPACTS ON ACTIVITY PATTERNS

TABLE ll- 14

CHANGE FROM NO PROJECT ALTERNATIVE

Downtown
Wilshire/Alvarado
Wilshire/Vermont
Wilshire/Normandie
Wilshire/Western
Wilshire/Crenshaw
Wilshire/La Brea
" Wilshire/Fairfax
Fairfax/Beverly
Fairfax/Santa Monica
La Brea/Sunset
Hollywood/Cahuenga
Universal City
Vineland/Magnolia
North Hollywood
Aerial Corridor
Lankershim Segment

Vineland Segment

Use of Current
Local Facilities

Services/
Facilities

Retail

Bus

o O O

O

Mode of Access

Auto

o o ol

o]

Walk

Source: The Planning Group, Inc.

KEY: + = Increase; 0 = No Change; - = Decrease.

II-32




Traffic congestion will probably generate the some results os street blockage and
detours. Drivers will try to avoid the construction area by using adjacent neighbor-
hood streets, and this will cause additional traffic, congestion, and safety problems
for residents.

The extent of these temporory inconveniences will be magnified if pocket tracks or
crossovers are inciuded as station elements. Stotion construction itself could take
about two and one-half years to complete. Those stations having the longest con-
struction time, the longest cut and cover sections, and the most additional elements,
will be the most disruptive to the community. The extent of disruption will also
depend on whether a station is built on-street or off-street. On-street stations cause
greater inconvenience for traffic and pedestrians by blocking streets and sidewalks.
Impacts of off-street stations are determined by their design and local characteris-
tics. For example, the Fairfax/Beverly Station is intended to be constructed at a
CBS Television City parking iot. This will result in relatively littie disruption of
locol circulation. Local residents may have to contend with noise and heavy trucks
but not closed lanes. The Wilshire/Aivarado Stotion, however, is also off-street. Its
construction will impede pedestrian activity, close streets, and displace a large
number of commercial establishments and residential dweilings. The impacts would
therefore be extensive.

A large number of dump trucks will be required to remove excavated materials as
the tunnels and stations are constructed. They will cause additional traffic conges-
tioh on major streets and traffic spillovers onto neighborhood streets.. Queuing may
occur along major streets; this will block trafic lanes and create barriers to pedes-
trians attempting to cross those streets. Comparable disruptions will result from
trucks hauling building materiais and personnel into station construction areas.

Noise from clearing, excavation, construction, and finishing activities will be an
added impact for residents living close to the station sites. The greatest noise
impacts will occur during soldier pile drilling, a construction phase which may last
three months. These noises may force residents to temporarily avoid areas close to
construction activities and experience a further disruption in their local activity
patterns. The extent of acoustic impacts, however, cannot be determined until noise
limit specifications are written into construction contract documents and this analy-
sis can only be used as a general guideline.

Operationol Impocts on Stotion Groups

Downtown. Metro Rail induced environmental impacts within downtown Los Angeles
will have minimal social consequences when compared to other station environs.
Development of office, residential and retail space asosciated with Metro Rail
represents a smaller percentage of expected new development by the year 2000 than
af most other station environs. Construction will not directly displace any residents

of the downtown station environs. However, a substantial number of employees,
estimated at 181, will be displaced as a result of fee takings of commercial facili-
ties.

The Union Station, Fifth/Hill, and Seventh/F lower station areas contain few resi-
dents. (The Civic Center station area does have a high-rise for elderly, but it has its
own self-contatined food service and public rooms.) No resident or key informant
interviews were conducted at the downtown stations because almost all station
environs residents live over a quarter mile from station sites.
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The few public facilities which now exist will experience minor increases in use by
new residents of the station areas and may become taxed to capacity. Commercial
facilities which are presently frequented by local office workers will probably exper-
ience major increases in use as the work force grows. Bus, outomobile, and pedes-
trian octivity levels con also be expected to increase, fueled by the growth of resi-
dential and commercial land uses.

Demographically, under the Metro Rail alternatives, the downtown area will exper-
ience large resident population gains over the No Project Alternative. These popu-
iation gains will lorgely reflect the infiux of middle and upper income office workers
seeking greater accessibility to downtown jobs and shopping. This population change
will eievate-both the median income and the level of automobile ownership. The
percentage of minorities may then occordingly decrease, even in the ethnically
homogeneous Chinatown area ciose to Union Station.

Westlake. Under the Project alternatives, 23 commercial
establishments and 26 residential units will be directly
displaced in the Wilshire/Alvarado station environs. It is
likely that these residents to be displaced may belong to

the highly cohesive Hispanic community and this may negatively
impact community cohesion to some degree. Additionally,

since most of these commercial establishments to be displaced
are typical fo the many small marginal businesses -in the

. -area which cater to the predominantly Hispanic population,
this may negatively impact community cohesion. A fire station
will also be displaced in the environs, however, since this
facility will be functionally replaced, no adverse impacts .
are anticipated.

The station environs will experience major long term environ-
mental impacts arising from Metro Rail construction. In contrast
land use impacts, specifically office and retail comstruction,
are not expected under the No Project Alternative. The Project
alternatives could change the demographic characteristics

of the area, as median income might increase slightly if new
residential units appeal to higher income groups. ILf this
occurs, current residents might no be able to afford higher

rents in the new housing.

New commercial development in the currently vital lower income
Hispanic commercial center might jeopardize the areas' many
small marginal businesses which cater to this population.
Because of this change, residents may need to take buses

more often to purchase products formerly available in the
neighborhood. Therefore, bus usage may increase while pedes-

trian "access decreases. -

Metro Rail willi probably have minor effects on those community attributes which
residents identified in the survey. The ared's centrality will increase as Metro Rail
will provide residents improved access to new areas of Los Angeles. At the same
time, increased traffic from drivers seeking to access the station may slow down the
currently satisfoctory public transportation. The largely Hispanic area is likely to
continue to be on area of first settlement for Latino immigrants from Central
America. Metro Rail will have little effect on this phenomenon because it results
from international political forces and United States immigration laws and pro-
cedures.
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Mid-Wilshire. The Wilshire/Vermont, Wilshire/Normandie, and Wiishire/Western
station environs will experience a broad range of environmental impacts attributable
to Metro Rail operation. Because the Wilshire/Vermont Station is off-street, the
neighborhood can experience major new office and residential development without
eliminating the large number of retail establishments new in the area. By the year
2000 the Wilshire/Normandie Station area will experience major Metro Rail asso-
ciated development pressures. At the Wilshire/Western Station substantial develop-
ment would occur, but most of it would also appear under the No Project Aiter-
native. No residents will be displaced at any of these station sites; a small number
of commercial establishments will be displaced.

Several attributes identified by local residents of the area will be affected. The
often cited quality of convenient amenities will experience the greatest impact.
Development at the three station locations will provide residents with a greater
number of these amenities. Central location will also be enhanced as residents
benefit from increased mobility via Metro Rail. Surface transportation, however,
may be slowed. Environmental impacts that will combine with community values to
modify local activity patterns are increased residential densities and availability of
retail shops. One potential adverse impact would be an overtaxing of the sparse
social services and public facilities by the incoming population. The new retail shops
may also allow residents to walk to pedestrian-oriented areas and to avail themselves
of a larger selection of goods and services. Bus and automobile usage may then

decline slightly.

Changes in current demographic trends, the: best indicator of long term behavioral’
changes, can be seen in Table li-12, The overall population increase will be iarge,
with major residential development the crucial catalyst. Market factors will stimu-~
late higher rental and purchase prices. Lower income residents may then be priced
out of their own neighborhood. People of slightly higher income, who can afford to
purchase or rent these residential units, will be attracted. However, this trend,
expressed by an anticipated higher average income, will be retarded by an increased
percentage of minorities in this area. The major ethnic group will be Koreans mov-
ing to Koreatown. The growth of the minority population will also increase the
percentage of youth in the area. The elderly are largely white and their percentage
of the total population will decline as new residents replace them.

Crenshaw. The Wilshire/Crenshaw Station has a high median
income and is almost entirely residential. Environmental
impacts resulting from Metro Rail will be minimal. Increased
pederstrian activity at the station site on Wilshire Boulevard
will be the only change over the No Project Alternative. The
station environs, due to restrictive zoning, is unlikely to
experience significant change. In addition, there will be

no direct displacement of residences and businesses for

Metro Rail construction.

Due to the lack of appreciable environmental impocts, existing community attributes
will not be greatly affected. Social stability and neighborhood atmosphere, which
are two closely related valued characteristics in the Crenshaw areas, will not be
affected by the addition of a Metro Rail station to the area. Like other stations,
centrality will increase with additional accessibility to other areas of the city. The
lack of social and commercial facilities use within the station environs will also not
be changed by the construction or operation of Metro Rail. Most residents currently
legve the area for shopping, services, and public facilities, and their preferred trans-

portation mode, the car, is unlikely to change.
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Miracle Mile. At present, there are only minor demographic
differences between the Wilshire/La Brea and Wilshire/Fairfax .
station environs which comprise this station group. The
major difference is that Wilshire/Fairfax has more retail
activity. Environmental impacts associated with Metro Rail
include major increases in the number of residnetial units
for both stations. Increased office and retail opportunities
are also projected. Residents will probably frequent the
local areas more because of these increased opportunities.
These expanded facilities may also be used by a clientele
from a wider area. As a result, residents may use bus and
automobile transportation modes less since there will be
more opportunities within walking distance and more street
congestion.

In the Wilshire/Fairfax station environs, 24 multifamily
units, one single family residence, 49 commercial establish-
ments, and four nonprofit/services facilities would be
directly displaced. It is likely that residents in the
environs being displaced may belong to the highly cohesive
Jewish and elderly population. The percentage of toatl
displaced residents, however, is small relative to the total
number of residents and since 85 percent of the multifamily
units-are renter occupied, it is highly likely that, under
the relocation assistnace program, it may be possible to
. relocate residents within the community. The 49 commercial
establishments that will be displaced generally will have
minimal effect on community cohesion since most provide
services which cater to the general regional population
rather than to residents of the local community. There will
be four commercial displacements in the Wilshire/La Brea
station environs.

Community attributes which residents value will only experience
minor impacts. The area's central location will be enhanced.
Other valued traits, such as reasonably priced housing and good
surface transportation, will probably experience slight declines
in response to major increases in construction and traffic
congestion. The number of amenities is also likely to grow, but
they could begin to change the neighborhood atmosphere.

Demographic trends, as well as local activity patterns, may change in response to
Metro Rail's iocal environmental impacts. Metro Rail will foster a net gain in popu-
lation and income. The latter trend will retard the increcse in minorities expected
under the No Project Alternative. Elderly residents, who currently comprise an
extremely high percentage of the local population, will decline in percentage terms
under the No Project Alternative. This trend will be accelerated by Metro Rail. The
youth population will increase, ond this will place greater demands on youth-oriented
services and facilities such as schools.
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Fairfax. At the Fairfax/Beverly station, significant pres-
sures for social change are expected to occur with or without
the Metro Rail Project. The area is projected to be a

major new development center. Under the Minimum Operable
Segment, this station would be the terminal station. With
the Locally Preferred Alternative or Minimum Operable Segment,
the amount of growth is expepected to be comparable. It would
more than double the No Project Alternative estimates. As

a result, the demand for residential land in the station area
would far exceed the supply of residentially zoned land.

The new commercial development would be oriented towards more
regional uses and could conflict with the area's many small
businesses which cater to local residents. Valued by its
residents for its ethnic homogeneity and neighborhood atmos-
phere, this largely Jewish community could begin to lose

some of its cohesiveness and character as a result of growth

in conjunction with the Froject.

At the Fairfax/Santa Monica station environs, the No Project
Alternative is not expected to affect land uses significantly.
With Metro Rail, however, the amount of induced growth would
more than double these No Project Alternative estimates.

This is perceived by many residents as a positive impact
sinte.it may revitalize the community through additional _
'services, jobs and accessibility. At the same time, however,
residents who perceive the area as a stable residential
community, view this as a negative lmpact.

Demographic changes will almost certainly appear at these stations. Total popu-
lation, as well as the number of residential units, wiil experience a net increase.
These new units will attract middle income renters or purchasers, and this will
increase the median income. This, in turn, will increase the percentage of auto-
mobile ownership in the area. Minorities representation, which at these two stations
is largely Jewish, will probably decrease, although the percentage of nonwhite minor-
ities will probably increase. These trends will be increased by the presence of Metro
Rail. As the eiderly Jewish population experiences natural decline and is replaced by
younger families and singles, the percentage of young adults and youth is certain to
increase. These trends will occur under the No Project Alternative at both station
environs, and with the presence of Metro Rail they will be accelerated.

Hollywood. Metro Rail will cause a major increase in the number of residential units
over the No Project Aiternative. This is expected in both La Brea/Sunset and Holly-
wood/Cahuenga station environs. However, Metro Rail will only encourage small
additions of office space beyond the projections for the No Project Alternative.
Hollywood/Cahuenga is already a large, thriving retail-oriented areq; Metro Rail will
add only a small increment to this land use. La Brea/Sunset is not currently a strong
retail areq, and in this case Metro Rail will spur retail development.

Displacement will be minimal at the La Brea/Sunset Station and
substantial at the Hollywood/Cahuenga Station. The latter impacts
result from the station's off-street location. An estimated 38
multifamily residential units will be directly displaced, 85% of
which are renter occupied. Additionally, an estimated 51 commercial

establishments will also be displaced.
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Metro Rail will impoct valued community attributes to varying degrees at the twa
Hollywood stations. The increase in retail space will prabably affect the residents of
the La Brea/Sunset station environs more than comparable changes at Hollywood/
Cahuenga. For La Brea/Sunset, Metro Rail will increase both centrality and proxi-
mity to work. Proximity to wark, however, will be unaffected at Hollywood/
Cahuenga where many residents work in the nearby film industry. Surface transpor-
tation, however, may be slowed as Metro Rail associated office and retaii develop-
ment increase both areas' traoffic congestion. Changes in activity pattern resulting
from environmental impacts will be similar to those at the Miracle Mile stations. A
larger population and more intensive retail office uses may tax existing services,
public focilities, and commercial shops. Residents may find less need to leave the
area to access facilities, and they may choose to walk to nearby services.

Demographically, the areas will probably have a higher average income because new
housing units wiil serve wealthier residents. This may retard the current trend of
many different immigrant groups moving to the Hollywood area. It may also retard
the growth in the youth populcmon. The percentage of elderly in the area is not
likely to change.

San Fernando Valley, The Locally Preferred Alternative station site is referred to as
the "Lankershim Station"; the Vineland/Magnolia Station was the terminal station
under a previously considered alternative; and the Universal City Station is common
to both alternatives. Large, complex development projects are proposed under the
No Projec1 ‘Alternative for ‘all the proposed station areas. The CRA ‘has a redevel-

- opment project at Chandler, and a large, integrated private project is proposed at
Universal City. The construction of Metro Rail will, for the most part, have only
minar effects in expanding these developments. Wlth these development projects,
the environs will be dramatically transformed by the year 2000. :

The designation of these stations as park and ride facilities
for the San Fernando Valley will significantly increase traffic
congestion in the station environs. To mitigate impacts on
Bluffside Drive, considered to be particularly sensitive due

to its guiet residential character, design measures such as

& new station access bridge over the Hollywood Freeway and
landscape berms have been integrated into the propcsed station
design.

Regional accessibility or central location, valued by residents

0f all three stations, will be enhanced by Metro Rail. More
sections of Los Angeles will be within a reasonable travel time.
Housing which is now inexpensive in the Lankershim/Chandler

station environs, may experience higher rents and selling prices

as a result of Metro Rail. The existence of local amenities

will remain unchanged although they may be used more extensively.
For example, Metro Rail will attract few additional stores to serve
the new residents locating in the area. Increases in the use of
social services and public facilities around stations is expected
as a result cf the greater residential and commercial densities.
Residents may also tend to walk more often to local destinations
because of the proximity of shops and services, and because
congestion will probably impede buses and automobiles. .
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Papulatian and incame will increase as a result of Metro Rail accommodated residen-
tial develapment. Higher incomes will be necessary to rent or purchase new housing
in the local areas. The minority population will continue to increase; however, this
trend may be retarded by Metro Rail because new develapments will attract higher
income residents. Fewer minorities would be included than in the No Project Alter-
native. Youth and elderly populations will probably retain representation comparable
ta the present with Metra Rail.

Under the Locally Preferred Alternative, 135 residential units
will be directly displaced as well as 1l commercial establishments
in the Universal City station environs. Four of these residences
are single family units and 66 percent of the total units are
renter occupied. The majority of all residences to be displaced
can be attributed to a relatively new condominium project
consisting of a diverse, middle-income population.

Aerial Corridors. Sociai impacts aiong the Lankershim and Vineland Aeriai Corriaors
will be [ess extensive than thase at station areas because the initial environmental
impacts are less. These line segments will experience the greatest land use changes
at the portal area in the Hollywood Hills where the Metra Rail structures and opera-
tion will contrast with the quiet atmosphere. Noise will be an issue at several sites
along the alignment, but the ambient community level would not be affected. Some
residential displacement will occur along the Lankershim alignment; commercial
displacement.will not be large along either segment.. :

Community perceptions along this alignment were obtained from reports and minutes
of Metro Rail community meetings. Community representatives' goals included the
minimization of Metro Rail impacts on visual appearance, neighborhood stability, and
neighborhood atmosphere. Metro Rail can be expected to negatively affect ali three
of these. Changes in visual appearance will be the most pronounced and lead to the
most adverse impact for residents. Changes in community activity patterns which
may resuit fram the interaction of Metra Rail's environmental impacts and com-
munity values include a slight decline in the use of public facilities and commercial
shops. To the extent that residents perceive the aerial alignments as psychological
barriers, they may be reluctant to use streets adjacent to the aerial structures. The
residents most likely to be affected are the elderly, those with impaired sight and
hearing, and those concerned about street safety. Although the alignments may
change local accessibility patterns, they are unlikely to change the residents' prefer-
red transportation modes.

Long term demographic change associated with Metro Rail over the No Project
Alternative are difficult to predict because the data on environmental impacts and
local community values are nat precise enough. However, the line segments may
retard the general trend of increasing population and income levels in these areas if
the neighborhoods are viewed as less desirable places to live.
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MITIGATION

Introduction .

The primary purpose of this section is to develop a method
for SCRTD to achieve the social aspects of the goals and
guidelines it previously adopted for the Metro Rail subway
system. Mitigation options are identified which SCRTD can
implement as well as options which may be implemented by
other public agencies, possibly in coordination with SCRTD.
SCRTD is assisting the City and County of Los Angeles in the
development of Specific Plans for each station and Citizen
Advisiory Committees have been established as part of this
process. Objectives identified in these plans will, in most
cases, determine which mitigation options will be pursued for
each community. While some of these options may possibly

be implemented during early stages of the project's construction
and operaticn, it is possible that others may be iImplemcntel
after several years of operation as the impacts of induced
development are realized.

Mitigation Options by Type of Impact

Each of the impacts to be mitigated have been matched with a

variety of mitigation options below. Table II-15 summarizes

these mitigation options, their effectiveness, and their
applicability to affected station areas or environs. . .

The following are mitigation options which SCRTD can implement.

1. Provide relocation assistance for all displaced residents
and businesses in accordance with state and federal regulations.

2. Assist the City and County of Los Angeles in the development
of Specific Plans for each station.

The following are mitigation options which may be implemented by
SCRTD and/or other public agencies. Table II-15 identifies the
public agencies which could be responsible for implementation.

i. To preserve stable residential neighborhoods subject to possible development
pressure as a result of Metro Rail, zoning should reflect the existing use. At the
Wiishire/La Brea, Fairfax/Beverly, Fairfax/Santa Monica, and Universal City
Stations, this would require simply leaving the existing land use pians and zoning
designations unchanged in some neighborhoods. In other neighborhoods in these
station areas, as well as in other station areas, it might be necessary to revise
the current zoning downward from R-3 or R4 (multifamiiy) to R-1 (single
family) or R-2 (duplexes) to reflect current usage.
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Where residents of rental units are displaced by the construction of new residen-
tial or commercial development within a station area, relocation assistance
could take a variety of forms. It could range from the identification of
comparable units and payment of moving expenses to the extreme case of
providing subsidized replacement housing as a "last resort". Such assistance is
likely to be required in ail station areas and could be provided, in part, by
developers.

Where the demand for residential development within existing neighborhoods
would create pressure for rezoning of existing residential areas to higher densi-
ties, housing could be provided on commercially zoned sites to reduce that
pressure. The Land Use and Development section of this report describes im-
plementation techniques for achieving this objective.

To mitigate the impact of residential rent increases due to increased land value
in station areas, the existing rent control policy of the city could be modified as
needed to address problems unique to Metro Rail station areas. This measure
may be required in all station areas.

In cases where the above measure proves inadequate, direct housing assistance
might be required for low-income fenants as a "last resort".

To mitigate the traffic and parking impacts likely to "spill over" from stations
into surrounding neighborhoods, the mitigation options identified in the
Transportation section could be implemented.

Where existing business tenants are displaced by new development in station
areas, relocation assistance should be provided. 1t could range from tenancy in

“the new developrment project at rates comparable to current rates, which could

‘ncrease as sales increase over time, or to the identification of comparable sites
and payment of relocation expenses. This impact could occur at all stations and
mitigation could be provided by developers.

Where it is desirable to preserve an existing shopping area because of its value
to the community, zoning or development review procedures could be formu-
lated to achieve that objective. The need for this mitigation option may emerge
as a-community goal in any station area during the ‘Specific Plan process. It is
expected to be a major concern at the Fifth/Hill, Seventh/Flower, Fairfax/Santa
Monica, Fairfax/Beverly, and Hollywood/Cahuenga Stations. Potential
implementation techniques include downzoning to reflect current development
intensities and transfer of development rights. These techniques are discussed
in the Land Use and Development section of this report.

SCRTD couid offer tenancy and an opportunity to invest in its joint development
projects to businesses displaced by development throughout the station area.

10.-12. Options 10 through 12 are identical to Options 7 through 2 except that

Options 10 through |2 apply to displacement of social services and facilities.

II-41



¥itigation Options
SCRTD can imglement

TABLE II~-15

SOCIAL AND COMMUNITY IMPACT MITIGATION

Effectiveness

Relocation assistance to @il
residents and businesses
directly displaced by the
project.

2. Assist City and County of Los
Angeles in the gevelopment
of Specific Plans for eoch
stotion.

Other

Mitigation Options

{.

i

9.

Maintain existing low density
residentigl zoning or
downzane 10 preserve stable
residentic! neighborhoads.

Provide relocation assistance
1o resTae~tial temanis
dispioced by new
developrment in station areas.

Include affordoble ond
market rate housing at
stotions on cammerciclly
zoned sites in liev of
increasing density in adjacent
neighborhoods .

Establish special rent contral
districts to avoid severe
incregses in rental rotes in
station areaqs.

As a last resort, provide
housing assistance for low
income residential tenants in
station greas fo mitigote
severe increases in rental
rates.

Implement measures to
reduce traffic spillover into
adjocent neighborhoods (see
Transportation section)

Provide relocation assistance
to business tenants disploced
by new development in
stotion areas.

Establish special
commmercial zonhing or
development review
procedures fo preserve
existing smoll business that
provide community services
in station areas.

Offer tenancy and investment
in joint development to
dispiaced firms,

Pravide relocation @ssistance
1o social services or focilities
displaced by new

deve [opment.

Mcderate-High

High

Effectiveness'

Respensible Agencies

Apnnlicabie Station Arecs

All except Civic Center,

Wilshire/iNormandie, Wishire,/Crerahics,
Holilywood Sowl.

Ail except Ho!lywood Bow!

Applicable Station Areas

Moderate
-High

Low

Moderate

Moderate-High

Low

Low~-Moderate

Low

ModeraterHigh

High

Low

LADOP, LADRP

SCRTD, LA City

Hooe e A utnanty,

LACDC, COC

SCRTD, LADOP,
LADRP

LA City Cavncii,
LA County Board of
Supervisers, COD

LA City Housing
Autherity, LACOC,
LACRA, CDD

LADOP, LADOT,
LADRP

SCRTD, CEDO, CDD,
LACDC, LACRA

SCRTD, LADOP

SCRTD, LADOP,
LACRA, LACDC,
coD -

SCRTD, CEDO, CDC,
LLACDC, LACRA

II-42

Wilshire/Crenshaw, Fairfax/Beverly,
Fairfox/Santa Monica, Universal City

All except Hollywood Bowl

Wilshire/Normandie, Wilshire/Crenshaw,
Fairtax/Severly, Foirfea/Santa Mon.ca,
La Brea/Sunset, Hollywood/Cahuengo

All except Hollywood Bawl

Downtown Stotion, WilshirelAlmrn.

Wishire/Vermont, Wushire/Isora ans €,
Wilshire/Western, Fairfax/Beverly,
Fairfax/Sante Monico, La Brea/Sunset,
Hollywood/Cchuengs

All except Holl ywood Dowl

All except Hoilywood Sowl

All except Hollywood Bowl, Wilshire/L¢
Bres

All except Hollywood Bowl

ANl except Hollywood Bow!




Table 3-31 {continued)

Agencies That

Mitigation Options Effectiveness Could implement Applicabie Station Areas
|1, Establish special zoning or Moderate-High SCRTD, LADOP, All except Hallywood Bow!
development review LADRP

procedures to preserve
existing and osccammodate
new social services ond
facilities in station areas.,

12. Include displaced and rew Moderate SCRTD, LADOP, All except Hollywood Bowl
social services and fociiities LACRP, LACDC,
in joirt develapment LACRA, CDD

projects/ stations.

Hhe fellowing scele has been devised ta rate the proboble degree of effectiveness in mitigating o potentiol impoct:
Low - Opnons demgned to offer compensatory ossistance after the foct to local residents, businesses or Institutions
experiencing hardship,
Moderate - Options intended to _soften, but not eliminate the impoct on the community.
High - QOption essentially mitigotes 1he impoct, largety by preventive action,

Legend: LACRAz City of Los Angeles Community Redevelopment Agency :
LACDC= Laos Angeles County Community Redevelapment Commissian (including the Ecanamxc Development Carparction)
LADOP =.City of Los Angeies Department of Planning
LADOT = City of Los Angeles Deportment of Transportotion
LADRP = Los Angeles Caunty Department of Regional Planning
CEDO = City of Los Angeles Economic Development Office
CDD = City of Los Angeies Community Development Department
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i, THE DOWNTOWN STATION ENVIRONS

BASELINE CONDITIONS

Total Popuiation ond Ethnic Distribution

Union Station. The Union Stotion environs population is omong the smollest of all
The stafion environs neighborhoods (see Table li-1). However, this smail popuiation is
very concentrated. It is located in the northwestern portion of the Union Station
environs, commonly known as Chinatown, and formerly Los Angeles' "Littie [taly."
The predominant ethnic group within this station environs is Asion (45 percent),
followed by Hispanic (38 percent), and whites (seven percent).

TABLE ill-1

DOWINTOWN STATION EnNVIROINS
POPULATION BY ETHNICITY!

Asian and
Population Hispanic White Black Amer. Indian Other

Union. Station 6,194 3/ TH T%  45% 2%
Civic Center . 6,300 - 29% 29% 4% . 28% . 1%
Fifth/Hill 9,721 26% 44%  22% 7% 1%
Seventh/F lower 14,065 56%  28% 8% 6% 2%

Source: Census of Population and Housing, 1980.
Census reports STF-1, R 18-55 by Southern California Association of
Governmenis ‘

lF’ercenfc:ges‘mc:y not odd up to 100% because of rounding errors.

Civic Center. The Civic Center neighborhood population is slightly greater than
Union Station’s; however, it is still less than most of the other station environs.
Local residents are concentrated north of First Street and east of Hill Street.

Table IlI-1 suggests an even distribution among ethnic groups in this stotion
environs. Members of ethnic mincrities ore, however, concentrated in specific
areas. The Asian and Hispanic populations primarily reside north of the station site
and are a continuation of the Chinatown community. The majority of the white and
black residents live east of the station area, in the Skid Row district around Spring
and Main streets. The Bunker Hill senior citizen complex in the western portion of
the station neighborhood has contributed to a recent increase in the local white
population. Another major Asian concentration is the Japanese community in the
Littie Tokyo area. This population has increased in recent years because of the
construction of new senior citizen housing projects.
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Fifth/Hill. The population of the Fifth/Hill station environs is much higher than the
previously discussed stations. The total population remains relatively small,
however, when compared to most other station environs on the Metro Rail
alignment. The most populous ethnic group are whites, followed by Hispanics and
Blacks. The Asian population declines as one moves south from Chinatown. In
general, local residents live east of the station site, along Spring and Main Streets in
the Skid Row area.

Seventh/Flower. The population of the Seventh/Flower station environs is the
largest of any of the Central Business District (CBD) neighborhoods and is within the
middle range of all stotion neighborhoods. The majority of the Seventh/Flower
population lives in the area west of the Harbor Freeway. Tabie lli-| indicates that
over half of the total population is Hispanic. They have gradually replaced an older
and dwindling white population.

Age Structure

Union Station. The population profiie is characterized by a large percentage of
young people: 32 percent of the local population is |9 years or younger (see Table
[1I-2). This refiects the influx of immigrants, primarily young Asian families, to the
Union Station environs during the past decade. The Union Station neighborhood has
by far the largest proportion of five to nineteen year olds of all the CBD station
environs. The proportion of elderly, however, those 65 and over, is the lowest of the
four downtown stations. B o :

Civic Center. The population composition at the Civic Center station environs
exhibits fewer young but more elderly than Union Station. Children under five years
drop to three percent, and young people between five and |9 years are || percent of
the population. The lorger proportion of elderly (16 percent) is explained by the
presence of subsidized elderly housing in the the Bunker Hill renewal area and by the
large male population in the northern fringe of the Skid Row area east of Broadway.
Specifically, 75 percent of the total population |5 years or over is male, and 13.2
percent of these individuals are 65 or over.

Fifth/Hill. The demographic profile for this station environs shows an increase in the
elderly age segment and a decrease in the number of young people. The population
under five years drops to two percent, and those between five and |9 years drop to 5
percent of the population. In contrast, 20 percent of the population is elderly, the
highest proportion among the four downtown stotion environs. The explanation for
this age structure is the presence of Bunker Hili's housing complex for the elderly on
Hill Street and the elderly male population of the Skid Row area. According to the
1980 Census, of the total population 15 years or over for this station environs, 80
percent are male and about a fifth of the population is elderly.

Seventh/Flower. The composition of the Seventh/Flower Station population differs
from the previous two station environs in the following ways. The proportion of
seniors is lower (I5. percent),  while the percentage of those under five is seven
percent and those between five and |9 years are |3 percent of the population. As
discussed in the SCRTD Technical Report on Existing Conditions — Regional and
Community Setting (1982), the Los Angeles downtown has been a point of entry for
recent Asion and Hispanic immigrants. In particular, Hispanics reside in the western
portion of the Seventh/Flower station environs. The population statistics for this
station neighborhood clearly reflect this movement into the neighborhood.
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TABLE 1H-2

DOWNTOWN STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-19 20-24 25-34 35-44 45-54 55-64 65+

Union Station 6,194 5% 26% 17% 17% 13% 10% 8% I[l1%
Civic Center 6,300 3% 11% 0% 18% 15% 15% 10% 18%
Fifth/Hiil 9,721 2% 5% 9% 19% {5% 16% 15% 19%
Seventh/Flower 14,065 7% 3% 3% 19% 12% 0% 10% 16%

Source: Census of Population and Housing, 1980.
Census reports STF-1, R 18-55 by Southern Cualifornia Association of
Governments.

Household Type and Size

Union Station. The Union Station neighborhood has the largest household size among
all Metro Rail station environs. Sixty-eight percent of the married couples and 43
percent of the total households have members less than |8 years. The data reflects
the recent in-migration of young families, primarily in Chinatown. More than a
quarter of the station environs households include five or more persons. The large
family size is explained partly by the frequent occurence of extended families.

Civic Center., The Civic Center station environs has a much smaller household size
fhan Union Station (see Table lil-3). In dramatic contrast to the Union Station
environs, 75 percent of the local households have only one person for reasons
explained previously. Households with members less than |8 years of age amount to
ten percent of the population. Most of these households are in the northern portion
of the station environs and reflect a geographic continuation of Chinatown.

Fifth/Hill. The household characteristics in the Fifth/Hill station environs are
similar to those in the Civic Center. It has the smallest household size of the four
downtown station environs. Households with members less than I8 years amount to
only four percent, and 86 percent of the total households consist of one person.

Seventh/Flower. Household size is higher in the Seventh/Flower station environs
than in the Civic Center or Fifth/Hill but consideralby less than Union Station. As
mentioned above, the Seventh/Flower station environs, similar to the Chinatown
section of the Union Station environs, is a point of entry area for recent
immigrants, The primarily Hispanic migrants of the Seventh/Flower station
environs, however, differ from their Chinese counterparts because they tend to
arrive as individuals and, therefore, have lower household sizes.
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TABLE llI-3A

DOWNTOWN STATION ENVIRONS
HOUSEHOLD SIZE

Total Persons per Percent of Households
Households Household With 5 or More Persons
Union Station 1,525 3.2 26%
Civic Center 2,411 .6 6%
Fifth/Hill 5,139 |.2 | %
Seventh/F lower 1,599 (.8 7%
TABLE 111-3B

-

DOWNTOWN STATION ENVIRONS
HOUSEHOLD TYPE

Total Households Married Male Head. Fernale Head

With Members Couple No Spouse  No Spouse  Nonfamily

. Under |8 Family Family Family Households,
Union Station 662 68% 5% % 0
Civic Center 233 72% 6% 1 9% 3%
Fifth/Hili |90 55% 15% 24% 1%
Seventh/Flower LI 11 60% 12% 25% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Associotion of
Governments.

Elder)y Households

Union Station. The Union Station environs contain the highest percentage of seniors
living in family households among ali of the station environs in this study (53 percent
of all senior households). This observation supports explanation proposed earlier that
Asian immigrants tend to arrive in extended families more often than other
immigrant groups. If this trend towards extended or large immigrant families
continvues, housing demand in this neighborhood wiil increase faster than supply and
shift toward multiple room apartments.

Civic Center. In contrast to the Union Station environs, only 20 percent of the
elderly in the Civic Center station neighborhood live in family households (see Table
-4)." This means that most local seniors live alone, possibly because of the
subsidized housing for the elderly provided by the Angeles Piaza on Hill Street,
between First and Third Streets.
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Fifth/Hill. In the Fifth/Hill station environs, the number of seniors living alone
becomes more pronounced. Only six percent of elderly households include other
family members, and nearly 92 percent of the elderly live alone. This is the highest
percentage of seniors living alone among all of the station environs.

Seventh/Flower. In the Seventh/Flower station environs, 27 percent of the
Fouseholds have at least one senior, and of these elderly households, || percent live
with families and 86 percent live alone. Again, this is one of the highest percentage
of seniors living alone in all of the station environs. These high percentages can be
explained, in part, by the number of retirement homes and motels along Main and Los
Angeles Streets between Skid Row and the downtown garment district.

Additional elderly housing may cppear in the near future at the Seventh/F lower
station environs if the proposed renovation of the Van Nuys building at Eighth and
Main Streets, and housing for the elderly at Plaza Figueroa and South Park are
completed.

TABLE -4

DOWNTOWN STATION ENVIRONS !
ELDERLY HOUSEHOLD TYPE

Tcn‘c|lElderI)»'2 One Person Family Nonfamily
Households Households Households Households

Union Station - 458 43% 53% 5%

Civic Center 760 - 78% 20% o
Fifth/Hili 1,548 92% 6% 2%
Seventh/Flower 2,065 86% 1% 3%

Source: Census of Popuiation and Housing, 1380.
Census reports STF-1, R 18-55 by Southern California Association of

Governments.
; Percentages may not add up to 100% because of rounding error.
Elderly refers to residents 63 years and older.

Housing Characteristics

The percentage of renter occupied units in the four downtown station environs is
quite high, particularly at the Union Station environs (see Tabie 111-5). Although the
median contract rents of the four station environs are relatively low, the incidence
of overcrowding (i.e., persons living in households with 1.0l or more persons per
room) are extremely high. The only exception is Fifth and Hill: its median contract
rent is also low, but it has less overcrowding. Two of the highest levels of
overcrowding among all station neighborhoods are found at the Union Station and
Seventh/F lower station environs. This reflects the move of predominantly Asian and
Hispanic immigrants into these two lacales.
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TABLE llI-5A

DOWINTOWIN STATION ENVIRONS
YEAR ROUND HOUSING UNITS BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacancy |
Union Station 1,525 3% 7% 0
Civic Center 2,916 81% 2% 17%
Fifth/Hill 6,276 81% 1% 18%
Seventh/F lower 8,707 86% 1% 3%
TABLE 11i-5B

DOWNTOWN STATION ENVIRONS
MEDIAN VALUE, MEDIAN CONTRACT RENT, AND OVERCROWDING

Percent of
Population Living
Median Owner Median in Households With
Occupied Value Contract Rent  1.01+ Persons Per Room
Union Station $ 103,100 S 146 48%
‘Civic Center .. 119,000 . . 126 : 25%
Fifth/Hill : No census data reported 128 1 6%
Seventh/Flower 77,500 14 C 49%%

Source: Census of Population and Housing, |980.
Census reports STF-1, R [8-55 by Southern California Association of

Governments.

chconCy includes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.

Disability Status of Residents Aged 16 Years or Oider

In comparing the downtown station environs, all but Union Station have a high
incidence of work disability, roughly double the percentage at other station
environs. The Civic Center and the Fifth/Hill station share the highest incidence of
work disability and have among the highest levels of transit disability of all station

environs.
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TABLE lll-6

DISABILITY STATUS OF THE DOWNTOWN STATION
RESIDENTS AGED OLDER THAN 1!

Total Work Disability Transit Disability

Population Number % of Pop. Number % of Pop.
Union Station 3,191 188 5.9% 128 4.0%
Civic Center 4,769 692 14.5% 317 6.6%
Fifth/Hiil 9,255 1,592 17.2% 553 6.0%
Seventh/F lower 11,800 1,281 10.9% 530 4.5%

Source: Census of Population and Housing, 1980
Census reports STF-3, R166 by Southern California Association of
Governments.

lWorl-c disability is only reported for the population aged 16 to 64 because this is
presumed to be the working age by the Bureau of the Census.

Additional-Demographic Characteristics

No interviews of residents or key informants wére made at the four station environs
in the downtown area because there are no substantial residential areas within
walking distance--about two blocks--of the proposed station sites. However, we have
derived approximate figures for family income and vehicle access using the 1980
Census data. Family income levels within the downtown station environs are the
lowest of all the station environs and line segment corridors. The proportion of
residents with regular access to an automobile is also unusally low. Table lll-7 shows
median and mean family income and the percentage of auto access for each of the
downtown station environs.

TABLE UlI-7

MEDIAN AND MEAN ANNUAL FAMILY INCOME AND VEHICLE ACCESS
IN THE DOWNTOWN STATION ENVIRONS

% of Occupied Units

Annual Median Annual Mean With Regular Access
Family Income Family Income To a Vehicie
Union Station 59,091 $ 12,624 44%
Civic Center 9,215 12,019 20%
Fifth/Hill 8,486 10,261 8%
Seventh/F lower 9,818 11,606 22%

Source: Census of Population and Housing, 980.
Census reports STF-l, R 166 by Southern California Association of
Governments.
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Summary of Existing and Possible Future Demographic Conditions

The four station environs in the downtown area can be divided into two distinct
categories. The first category includes the Union Station and Seventh/Flower station
environs. They have become points of entry for primarily Asian and Hispanic
immigrants. The age structure and household type of these two highly dense
neighborhoods suggest that the Asian immigrants probably arrive with their extended
family, while Hispanic immigrants tend to be single males between the ages of 20-40.

Because of extensive overcrowding in the Union Station environs, future housing
dermand will continue to be ocute, since projected land use does not predict
supplemental housing stock. The addition of young, growing families will mean that
housing demand will increase and probably shift to multiple room apartments. At the
Seventh/Flower station environs, the proposed new housing projects of the South
Park redevelopment project will probably serve younger business people and
professionals. The SCRTD Technical Report on Conditions—Regional and
Community Setting suggests there will be continued growth among minority groups in
the downtown area. The northwest portion of the Seventh/Flower station environs
was earlier identified as a main concentration and point of entry for these groups.
The low income housing supply in the downtown may, therefore, prove to be
inadequate for future demand.

The other distinct category within the downtown includes the Civic Center and
~ Fifth/Hill station environs. Older whites and Blacks predominate, and they primarily.
live alone, east of the Hill Street alignment on Spring and Main Streets. |If
implemented, the Bunker Hill and Central City redeveiopment plans would increase
the overall housing supply. The new housing, oriented toward middle and upper
middie class households, would not satisfy the demand for low cost housing in this
area.

Public Facilities

Union Station. Many churches, cultural centers, social clubs, and organizational
STTices are found within the Union Station environs (see Figure lli-1 and Table 111-8).
The majority of these facilities provide services to residents of Chinatown and are
primarily situated northwest of the proposed station site. There is also quite a
number of schools, mostly private, in this same area, as well as the French
Hospital. A cemetery and three funeral homes are located in the southeastern
section of the Union Station environs. The Civic Center and the Japanese Gardens in
Little Tokyo are located in the south and southwest portions of the Union Station
environs. Both of these facilifies are easily accessed from the proposed station at
First and Hill Streets. Directly across from Union Station is the Pueblo Historic
Park, a major tourist atfraction in the Regional Core and a focal point for Los
Angeles Hispanic communities. Union Stafion itseif is a major regional
transportation facility. ‘
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TABLE lii-8
FACILITIES AND SERVICES AT THE DOWINTOWIN STATION ENVIROINS

Public/ Social Health Parks

institutional Cultural Care Open

Facilities Facilities Facilities  Spaces
Union Station |0 13 2 2
Civic Center! 15 7 | 2
Fifth/Hilll 8 12 0 ]
Seventh/Flower 5 7 3 0

lgecause the boundaries of these station environs overiap, some of the facilities
have been counted twice.

Civic Center. A number of churches are found within the Civic Center station
environs primarily to the north and east of the proposed station (see Figure 111-2 and
Table }i1-8). Several retirement homes are located along Main and Winston Streets,
in the southeastern sector. of the station environs as well as. a hospital and,
. .cemetery.- Little Tokyo and Japanese Village are both found approximately five
blocks east of the proposed station, while directly to the north and west of the
proposed station are the Music Center and many government office buildings.

Fifth/Hill. As shown on Figure ill-3, the facilities in the Fifth/Hill station environs
are not concentrated in any sector. Churches are located throughout the station
environs, while many retirement homes are found east of the proposed station, aleng
Los Angeles, Main, and Winston Streets, Missions and other private and public social
service agencies serve the homeless, chronically unemployed residents of Skid Row.
These facilities are primarily east of Spring Street. Two fire stations are located
north and southeast of the station site. The central branch of the public library and
a well known urban park, Pershing Square, are located directly west of the proposed
station site.

Seventh/Flower. The Seventh/Flower station environs can be divided into two
distinct geographical areas, that east and west of the Harbor Freeway (see Figure il]-
4). The area east -of the Harbor Freeway is integrated into the downtown. Most of
the station environs' seven churches are in this section, primarily along Hope Street;
however, these churches are not heavily used by the local residents. There are also a
number of movie theaters in the busy shopping areas along Broadway and Hiil
Streets. The public library headquarters and Pershing Square are well situated,
within a short walk from the proposed station site.

The area west of the Harbor Freeway is, on the other hand, predominantly
residential, populated by low income immigrants, often from Latin America. Good
Samaritan Hospital and Woodbury College are located in this area, although they are
not generally utilized by the local residents. Medical facilities are also located in
this areq, but they, too, are rarely used by the local population.
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IMPACT ASSESSMENT

Direct Long Term Displacement impacts

Construction of the four station sites within the downtown will not displace any .
residents or public facilities. Preliminary right-of-way plans show a number of
commercial establishments will be displaced for construction of stations and the

maintenance yard.
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IMPACT ASSESSMENT

Direct Short Term Construction Impacts

Disruption of community life and diminished access to local
facilities are the primary construction related impacts at

the downtown station environs. Union Station will be
constructed as an "off street"™ station. All other downtown
stations will be built "on street,” using cut and cover
construction. As a result, construction time will vary
between 29 and 35 months. Diminished access to local facilities
will result for both drivers and the limited number of
residents who are pedestrians in the area.

Construction is likely to reduce many downtown streets to a
maximum of two lanes throughout most of the construction
period. Spillover traffic may, therefore, affect downtown
communities despite their distance from the stations. This
will be especially true in Chinatown where cut and cover
techniques between North Main Street and Macy Street may

cause traffic congestion in the southwestern portion of the
Chinatown District. Increased traffic in this area will
affect the string of small pedestrian oriented shops, .
primarily located along North Spring and North Broadway
Streets. This may make shopping and general mobility in and
out of the area difficult for the local residents. Diminished
access to the Central Post Office and Olvera Street may occur.

During construction along Hill Street, spill-over traffic will
most likely occur along Olive Street. Residents living in

the newly constructed complexes along Olive Street may be
affected by the increased traffic. Spillover traffic caused
by the construction of the Seventh/Flower station will not
affect the local neighborhood since the Harbor Freeway acts

as a physical barrier between downtown and the local residents
living adjacent to the freeway. Dump trucks carrying tunnel
muck and station excavation materials will cause additional
congestion depending on other gueing location and numbers

per day. Entering and exiting trucks will range from 104

per day at Union Station to 74 at Seventh/Flower.

Many sidewalks will be narrowed during most of the construction
period, with some being reduced to0 no more than four feet
during a portion of the construction period. Given the large
number of nonresidential pedestrians at most downtown station
locations, especially during the noon hour, pedestrians will
experience difficulty accessing buses and commercial and
service facilities. Residents may, therefore, perceive the
construction as a psychological barrier forcing them to take
alternative routes. Those who are most greatly affected will
be seniors with impaired sight and hearing.
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Noise will also be a disruptive factor during the construction
period, though residents may only be affected when they

approach the construction site. Noise impacts will result

from clearing, excavation, construction and finishing activities.
The largest impacts will occur during soldier pile drilling,

a period of up to three months. Noise may cause residents

to avoid much of the area, disrupting local activity patterns.
The extent of acoustic impacts cannot be determined, however,
until noise limit specifications are written into construction
contract documents.

The construction activities of the Downtown Maintenance Yard
will be largely confined to the western bank of the Los Angeles
River. There will most likely be minimal disruption to the
residential area east of Mission Road on the eastern bank of
the river. Increased traffic along Santa Fe Avenue will
probably occur due to construction vehicles. Little disruption
of the existing industrial activity is expected.

Long Term Direct and Indirect Operational Impacts

Land use changes within the station environs will be the most
significant environmental impacts for station environs residents.
Major changes will occur with or without Metro Rail. The No
Project Alternative is projected to add 15,700,000 sguare feet
of office space with with 3,297,000 square feet of retail space.
Of this retail area, only 68,260 sguare feet is devoted to
community retail, marketed to the local neighborhoods. Under
the No Project Alternative projections, 2,830 new dwelling

units in the downtown station environs with 7,090 new residents.

Metro Rail will increase the development trends begun under

the No Project Alternative. Projections show 11,047,000 square
feet of office space will be added to the downtown environs,
probably taking the form of large office towers. Retail space
will add 1,954,400 square feet to the present downtown environs,
with only 77,000 sgquare feet devoted to community retail. This
community oriented retail is unlikely to be marketed to pPresent
station environs residents because there will be an additional
5,410 dwelling units and 14,130 residents. Of these projections,
2,620 dwelling units and 14,130 residents are attributed to
Metro Rail.

Both the No Project Alternative and the Metro Rail Alternatives
will foster large changes for present residents and significant
demographic changes. Development under either alternative

may affect residents living adjacent to the station areas.
Union Station and Seventh/Flower residents will be affected

if development crosses to the other side of the freeways.

Civic Center and Fifth/Hill station environs residents will

be affected if development begins within Skid Row.
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Use of local facilities will change as the demographic
composition of the station environs change. Services and
facilities will, generally, experience greater use, although
those catering to low income groups may experience use declines
as median income increases. Retail stores will probably

also experience higher patronage as more peorle move downtown
and agglomeration affects draw more people to downtown regional
retailing areas. The pedestrian atmosphere of the station
environs is liable to last over a longer period of time as
more residents access new services by walking.

Demographically, either with or without Metro Rail, downtown

will become an area with a higher median income than previously
exists. The trend will, however, be more pronounced with the
addition of Metro Rail as units are marketed toward middle

and upper income professionals. This will increase the auto
ownership rate within the station environs as well. Minority
population increases are liable to be slowed as new developnent
competes for space with present units. Many minority residents
will not be able to afford these new units. As a result,

the rate of minority population percentage increase may be slowed.
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IV. WILSHIRE/ALVARADO STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The Wilshire/Alvarado station environs has the largest population of all the station
environs (see Table IlI-1). This large population resuits in the dense neighborhoods
which characterize the eastern portion of the Wiishire Bouievard subregion.

Table IV-| indicates that the most populous ethnic group is Hispanic; they constitue
65 percent of the local population. Whites and Asians comprise 22 percent and 8
percent, respectively. Blacks make up only 3 percent of the population.

TABLE iV-1

WILSHIRE/ALVARADD STATIU £l IRUINS
POPULATION BY ETHNICITY!

Asian and
Population Hispanic White . Black Amer. Indian Other
ropuldation ispanic white Dlack Amer. Indran Jrer

39,330 65% 22% . 3% 8% 2%

Source: Census of Population and Housing, 1980.
Census reports STF-I, RI8-55 by Southern California Association of
Governments.

IF’ercenmges may not add up to |00% due to rounding errors.

Age Structure

The age structure reflects a large, young, and growing population (see Table V-2).
Thirty-seven percent of the population falls between the chiid bearing ages af 20 to
34, This may explain, in part, the large percentage of children under five in the
station environs. Approximately nine percent of the total population is under five
years of age. This is the second highest percentage of children under five among all
of the station environs. Another factor contributing to the high percentage of
children is the influx of recent immigrants, primarily young Hispanics, to the
Wilshire/Alvarado station environs.

The elderly population comprises |3 percent of the total population. Although this is
a significant proportion, local informants report that this proportion has been
declining for at least the last decade. (See SCRTD Technical Report on Existing
Conditions—Regional and Community Setting, 1982.) The majority of the eiderly are
white. According to the 1980 Census, 42 percent of the total non-Hispanic white
population is 65 years or older, while only 3 percent of the Hispanic population is 65
years or older. This reflects the changing ethnic character of the statian environs: a
younger, predominantly Hispanic population is replacing an older white population.
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TABLE V-2

WILSHIRE/ALVARADOC STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-19 20-24  25-34  35-44  45-54  53-64 65+

39,530 9% | 6% 4% 23% 1% 6% 7% I 3%

Saurce: Census of Population and Housing, 1980.
Census reports STF-i, RI8-55 by Southern California Association af
Governments.

Household Type and Size

The Wilshire/Alvarado station neighborhood has 16,344 households. The average
household size of 2.3 persons per household is relatively large but similar to the other
station environs (i.e., Yermont, INormanaie, ana Western) locatea in the eastern
portion of the Wilshire Corridor.

According to the 1980 Census, 43 percent of the total station environs households are
one person households. This is among the lowest of all of the station environs. The
|| percent of the total households with five or more persons is the second highest
percentage among all station environs along the Metro Rail alignment. One possible
éxplanation for these household size figures is the infiux of .young families moving
into the station environs.

} TABLE lv-3
WILSHIRE/ALVARADO STATIOIN EINVIRONS
HOUSEHOLD TYPE
Total Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under 18 Family Family Farnily Housenaoids
4,393 60% 10% 27% 3%

Source: Census of Population and Hausing, 1980.
Census reparts STF-1, RI8-55 by Southern California Association of

Governments.

Elderly Households

Of the elderiy households, 70 percent are one person households. This is among tne
highest percentages in all of the station environs.
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TABLE V-4

WILSHIRE/ALVARADO STATION ENYIRONS
ELDERLY HOUSEHOLD TYPE

Total
Eiderty One Person Family Nonfamily
Households Households Households Househoids
3,603 70% 26% 4%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RIB-55 by Southern California Association of
Governments.

1Elderly refers to residents 65 years and older.

Housing Characteristics

The overwheiming majority of the total year round housing units are occupied by
renters (see Tabie 1V-5), typical of the eastern segment of the Wilshire Corrigor.
Housing demand is strong in the station environs and is reflected in the percentage of
overcrowding. The 57 percent overcrowding figure is the highest of all the station
environs. In .addition, the median home value ($78,800) and contract rent ($174) is
well below the average for all of the station environs. This, too, is indicative of a
heighborhood less affluent than the station environs to the west along the Wilshire
Corridor.

TABLE IV-5

WILSHIRE/ALVARADO STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner '
Units Occupied Occupied Vacant
17,193 92% 3% 5%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RIiB-55 by Southern California Association of

Governments.

l\/c:lcmn'r includes the census categories of Vacant-for-rent, Vacani-for-sale, and
Other.

V-3



Disability Status of Residents Aged |6 Years and Older

In the Wilshire/Alvarado station environs 7.4 percent of the residents that are 16
years of age and older indicated that they had a long term health condition which
limited the kind or amount of work they were able to perform. This is one of the
higher incidences of work disability among the station environs. Likewise, the
proportion of Wilshire/Alvarado station environs residents reporting a disability
which made it difficuit or impossible for them to use public transportation was
somewhat higher than the proportion in most of the other station environs.

TABLE V-6

DISABILITY STATUS OF WILSHIRE/ALVARADO
RESIDENTS AGED OLDER THAN 16!

Total
Population Work Disability Transit Disability
Number 5 of Pon. Number % of Por,
31,195 2,315 7.4% 1,767 5.7%

Source: Census of Population and Housing, 1980.
Data report. STF-3, RI66 by Southern California Associction of
Governments.’ ' . : ) .

lWork disability is only reported for the population aged |6 to 64 because this is

presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

All key informants indicated that households in the Wilshire/Alvarado station
environs earn, on the average, well below $20,000 per year. These impressions were
supported by the local residents interviewed and census data for 1980. The census
reports median family income at 510,045 per year and mean family income at
$12,231 per year. The low income level helps explain the reiatively iow percentage
of households with regular access to an automobile reported by the key informants
and 1980 census data. The iatter shows an auto access rate of approximately 46
percent, one of the lowest in this study. Of the local residents interviewed, half did
not have regular access to an automobile; they were largely dependent on the
existing bus system as their primary means of transportation.

Summary of Existing and Possible Future Demographic Conditions

Hispanics comprise the largest ethnic group in the Wilshire/Alvarado station
environs. Recent Hispanic immigration probably accounts for the area's relatively
large population and household size. The neighborhood also has the second highest
percentage of overcrowding of the station environs. The immigration of young,
Hispanic families will probably also mean a relative decline in the percentage of the
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primarily white, elderly population. The station environs has become a major point
of entry for recent Hispanic immigrants, especially from Central America, as well as
for Asian immigrants. Barring major changes in foreign political conditions or U.S.
immigrations laws, this trend can be expected to continue.

Public Facilities

This area has a large number of public facilities and extensive social interaction (see
Figure IV-1). Many health clinics, both private and public, are located near
MacArthur Park on Alvarado and Seventh Streets. There are also a number of
cultural and service centers oriented to the local Hispanic population. Most of these
facilities are located to the east and south of MacArthur Park and they are heavily
utilized. MacArthur and LaFayette Parks provide recreational opportunities to the
predominantly low income residents, although informants report they must compete
for these facilities with Skid Row residents from the downtown.

Station Neighborhood Quality Indicators

Wilshire/Alvarado station environs residents wno were surveyed iiked 1inis
neighborhood because of its central location, proximity to the downtown, convenient
shopping, good transportation, and ethnic homogeneity. Key informaents and
respondents also enjoyed living in the area because of its accessibility to social
services and because of its lower rents. Many of these reasons reflect the growing
immigrant population in the neighborhood and relate back to the previous
discussions. . The social  networks among more established Hispanic and Asian
"‘residents of the neighborhood help new immigrants to adapt to Los Angeles. Also,
the proximity of the station erivirons to employment centers, such as the downtown
and Hollywood, makes the neighborhood attractive to newcomers. The area's central
location is reinforced by the high ievel of locally accessible transit service which
serves the largely transit dependent local population.

Social Activity Patterns

Use of Local Facilities. According to key informants and interviewed local
residents, the Saint Barnabas senior citizen center, located on Wilshire Boulevard
near Alvarado Street, is frequently used by the elderly population during the day.
Union Avenue elementary school is heavily used, as is the nearby Cambia adult
school. Many small, private medical clinics catering to immigrants are aiso used by
the local residents. The Botica del Public, located at the corner of Seventh and
Alvarado Streets, is frequently used both as a pharmacy and an information center
for birth control and general hygiene. MacArthur Park is popular with local
residents, and is a major source of recreation for this low income neighborhood. The
Westlake and Park movie houses are also frequently used by tocal residents.

Travel Patterns. A majority of respondents either walked or took the bus to local
Tacilities and services in the station area. The most heavily used pedestrian
thoroughfares is Alvarado Street between Sixth and Eighth Streets. Sixth Street,
Seventh Street, and Wiishire Boulevard between Alvarado and Burlington Avenue are
also heavily used by pedestrians. This is where most of the local services and small
retail businesses are located.

As mentioned above, both key informants and local respondents reported that they
enjoyed the good surface transportation service of the station environs. Local
residents frequently use public transit, especially lines which stop at the heavily used
pedestrian streets.
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IMPACT ASSESSMENT

Direct Short Term Construction Impacts

The Wilshire/Alvarade station environs will experience both a disruption of
community life and diminished access to local facilities as a result of Metro Rail
construction activities. The station will be constructed by cut and cover techniques
and situated off-street, east of Alvarado Street between Wilshire Boulevard and
Seventh Street. The construction zone will be especiclly large because of the
inclusion of a pocket track. The constructian periad will be ionger than average, up
to 35 months.

Both drivers and the extensive number of pedestrians will experience diminished
access to local facilities when soldier piles are driven or drilled and decking is built.
Westlake Avenue and Bonnie Brae Street are likely ta be blocked off to drivers and
pedestrians during the construction period. The restriction or elimination of access
to parking along these streets would significantly reduce the scarce supply af parking
in the station area. Pedestirian occess to shops along Alvarado Street wouid be
- temporarily eliminated as clearance begins for station construction. Manv reside-tc
may also perceive this phase of canstruction as a psychological barrier wnich would
force them to devise alternative local routes. Those who would probably experience
the greatest hardship are seniors, because of their greater incidence of impaired
sight, hearing, and mobility.

Community life will also be disrupted by noise and traffic congestion during the
extended construction period. Traffic impacts would result from the temporcry
closure of streets ar reduction of lanes. Streets particuiarly subject to these impacts
include Alvarado and Seventh Streets, as well as Wilshire Boulevard. As a result,
drivers may avoid these main thoroughfares and rely an neighborhood sice streets.
This development would disrupt community life and temporarily degrade the
neighborhood's valued characteristics. Dump trucks wiil increase trafiic congestion
on the major muck hauling routes: Alvarado, Seventh, and Eighth Streets, as-well as
Olympic Boulevard. The additianal traffic congestion will pose a safety problem for
other drivers and pedestrians as well, in particular the large number of children. who
walk through the station environs. ‘

The most potentially injurious impacts, however, wauld appear during the drilling of
soldier piles. This periad could last up to three months. The construction noise may
cause residents to avoid much of the area adjacent to construction activities, Tne
initial noise and the revised activity patterns may also couse discomfort far nearby
residents. However, the extent of acoustic impacts cannot be precisely determined
until noise limit specifications are written inte construction contract documents.

Long Term Direct and Indirect Oparational Impacts

Respondents and key informants named central location as one of the most important
reasons for living in this station environs. Metro Rail will increase this attribute by
making more areas of the city accessible for residents. The large, transit dependent
population of the station environs also values good public surface transportation as
an important neighborhood amenity. Although more extensive traffic congestion is
anticipated, SCRTD plans to provide bus turnouts to avoid compounding traffic
congestian and to facilitate bus loading and alighting.
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Ethnic homogeneity was aiso identified by residents as a neighborhood attribute. The
large Hispanic community can be expected to increase under the No Project
Alternative as well as under the Project alternatives. Larger, international political
forces have spurred the migration of Hispanics to the station environs and Metro Rail
could only modestly influence this trend. '

New retail establishments will probably pay higher cammercial rents, which transiate
to increased sales costs, than existing marginal businesses that would be displaced
during construction or operation. As a result, residents may leave the area to
purchase similar but less expensive services.

Residential displacement is also relatively extensive at the Wilshire/Alvarado
Station. Although more than 200 new housing units are projected for the
Wilshire/Alvarado area under the Metro Rail alternative by the year 2000, this
housing may not be priced low enough for most residents of the station environs.

The Metro Rail induced environmental changes within the Wilshire/Alvarado station
envirans may also cause changes in resident activity patterns. The many Hispanic-
oriented services and facilities are likely to experience increased gemand DECOUSE
Hispanics will cantinue to form a large partion of the population. The services for
the elderly, on the other hand, are likely to experience a decreased demand as the
remaining elderly white population diminishes.

Existing commercial facilities in the station environs may experience a decline in
usage if residents perceive a character change on Alvarado Street and then go
. elsewhere for shopping. This may decrease the high level of pedestrian activity in-
the area but increase bus usage when local residents travel from the area ta reach
autlying commercial facilities.

Natural, as well as Metro Rail induced demographic changes, will result in a large .
station environs population, with sligntly higher incomes and auta ownership rates.

This increase will result fram the large number of middle income residential units
projected within the area. Residents at these units may be non-Hispanic, and this

may slow the demagraphic trend currently identified within the area. '

Direct Long Term Displacement Impacts

The off-street location of the Wilshire/Alvarado Station results in considerable
displacement of commercial establishments and residential units. Station _
construction would require the relocation of an estimated 23 comnercial establish-
ments and 26 residential units. A fire station will also be displaced, however
it will be fumctionally replaced within the station environs.
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V. WILSHIRE/VERMONT STATION ENVIRONS
BASELINE CONDITIONS

Total Population and Ethnic Distribution

The population of the Wilshire/Vermont station environs is very dense and among the
largest of all the Metro Rail station environs.

Table V-1 indicates that the majority of the residents in the Wilshire/Vermont sta-
tion environs are minorities. Hispanics, at 45 percent of the population, are the
largest group. Asians comprise |18 percent of the population, and Blacks five per-
cent. Whites make up 30 percent of the population; and the remaining two percent is
ciassified as other.

TABLE V-I

WILSHIRE/VERMONT STATION EiNViRONS
~ POPULATION BY ETHNICITY!

' _ , Asian and
_Population - - Hispanic - White Black Amer. indian’ Other
24,966 45% 29% 5% 18% 2%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

IPercem‘c{.]es may not add up to 100% due to rounding errors.

Age Structure

The age structure of the Wilshire/Vermont station environs is similar to most of the
other station environs in the Wilshire Boulevard corridor. However, children under
five years of age comprise seven percent of the population, one of the highest per-
centages of any station environ (see Table 1I-2). Thirteen percent of the total popu-
lation are young people between the ages of 5 and 9, again one of the highest percen-
tages among the Metro Rail environs. These lorge percentages of children reflect
the arrival of young families to the Wilshire/Vermont station environs in recent
years. More specifically, key informants reported that the southeast portion of the
station environs has become a "gateway" for immigrant Hispanic families. The
section of the station environs south of Wilshire Boulevard is also an immigrant
center and has a growing Korean community.
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TABLE V-2

WILSHIRE/VERMONT STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-19 20-24  25-34  35-44  45-58 55-64 65+

24,966 7% 13% 4% 26% 2% 8% 7% 3%

Source: Census af Populatian and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

Housenold Type and Size

This station environs has a relatively large average househoid size, 2.0 persons per
household. Even though 52 percent of the environs' 12,284 households are single
person households, a relatively large portion (seven percent of station environs
households) have five or more persons per household. This is also one of the highest
percentages for the Metro Rail station environs. Of the households with members
.under |8, 62 percent consist of married cauples (see Tabie V-3)." As these children
grow, the need for greater space for these families will increase, along with a de-
mand for health, education, and public transit services. '

TABLE V-3

WILSHIRE/VERMONT STATION ENVIRONS
HOUSEHOLD TYPE

Tatal Households Married Male Head Fermale Head
With Members Couple No Spouse MNo Spouse MNonfamily
Under 18 Family Family Family Households
2,123 62% 8% 27% ) 2%

Source: Census of Papulation and Housing, |980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

Elderiy Househaids

Table V-4 indicates that 24 percent of the station environ's households have at least
one eiderly person. Seventy-one percent af thase households, in turn, consist of one
person. Like the other demographic findings, this figure is ane af the highest percen-
tages of senior living alone of all of the station environs.
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TABLE V-4

WILSHIRE/VERMONT STATION ENV!RONS
ELDERLY HOUSEHOLD TYPE

Total
Elderly One Person Family MNonfamily
Households Households Households Households
2,954 71% 26% 3%

Source: Census of Population and Housing, {380.
Census reports STF-l, RI8-55 by Southern California Association of
Governments.

IEicierly refers to residents 65 years and older.

Housing Characteristics

Of the total year round housing units in-the Wilshire/Vermont station environs, the
‘overwhelming majority are occupied by renters. Over 30 percent are renter occu-
pied, far above the average for the Regional Core.

Most of the owner occupied residences are single family homes, and in this station
environs, their median value is $85,000, below the average for the other Wilshire
Boulevard Metro Rail stations. The average contract rent, at $198 in 1980, is also
below the level of other Wilshire Boulevard stations. Continued strong housing
demand can be expected to force rents higher in the future.

One current expression of this housing demand is the incidence of -overcrowding.
Forty-five percent of the jocal residents live in overcrowded dwelling conditions.
This is one of the highest figures for station environs.

Additional Demographic Characteristics

Because of the presence of a large immigrant population in the Wilshire/Vermont
station environs, the number of households with regular access to an automobile is
lower than the Regional Core average. Key informants estimated that 61 percent of
the local residents had regular access to an auto, a figure only slightly higher than
the 55 percent reported in the 1980 census.

Annual income is another indicator of transit dependence. Key informants and local
residents indicated that, on the average, famiiies residing in the Wilshire/Vermont
station environs have incomes of less than $20,000 a year. The 1980 census confirms
this estimate; in 1980, median households income was $11,376 per year and mean
household income was $13,749 per year. The similarity of the mean and median
reflect the homogeneity of the areq, representing weil below average income figures
for the Regional Core.
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TABLE V-5

WILSHIRE/VERMONT STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Qccupied Occupied Vacant!
12,974 92% 3% 5%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

lyacant includes the census categories of Vacant-for-rent, Vacant-for-sale, and
JTIET.

Disabiiity Status of Residents Ages |6 Years and Oider

In the 1980 census, slightly less than six percent of the Wilshire/Vermont station
environs residents aged 16 or older indicated that they had a long term disability
which limited tne kind or amount of work they could perform. Approximately four
percent of the population aged |6 and older found it difficult or impossible to use
public transportation because of a long term health condition. The share of
individuals citing either of these types of disabilities is roughly comparable to the
percentages found in other station environs. Table V-6 summarizes the 980 census -
figures on disabied persons in the Wilshire/Vermont station environs.

TABLE V-6

DISABILITY STATUS OF WILSHIRE/VERMONT
RESIDENTS AGED OLDER THAN 16!

Total
Population Work Disabilit Transit Disability
Number % of gop. Number % of Pop.
21,046 1,195 5.7% 768 3.6%

Source: Census of Population and Housing, 1980.
Data report STF-3, Ri66 by Southern California Association of
Governments. :

| Work disability is only reported for the population aged 16 to 64 because this is
presumed to be the working age by the Bureau of the Census.
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Summary of Existing and Possible Future Demographic Conditions

Hispanics, many of whom ore immigrants, ore the largest ethnic group in the Wil-
shire/Vermont station environs. Their demographic characteristics, as weil as those
of Asian immigronts, probably account for the large averoge household size in the
station environ. Housing dermand, aiready strong, will increase if the neighborhood
continues to be a center for the arrival and settiement of immigrants, Land use dota
compiled by Sedway/Cooke projects both an increased number of housing units and
more intensive use of the existing housing stock by the year 2000. The influx of
young families may shift housing demand toward larger apartments and homes, and
further increase pressure on existing single-family dwelling units.

In addition to a changing age structure, characterized by increasing percentages of
younger residents, the Wiishire/Vermont station environs will continue to experience
a shift in its ethnic composition. Younger, predominantly minority households, will
repiace tne older and deciining white population.

Public Facilities

The public facilities in the Wilshire/Vermont station environs are not extensively
used. There are, however, a large number of churches, as well as four post-secon-
dary schools and trade schools within the stotion environs. A computer school and o
church are located near the station site at Wilshire Boulevard and New Hompshire
Avenue (see Figure V-1). The other facilities are evenly distributed over the station
environs. Two recreation facilities, Shatto Playground and Lafayette Park, are
located in the northern and eastern parts of the station environs, respectively.

Station Neighborhood Quality Indicators

Wilshire/Vermont station environs residents are reported to live in this neighborhood
because of its central location. They have easy access to employment, as well as
other parts of the city. The respondents also repported that other positive com-
munity characteristics are convenient shopping and good public transportation. Both
key informants and respondents stated that residents chose to live in the area be-
cause of its lower rents and proximity to facilities, especialiy recreational ones.

On the negative side, traffic congestion, crime, and poor air quality were ali men-
tioned by respondents as unfavorable characteristics of the station environs. Traffic
data confirms that traffic along Vermont Avenue is moderate to very heavy during
peak hours.

Social Activity Patterns

Use of Local Facilities. According to key informants, experts on the characteristics
of the Wilshire/vermont station environs, residents frequently use Lafayette Park,
which is located east of the station site, for recreation. Shatto Playground, located
three streets north of the station site, is also used, but much less than Lafayette
Park.

The key informants were not, however, exact about the use of most public facilities
in the station environ (see Figure V-1). One key informant believes local residents
spent much of their time at home. This information is consistent with the direct
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observations of The Planning Group, Inc. interviewers. While conducting field work
in the Wilshire/Vermont station environs, they reported little use of existing public
facilities. Probable explanations are residents' lack of information, lack of time, and
a lack of correspondences between services and users.

Travel Patterns. Although the Wilshire/Vermont station environ is well serviced by
eight different bus lines, and although respondents mentioned that residents valued
the station environ's good public transportation, no respondents actuaily used public
transportation. The mode of travel for this sample was eveniy divided between
walking and driving when shopping for food, going to the bank, and eating at restau-
rants. When going to work, most of the respondents drove, presumably because of
the greater distances.

The local thoroughfares typically used by pedestrians are in and around the Wilshire/
Vermont intersection. Respondents who lived north of Wilshire Boulevard preferred
Sixth Street over Wilshire Boulevard for east-west pedestrian access. Those respon-
dents living south of Wilshire Boulevard prefer Seventh and Eighth Streets for east-
west access. Dotn Vermont Avenue and ilew Hampshire Avenue are neavily usecu
north-south pedestrian routes.

The most heavily travelled north-south auto thoroughfares are Vermont, New Hamip-
shire, and Normandie Avenues. Third, Sixth, and Eighth Streets, and of course,
Wilshire Boulevard, are the most heavily travelled east-west thoroughfares. As with
pedestrian traffic, local residents prefer Sixth and Eighth Streets, rather than Wil-
shire Boulevard as an east-west route, Traffic along each of these routes is expecied
to increase significantly by the year 2000.

IMPACT ASSESSMENT

Direct Shart Term Construction lmpacts

The Wilshire/Vermont station will be constructed as an off-street station, primarily
east of Vermont Avenue and north of Wilshire Boulevard. It would be situated adja-
cent to the local branch of the Bank of America. This site decision will reduce
disruptian on surrounding streets. Hawever, cut and cover construction will never-
theless disrupt traffic on Vermont Avenue and will probably restrict north-south
automobile movement to two lanes for a minimum of several months. Traffic may
then spillover to iNew Hampshire Avenue and Berendo Street. According to key
informants, both of these streets currently have heavy pedestrian and automobile
traffic, especialiy at peak hours.

Pedestrian traffic will be disrupted along Vermont Avenue because pedestrians will
be forced to take alternate routes when sidewolks are blocked. This may create
major problems for two special local user groups, the elderly and the handicapped.

A lorge number of dump trucks will be required to remove excavated station debris
from the station site. They, too, will create traffic and noise problems within the
area. For example, queuing space far dump trucks entering and exiting every day
will be required on the muck haul route, Vermont Avenue, both north and south of
the station.



Noise will also be a disruptive factor during the engineering stages of clearing,
excavation, construction, and finishing. The most substantial impacts will occur
during soldier pile drilling. This will last up to three months. Noise may then disrupt
local activity patterns near the Wilshire/Vermont intersection. Both thoroughfares
are now heavily used by pedestrians and automobiles. The extent of acoustic im-
pacts, however, cannot be fully determined until noise limit specifications are writ-
ten into construction contract documents.

Long Term Direct and Indirect Operational impacts

In the Wilshire/Vermont station environs, respondents indicated that residents con-
sider central location to be one of the most important reasons for living in the area.
Metro Rail will increase this centrality by making more sections of the Regional
Core accessible to local residents. In addition, Wilshire/Vermont respondents re-
ported that a second reason for living in the environs was convenient amenities.
Metro Rail will enhonce some amenities by adding retail services to the present
commercial space within the station area. Much of this space will, however, be
marketed toward office employees who work in the arec, ond not toward iocc! resi-
dents.

Respondents ailso noted that residents consider good public surface transportation to
be an important neighborhood attribute. As a result of Metro Rail, bus service may
be slowed, especially during peak hours, if commuters attempt to reach the station
by their cars. Additional congestion may be caused by an increased number of
residents, shoppers, and employees in the area. ‘ ' )

Increase in traffic congestion can be expected among both major and minor streets,
especiaily those near the station site. Under the No Project Alternative congestion
may also increase, but it would be less extensive. '

A characteristic of the emvirons which was not cited during interviews

by residents, but which may be impacted, is the residential nature of thc? station
area. Under the Metro Rail scenario, year 2000 residential development is projected
to exceed the No Project Altermative by 2,230 units. Major office'deve]..oment will
also affect residents living in the station environs. The new residential .
wiits will probably be marketed to wealthier individuals than those now living in ..
moving to the station environs. The net result would be a median incame higher
than both the current level and higher than the No Project Alternative/non-Metro

Rail scemario.

Changes in land use may also force the present activity patterns of residents to
change. For example, a growth in population density will result in a higher utiliza-
tion of public facilities ond commercial services within the station environs. This
trend will be enhanced if iocal services and facilities are augmented to serve the
needs and numbers of existing and future residents. As a result of both processes,
pedestrian activity may increase, with a corresponding decrease in the use of bus and
autos by local residents. Future pedestrian patterns will, however, also depend on
the character of the -anticipated new retail shops. At present, each local shopping
street has a different character, each of which corresponds to adjacent ethnic or
income groups. New community retail space along Sixth Street and Wilshire Boule-
vard is likely to be oriented toward the new, higher income residents likely with this
area. Olympic Boulevard, however, will probably retain its Asian character (i.e.,
Koreatown), though Metro Rail may be a catalyst in this area for development
oriented towards consumers with higher incomes. In this case, the new consumers .
may be wealthier Asians.
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Demographic trends which may result from Metro Rail inciude an increase in the
number and ownership rate of automobiles. These changes will stem from the growth
of population and fomily incomes. The percentage of eiderly can be expected to
decline with or without Metro Rail when the existing, largely white, senior populo-
tion either "passes away" or moves from the area.

Direct Long Term Displacement Impacts

Twelve commercial units are projected to be displaced. These
include restaurant, retail and office uses as well as commercial

and public parking lots.
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VI. WILSHIRE/NORMANDIE STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The Wilshire/Normandie station environs contains the second largest population
among Metro Rail station environs. It has medium and high density multiple-family
dwellings on both sides of Wilshire Boulevard typical of the Wilshire Corridor west of
the downtown.

The ethnic composition of the station environs is similar to adjacent Metro Rail
station environs. As one travels west along Wilshire Boulevard, the Hispanic
population decreases and the white population increases. Hispanics and whites
comprise nearly equal percentages of the station environs population, about 30
percent each (see Tabie Vi-1).

TABLE VI-!

WILSHIRE/NORMANDIE STATION ENVIRONS
POPULATION BY ETHNICITY

Asian and
Population Hispanic White Black Amer. Indian Other
33,575 30% 32% 10% 25% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Association of
Governments.

lF’ercc:m‘c:ges may not add up to 100% due to rounding errors.

Key informants confirmed this census data and reported that the area is ethnically
mixed, with slightly more whites living in the area north of Wilshire Boulevard, and
Hispanics and Asians living south of Wilshire Boulevard. In addition, the
Wilshire/Normandie station environs has the largest number of Asians and Pacific
islanders of any station environs. Most of this population is Korean, and a large
portion of Koreatown is contained within the station environs, particularly from
Eighth Street south. The remainder is primarily Japanese, Chinese, and Filipino.
These four groups comprise 2| percent of the population.

Age Structure

Age structure resembles the patterns of the other Metro Rail stations west of the
downtown on Wilshire Boulevard. However, the percentage of children and youth
(i.e., 0-19 years of age) is high (I8 percent) when compared to most other station
environs; the percentoge of elderly is low (13 percent).
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TABLE VI-2

WILSHIRE/NORMANDIE STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-12 20-25  25-34  35-44  45-54  55-64 65+

33,575 6% 12% 14% 27% 2% 8% 8% 13%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RIi8-55 by Southern California Association of
Governments.

The large youth population can be attributed to the increase of school age Hispanics
and Asians in the Wilshire subregion. While white and black schooi enrollment has
declined in the last decade, Hispanic elementary, junior high, and senior high school
enrollment grew by at least 100 percent in this station environs. Asian publiic school
enrollment grew 85 percent between {970 and 1980. )

Age breakdown by ethnicity indicates that 30 percent of the white population is over

Gfeyeors of age. The minority populations are generally younger, with less than five
percent of the Biack, Hispanic, and Asian population over 65 years of age. Only five
percent of the white category is 17 years or younger, versus 25 percent for Hispanics
and |9 percent for Asians.

Household Type and Size

The Wiishire/Normandie station environs has 17,475 households, with an average of
1.9 persons per household. Six percent are large households (five or more members)
and 17 percent of the households have members under 18 years old. These figures
are large in comparison to other station environs. There is also a large percentage of
single, female-headed families; they comprise 26 percent of the station environs'
households.

Elderly Households

Approximately 20 percent of the station environs' households are elderly, nearly
double the percentage found in the general population. This disparity occurs because
68 percent of the area's seniors live in one person households, much higher than the
general population. Few seniors live in extended families or group situations; only 30
percent of the area's senior househoids are family households.
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TABLE VI-3

WILSHIRE/NORMANDIE STATION ENVIRONS
HOUSEHOLD TYPE

Total Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under 18 Family Family Family Households
2,927 64% 8% 26% 2%

Source: Census of Population and Housing, |19380.
Census reports STF-I, RI8-55 by Southern California Association of
Governments.

TABLE Vi-4

WILSHIRE /NORMANDIE STATION ENVIRONS
ELDERLY HOUSEHOLD TYPE

Total
Elderly One Person Family Nonfamily
Households Households Households Households
3,597 68% 29% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-I, RI8-55 by Southern California Association of
Governments.

tElderl)f refers to residents 65 years and older.

Housing Characteristics

The Wilshire/Normandie station environs consists primarily of multiple family
dweilings and over 90 percent of the units are renter occupied. Very few units 3
percent) are owner occypied, an expression of the scarcity of single family dwellings
in the area. In general there is a gradient of increasing home values from this
station west to the Fairfax/Beveriy station environs.
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TABLE VI-5

WILSHIRE/NORMANDIE STATION EINVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner I
Units Occupied Occupied Vacant
18,444 92% 3% 5%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Association of
Governments.

l\Vacant includes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.

Median contract rent statistics exhibit a similar pattern, increasing as one moves
westward. The rents of Wilshire/Normandie station environs at $230 are midway
between those of the Wilshire/Vermont and Wilshire/Western station environs.
Median owner occupied value is $102,600. '

As rents and owner occupied median home values increase as one moves west along
Wilshire Boulevard, the overcrowding rate decreases. At Wilshire/Normandie the
overcrowding rate is high, with neariy 40 percent of the local population living in
overcrowded units.

Disability Status of Residents Aged 16 Years and Oldér

Approximately 5.9 percent of the residents 16 years of age and older reported a long
term health condition limiting the kind or amount of work they were able to
perform. A relatively small portion of this population reported difficulty or inability
to use public transit due to a long term physical or mental health problem.

Additional Demographic Characteristics

Key informants report that family income levels within the Wilshire/Normandie
station environs are above $20,000 north of Wilshire Boulevard and below $20,000
south of Wilshire Boulevard. The [980 census reports median annual family income
as $15,439. If a higher income group exists north of Wilshire Boulevard, the census
data suggest that either the group is small or that the differential between the
northern and southern regions is not as great as the informants suggested. This is
because the presence of a small, high income group should significantly buoy up the
mean in this station environs. Yet, the mean is only 25 percent higher than the
median.
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TABLE VI-6

DISABILITY STATUS OF WILSHIRE/NORMANDIEL
RESIDENTS AGED OLDER THAN |6l

Total
Population Work Disability Transit Disability
Number % of Pop. Number % of Pop.
33,575 1,704 3.9% 96| 3.3%

Source: Census of Population and Housing, |280.
Data report STF-3, RI166 by Southern California Association of
Governments.

! work disability is only reported for the population aged 16 to 64 because this is
presumed 1o be the working age by the Bureau of the Census.

Key informants also commented that the area has a high rate of auto ownership.
They observed, consistent. with the previous discussion on income, that the auto
.ownership rate of the wealthier area north of Wilshire Boulevard is probably higher
than the lower income areo south of Wilshire Boulevard., Overall, the 1980 census
reports that roughly 62 percent of the households have regular access to an
automobile. .

Summary of Existing and Possible Future Demographic Conditions

The Wilshire/Normandie station environs is an ethnically diverse area of multiple
family dwellings. The area exhibits trends similar to other eastern Wilshire Corridor
station environs. It has a large number of young people and a low number of
elderly. A high proportion of the area's families live in overcrowded dwelling units.
North of Wilshire Boulevard, the population tends to be white; Hispanics ond Asians
tend to live in the southern section where rents are cheaper or where Koreatown
begins, south of Eighth Street. Both Hispanics and Asians hove a lorge youth
populotion, many of whom, according to key informants, have entered the station
environs within the last decade. These recent immigrants are likely to live in the
most overcrowded dwelling units.

Koreatown is a relatively recent phenomenon. Its major commercial areas are along
Eighth Street and Olympic Boulevard. Asians living within this station environs tend
to concentrate close to these streets, with a minority of Asians living north of
Wilshire Boulevard. The growth of this Asian community is also reflected in
increases in elementary school enroliment.

These demographic trends are likely to continue for the next several decades. The
southern section of the station environs will see an increasing Asian population, and
this in turn will foster a large number of ethnic oriented businesses. This growing
population will also present additional demand for housing. But, since little new
housing is now being built in this areq, overcrowding, rent and housing prices will
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increase. Sedway/Cooke land use data projects that approximately 250 new dwelling
units will be added ta the area's housing stock, and about 1,500 new residents will
mave into the station envirans by the year 2000 without Metro Rail, This new
housing may ultimately help affset the crawding that is expected to appear in the
intervening period.

Though Wiishire Boulevard will continue to be a regional emplayment center, Sixth
Street may benefit from a moderate additional amount of new commercial
establishments catering to an increasing percentage of minority residents.

Public Facilities

The Wilshire/Normandie station environs is well served by a variety af public
facilities (see Figure VI-1). The station environs has two post-secandary educational
institutions, a post office, a telephone office, a library and several social and
recreational facilities. These facilities are dispersed throughout the station environs
and one of them is located near the proposed station site. There are a large number
of local churches, whicn,.according to informants, serve people iiving botn insige ana
outside the area.

Station Neighborhood Quality Indicators

Residents of the Wilshire/Normandie station environs wha were interviewed reported
they liked living in this neighborhood because of convenient shopping, good transit,
and proximity to employment centers. In generai, both residents and key informants -
agreed that the area is centrally located. Other qualities mentioned by residents
include good restaurants and neighbors, as well as an urban feel to tne
neighborhood. Few negative characteristics were mentioned other than crime, which
was a major concern of respondents.

Social Activity Patterns

Use of Local Facilities. According to key informants and resident interviews,
residents use the many local services and facilities. Many residents work within the
station environs or a short distance from it and mainly leave the area ta eat in
restaurants, ta meet with friends and relatives, or to shop in large department
stares.

Travel Patterns. Interviewed residents mainly walked to Wilshire Boulevard to
Gccess facilities and services. For shopping and buses to downtown or the ocean they
walked to Wilshire Boulevard, Vermont Avenue, or Western Avenue. North and south
pedestrian access to Sixth and Eighth Streets was obtained via Normandie Avenve.

Residents who drive mostly used local streets to both access services and facilities
and to avoid the main thoroughfares. To leave the area to downtown or the west
side, drivers used Wilshire Boulevard or Sixth Street. They used Normandie Avenue
to access the freeway.

The bus routes most frequently used by interviewed residents were along Wilshire
Boulevard. These bus lines were, in turn, used to access north-south rautes, Typical
reasons for using the buses were proximity to bus stops and frequent headways.

Interviewed residents walked, drove or took buses with approximate equal
frequency. Many elderly residents often walked up to one-half mile to reach social
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services, despite the availability of bus connections. This is probably due to cost,
time lost in waiting for buses, and the urban ambience of the neighborhood that
makes walking a pleasant experience.

IMPACT ASSESSMENT

Direct Short Term Construction Impacts

The Wilshire/Normandie station environs may experience both a disruption of
community life and diminished access to local facilities as a result of Metro Rail
construction activities along Wilshire Boulevard between Normandie and Ardmore
Avenue.

Diminished access to local facilities will result from both the physical and
psvchological barriers presented by construction. Sidewalks may be closed as soldier
piles are drilled and decking is built at the construction site. Sidewalks along botn
the north and sauth sides of Wilshire Boulevard may be affected, though not
simultaneously. Constructian will affect local accessibility and disrupt the flow of
pedestrians along Wilshire Boulevard.

Disruption of community life may come in two farms, noise and traffic congestion.
Noise will increase during construction, with the largest noise impacts occurring
. during the drilling or driving of the soldier piles. This phase could last up to three
months. This would affect the area immediately surrounding the Wilshire/Normandie
intersection and negatively impact the senior facility at 616 South Normandie, as
well as other adjacent buildings. During this construction phase, noise will probably.
be heard throughout the station environs. Vibration will alsa be a factor adjacent to
structures if piles are driven rather than drilled. The exact extent of acoustic and
vibration impacts cannot be determined until naise limit specifications are written
into construction contract documents.

The second type af disruption to community life will be traffic congestian. Because
most canstruction phases will probably reduce Wilshire Boulevard to three lones,
traffic is likely to be diverted onto local neighborhood streets. (n addition, the
removal of excavated station debris may create severe traffic and noise prablems.
Queuing will be required along Wilshire Boulevard, with freeway access gained via
Vermont Avenue. !n an east-west direction, construction and dump truck queuing
requirements are likely to shift Wilshire Boulevard traffic to Sixth and Eighth
Streets. This diversion of traffic to neighborhood streets will decrease the safety of
these well-used pedestrian streets, and potentially impact the eiderly and yauth
populations of the Wiishire/Normandie station environs.

Long Term Direct and Indirect Operational Impacts

Subjectively, Wilshire/Normandie residents enjoy living in the area for a variety of
reasons. Residents enjoy the central location af the station area as do most
residents of Wilshire Boulevard corridor stations. Metro Rail will enhance this
centrality by making more sections of the city accessible to local residents,
especially those dependent on transit.

Residents also enjoy the convenient amenities of the station environs. Metro Rail
will probably reinforce some amenities within the station area thraugh major
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additions of office and retail space. Major regional and community retail projects
will promote infill and increase density within the station area. Sixth and Eighth
Streets will probably become more intensely used, community-oriented commercial
streets, while Wilshire Boulevard will continue its regional orientation. Some locally
oriented shops or services may be lost in this transition, however.

Good public surface transportation is also considered an important attribute of the
station environs. With little or no improvement in traffic congestion buses will be
slowed in the Wilshire Corridor. Those dependent on surface transportation,
especially for north or south destinations will continue to receive inadequate transit
service.

The activity patterns of residents may also change as a result of the relatively large
addition of new commercial building to the station area. Pedestrian activity will
increase as residents will probably find less need to leave the area for shopping and
facilities. Their use of buses and autos may then decline.

Demographicaily, Ivetrs Rail will accelerate the population increases projecied i
the station area under the No Project Alternative. Although many new residential
units will appear, they are likely to be oriented to new residents with middie or upper
incomes. As a result, the median income and the rate of auto ownership may then
increase within the station environ.

The minority population, especially Koreans, will continue to increase under both the
No Project and Metro Rail alternatives, although the rate of increase may be siowea .

. if Metro Rail Induced development is oriented toward middle and upper income

residents. The elderly population, which is now mainly white, is projected to
decline. Metro Rail is unlikely to slow this trend, and may, in fact, accelerate it.

Direct Long Term Displacement Impacts

It is estimated that no direct displacements will be necessary
for construction of the Wilshire/Normandie statiom.
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Vil WILSHIRE/WESTERN STATION ENVIRONS

i

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The total population of the Wilshire/Western station environs is the third largest of
all the station environs. This resuits in a large, dense population, similar to the
station environs located to the east. The ethnic distribution of the Wilshire/Western
station environs is diverse and similar to the general Mid-Wilshire area. Whites
comprise 35 percent of the total population, followed by Asians with 22 percent and
Hispanics with 25 percent of the total population. Blacks are the smallest
racial/ethnic group and comprise |4 percent of the station environs population.
However, this is the third highest percentage of Blacks of all the station environs.
The Wilshire/Western station environs can be seen as a transition area: to the east
of Western Avenue, the majority of the popuiation is composed of minorities ana
immigrants; to the west of Western Avenue, a majority of the population consists of
whites, a small fraction of whom are newcomers to the United States.

The largely minority populated neighborhoods east of Western Avenue are
characterized by a high percentage of children under five, a smali elderly population
that is mostly white, and a large population of young people between the ages of 5
.and' 19. These stafion environs are also chdracterized by large households and a high -

incidence of overcrowding.

TABLE VIi-}

WILSHIRE/WESTERN STATION ENV,RONS
POPULATION BY ETHNICITY

Asian and
Population Hispanic White Black Amer. Indian Other
roputaiion nispanic hiie EIOC
14,472 35% 22% 14% 25% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Association of
Governments.

IPert:en‘lqges may not add up to {00% due to rounding errors.

Age Structure

The age structure of the Wilshire/Western station environs supports the above
observation that the percentage of children under five (i.e., six percent) drops
significantly from the high percentages in the three station environs fo the east (see
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Table 1i-2). To the west of the station environs, along the Wilshire Boulevard
corridor, the percentage of children under five continues to decrease. The age group
from five to 19 also drops to || percent, iower than the three previous station
environs on the Wilshire Corridor. According to the 1980 census, 44 percent of the
males 15 years and older are singte. The Wilshire/Western station environs has the
jowest percentage of elderly of all of the station environs along the Wiishire
Corridor. The elderly population, however, still accounts for 12 percent of the total
population.

TABLE V1I-2

WILSHIRE/WESTERN STATION ENVIRONS
AGE STRUCTURE

Population 0-4 -9 20-24  25-34  33-44  43-34  35-64 65+

14,472 60 Ll . i3% 25% lemw S0 & 1350

Source: Census of Population and Housing, 1280.
Census reports STF-1, RIB-55 by Southern California Association of
Governments. . .

Household T ype dnd Size

In the Wilshire/Western station environs reside |5,37] households. The household
density at |.9 persons per household is lower than the station environs east of
Western along Wilshire Boulevard, and higher than the station environs west of
Western along the corrideor.

Households with members under |8 years of age comprise |7 percent of the total
station environs households. This, too, is lower thon the station environs east of
Western Avenue along the Wilshire Corridor. This supports the analysis that many in
the 20 to 34 age group are single adults. Also, 52 percent of the total households are
single person households. Compared to other station environs, this is a relatively
high percentage.

Overcrowding in the Wilshire/Western station enviorns again reflects the
geographically intermediate nature of the area. Five percent of the households have

five persons or more. This is lower than the station environs east of Western Avenue
but higher than the station environs west of Western Avenue from the downtown to

the Hollywood Cahuenga station envirens.

Elder|y Households

The percentage of senior households in this station environs is among the lowest
along the Metro Rail route. Of these elderly households, 62 percent are single person
househoids. This finding particily accounts for the iarge percentage of one person
households in the Wilshire/Western station environs.
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TABLE VIi-3

WILSHIRE/WESTERN STATION ENVIRONS
HOUSEHOLD TYPE

Total Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under I8 Famiiy Family Family Householas
2,591 66% 8% 25% 2%

Source: Census of Population and Housing, 1280.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

TABLE VIi-4

WILSHIRE/WESTERN STATION ENV \RONS
ELDERLY HOUSEHOLD TYPE

Total
Elderly One Person Farmily Nonfarnily
Households Households Househoids Households

3,004 62% 34% 4%

Source: Census of Population and Housing, 1980.
Census reports STF-i, RI8-55 by Southern California Association of
Governments.

lElderly refers to residents 65 years and older.

Housing Characteristics

Of the total year round housing units, 89 percent are renter occupied. However, the
percentage of owner occupied units is twice the percentage of owner occupancy in
the three station environs to the east. Both the median home vaiue ($124,500) and
median contract rent (5247) are higher at the Wilshire/Western station environs than
at Normandie, Vermont, and Alvarado. Overcrowding, although high ot 33 percent of
the population, is lower than at the three station environs east of Western Avenue.
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TABLE VIi-5

WILSHIRE/WESTERN STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner |
Units Occupied Occupied Vacant
16,178 89% 6% 5%

Source: Census of Population and Housing, |980.
Census reports STF-i, Ri18-35 by Southern California Association of
Governments.

lvacant includes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.

Additional Demographic Characteristics

Most Asians and Hispanics reside on the south side of Wilshire Boulevard. However; = .

according to the key informants and local residents, the Asian community, which is
largely Korean, seems to be moving to north of Wiishire Boulevard, in the area
between Manhattan and Oxford Avenues. Hispanic residents also seem to be moving
north of Wilshire, but primarily in the eastern portion of the station environs.

Key informants were not in agreement regarding the income level of the
neighborhood. Two infermants indicated that the median family income was greater
than $20,000, while two indicated that it was less than $20,000. According to 1980
census data the Western/Wilshire environs had an annual median family income of
$16,010; the annual mean family income was $18,423. This data, coupled with the
information derived from the neighborhood survey, suggest a very wide dispersion of
income levels.

The percentage of persons with regular access to an automobile in the
Wilshire/Western station environs is aiso higher than the lower income neighborhoods
to the east. The 1980 census reports a vehicle access rate of 70 percent in the
Wilshire/Western station environs. The auto ownership rate upholds the correlation
between income and vehicle access which we have noted throughout our study.

Disability Status of Residents Aged 16 Years and Older

Just over 6.5 percent of the station environs residents reported that they were
limited in the kind or amount of work that they could perform because of a long term
health problem. A smailer percentage of the residents cited a disability which made
the use of public transit difficult or impossible.
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TABLE Vii-é

DISABILITY STATUS OF WILSHIRE/WESTERIN
RESIDENTS AGED OLDER THAN 16!

Total
Population Work Disability Transit Disability
Number % of Pop. Mumber % of Fop.
25,306 1,681 6.6% 1,053 4.2%

Source: Census of Population and Housing, [980.
Data report STF-3, RI66 by Southern Catifornia Association of
Goveraments.

]Work disability is only reported for the population aged 16 to 64 because this is
presumed to be the working age by the Bureou of the Census.

Summary of Existing and Possible Future Demographic Conditions

The Wilshire/Western station -environs represents a.zone of transition between the -
largely minority neighborhoods east of Western Avenue and the white neighborhoods
west of Western Avenue along the Wilshire Corridor. The total population of the
Wilshire/Western station environs is among the highest of all the station environs,
with a large portion between the ages of 20 and 34. Over half of all househoids are
composed of one person, reflecting the large, young, single adult population. The
lower percentages of children and elderly in the Wilshire/Western station environs
supports this observation. This trend will probably continue into the near future, as
young professional adults move into the area. The Asian population, primarily
Korean, has also increased dramatically in recent years. Residing primarily south of
Wilshire Boulevard, they have begun to move north. These factors, combined with
the increased demand for housing will put pressure on existing housing and apartment
prices. Some seniors living on fixed incomes and lower income households may then
be priced out of the local market.

The Wilshire/Western station environs witl probably remain a transition area, acting
as a buffer between the less affluent eastern portion of the Wilshire Corridor and the
more affluent western portion. Social and economic forces which reinforce this
trend include: (l) previous housing deveiopments have provided muitiple dwelling
units, which for the most part, end at Wilton Place, and high cost singie family
dwelling units which appear west of Wilton Place; (2) several neighborhood
organizations west of Wilton Place have worked with city officials to preserve the
low density, residential character of the neighborhood; (3) Metro Rail may spur
elevated housing prices and attract higher income groups to the station
neighborhood.
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Public Facilities

There are few public facilities or services in this station environs (see Figure Vii-1).
Most are either churches or schools. The schoois are dispersed over the entire area.
A social security office on Wilshire Boulevard is located near the proposed station
site.

Station Neighborhood Quality Indicators

The Wilshire/Western station environs residents iike to live in this neighborhood
because of its central location and proximity to employment and other nearby
activity centers, specifically the downtown, Hollywood, and Fairfax area. The key
informants and local residents interviewed also liked living in this neighborhood
because of its convenient shopping, good public transportation, and the presence of
friends and neighbors. However, traffic congestion, poor air quality, and crime were
seen as the negative qualities of the neighborhood.

Social Activity Patterns

Use of Local Facilities. Residents living within four blocks of the station tocation
who were intereviewed did not usuaily frequent local facilities near the station site
other than the churches on Wilshire Boulevard and the social security office used
primarily by the local elderly. '

Tr_clvel: Potfér.n's'. Local residents said- they enjoyed living in this neighborhood '

Because of good public fransportation, however, none of thase interviewed regularly
took the bus. Few local residents reported that they walked to facilities and services
in the station area. '

According to key informants, Western Avenuve and Wilshire Boulevard are major
pedestrion thoroughfares. Another major pedestrian thoroughfare is Sixth Street.
L ocal residents mentioned Seventh Street as a pedestrian access route to Western
Avenue. Both the key informants and local residents indicated that Western Avenue,
Wilshire Boulevard, Saint Andrews Place, Eighth Street, Wilton Place, and Normandie
Avenue are heavily used by automobilies. :

Bus patrons are serviced by six lines which traverse the station environs. Mmajor bus
lines run east-west along Third Street, Sixth Street, Wilshire Boulevard, and Eighth
Street. Ail appear to be heavily used. There are also major bus lines running north-
south on Normandie Avenue, Western Avenue, and Wilton Place. They, too, appear
to be heavily used.

IMPACT ASSESSMENT

Direct Short Term Construction impacts

Disruption will be significant during the cut and cover construction period, with
physical and psychological barriers generated for pedestrians, particularly along
Wilshire Boulevard. Sidewalks may be closed as soldier piles are drilled and decking
is built within the construction area. Seniors and other users of the facilities
adjacent to the construction area may experience mobility difficuities. Access to
the social security office situated near the southwest corner of the Wilshire/Western
intersection may be impaired.
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The requirement for entering ond exiting dump trucks to remove excavated station
debris will create traffic and noise problems. Queving will be required, with Wilshire
Boulevard or Western Avenue the most likely streets to be used. Freeway access will
be gained vic Western Avenve, although traffic may be impeded along both major
streets. East-west troffic may be diverted to Sixth, Seventh, and Eighth Streets
becouse Wilshire Boulevard will prabably be reduced to three lanes. These
thoroughfares were identified earlier by key informants and local residents as being
frequently used by the local population. Therefare, congestion will most likely
increase in and around the station site area. This location is already heavily used by
autos, pedestrians, and buses.

Noise will also be a disruptive foctor to the local community during the construction

period, with impacts resulting from clearing, excavation, construction, and finishing
acitivities. The most severe impacts will occur during soldier pile drilling ond may

last up to three months. Noise may couse residents to avoid much of the area ond

may disrupt local activity patterns along Wilshire Boulevard and Narmandie Avenue

for the duration of the construction period. However, the extent of acoustic impacts l
cannot be scientifically determined until naise limit specifications are written into
construction contract documents.

Long Term Direct and Indirect Operational Impacts _ [

"According to the market studies performed os part of the Metro Rail impact

“onalysis, considerable new. retail development will’ be' stimulated in the station ‘
environs. Metro Rail will became o catalyst for community serving development
‘which is highly valued by the local residents. The No Project Alternative offers

{ittle improvement fram the present situation.

Public transportation, presently considered good, will imprave with the addition of
Metro Rail. However, for those preferring buses or relying on them, traffic
congestion may increase at peak hours as riders attempt to access Metro Rail or the
new regional shopping in the station area. This additianal traffic will probably slow
bus movement and create barriers for pedestrians attempting to reach local facilities
and services. This congestion will also create barriers to cammunity sacializing,
another important neighborhood characteristic. These social patterns, as well as the
underiying demographic patterns, may also change if land velues show signiticani
increases. As rents and home values increase, present residents may be gradually
displaced.

Currently community behavior patterns show fregquent use of local
churches and some public facilities. Metro Rail is unlikely to
change these patterns, though overall utilization may increase

due to the addition of new residents to the station environs by

the year 2000. This will alter some activity patterns of local
residents. The area will become a physically denser urban -
environment and the population increase may become a catalyst

for the introduction of new amenities.

The station environs is likely to remain o geographic transitional zZone, though i1s
increasing land values may spur middie and upper income residential development.
Low income groups, especially Hispanics and Asians, may then be pushed from the
environs. New dwelling units are likely to be too expensive for low income
residents. Therefore, the arec may become attractive to young couples or single
prafessionals searching for a central urban location. Asians, primarily Koreans, and
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Latinos who can afford potentially higher housing prices will continue to migrate to
the station environs. For the former, the area will probably continue to be o center
of first settlement.

Direct Long Term Displacement Impacts

Displacement at the Wilshire/Western station site includes two retail establishments
on the northeast corner of Wilshire Boulevard. One of these is Thrifty's, a variety-
drugstore heavily patronized by area residents. The other store is a chocolateer. An
estimated 36 employees would be affected. No residences or services/facilities are
to be displaced.
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Vill. WILSHIRE/CRENSHAW STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

Whites comprise the largest census category with 45 percent of the population.
Asions are the largest ethnic minority group in the station environs with
approximately 23 percent of the station environs population, foliowed by Hispanics at
17 percent, and Blacks at 12 percent.

Despite the ethnic diversity of the station environs, the major ethnic groups are
geographically distinct. The large Asian population resides primarily south of
Witshire Boolesars, Rezently, the Asiza community has begun to move nort c¢f
Wilshire, but only in the eastern portion of the station environs. Hispanics and
Blacks are concentrated primarily in the eastern and southern portions of the station
environs. Whites reside primarily in the western and, in particutar, the northwestern
portion of the station environs.

" TABLE Vili-1

WILSHIRE/CRENSHAW STATION ENVIRONS
POPULATIONBY ETHNICITY

: Asian and
Popuiation Hispanic White Black Amer, Indion Other
14,472 45% 17% 12% 23% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-t, Ri8-55 by Southern California Association of
Governments.

lPercenfc:lges may not add up to {00% due to rounding errors.

Age Structure

Children and young adults, those between the ages of 0 to |9, comprise |7 percent of
the total population. The elderly comprise |7 percent of the local population. The
changing ethnic composition of the eastern portion of the station environs is
indicated by the iarge percentage of children (84 percent) who are members of
minority groups. This contrast to the farge population (8| percent) of whites who
comprise the eiderly population.
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TABLE VIlI-2

WILSHIRE/CRENSHAW STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-19 20-24  25-34  35-44  B5-54  55-64 65+

14,472 5% 12% 10% 23% 12% 10% I 1% 17%

Source: Census of Population and Housing, |980.
Census reports STF-I, RI8-55 by Southern California Association of
Governments.

Housenold Type and Size

Approximately |7 percent of the 7,329 households have members under the age of
I8, Of these households, é9 percent are married couple households, the highest
proportion of married couple households along the Wilshire Corridor. This statistic
reflacts the large percentage of single family homes which characterize the western
portion of the station environs. The eastern portion is dominated by apartment
buildings, ‘where most of the ethnic minorities reside; The infiux.of young members

. “of ethnic minority families to the Wilshire/Crenshaw station environs has tended to

increase household size. Six percent of the households in the station environs have
five persons or more. Excluding the downtown stations, this is the second highest
proportion of households with five or more people along the Wilshire Corridor. Along
with increased household size, key informants report that the eastern portion of the
" station environs has had increasing numbers of households. The overall household
size in the station environs is 2.0 persons per household.

TABLE VIli-3

WILSHIRE/CRENSHAW STATION ENVIRONS
HOUSEHOLD TYPE

T otal Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under 18 Famiiy Family Family Households
7,329 68% 5% 25% 2%

Source: Census of Population and Housing, 1980.
Census reports STF-1, Ri8-55 by Southern California Association of
Governments.
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Elderly Households

Approximately 28 percent of the local households have at least one senior citizen.
Of these elderly households, the majority (57 percent) are one person househoids.
Since the eiderly tend to be one of the most transit dependent groups in urban areas,
a large proportion of seniors living alone increases transit demand within a station
environs. Forty percent of the local elderly at this station environs either |ive with
their spouses or with reiatives. This is much higher than the elderly family
households found in station environs east of Crenshaw Boulevard, and it is
comparable to the stations west of Crenshaw Boulevard along Wilshire Boulevard.

TABLE VIII-&4

WILSHIRE/CRENSHAW STATION ENYIROINS
ELDERLY HOUSEHOLD TYPE

Total
Elderly One Person Family Nonfamily
Househoids Households Households Househoids
2,020 57% 40% 4%

Source: Census of Pobulatioﬁ and Hou;;ing, 1980. : _ _
Census reports STF«l, RI8-55 by Southern California Association of
Governments.

IElderi)r refers to residents 65 years and older.

Housing Characteristics

The total number of year round housing units in the station environs is dramatically
less than that of the station environs to the east along the Wiishire Boulevard
corridor, and it is slightly higher than the year round nousing unit totals for the
station environs to the west along the same corridor. Approximately ten percent of
the units are owner occupied, a marked increase from the station environs to the
east. The overwheiming majority of residents, however, rent (84 percent). Twenty-
four (24) percent of the popuiation live in househoids with 1.0l or more persons per
room. Although this proportion is significantly high and comparable to the propor-
tions in the station environs east of Crenshaw Boulevard, overcrowding is primarily
concenirated in the southern and eastern portions of the station environs, where
most of the ethnic minorities reside. Median owner occupied value ($146,300) and
median contract rent ($239) are higher than found further east along the Wilshire
Corridor. :
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TABLE VIII-5

WILSHIRE/CRENSHAW STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacant!
98% 84% 10% 4%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI18-55 by Southern California Association of
Governments.

'Vacant includes the census categories of Vecant-for-rent, Vacgit-for-sz.z, ane
Other. : -

Disability Status of Residents Aged |6 Years and Older

In the Wilshire/Crenshaw station environs an average proportion of residents aged 16 .
years or older reported that a long term health condition limited their ability to work
or ‘'use public transportation. Approximately 6.7 percent of the residents aged 16 and - '
over cited a work -disability, and . approximately 5 percent noted a public
transportation disability in the | 980 census.

TABLE VilI-6

DISABILITY STATUS OF WILSHIRE/CRENSHAW
RESIDENTS AGED OLDER THAN 16!

Total
Population Work Disability Transit Disability
Number % of op. Number % of Fop.
12,792 860 6.7% 650 S.1%

Source: Census of Population and Housing, 1980.
Data report STF-3, RI66 by Southern California Association of
Governments.

{ Work disability is only reported for the population aged |6 to &4 because this is
presumed to be the working age by the Bureau of the Census.
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Additional Demographic Characteristics

The median annuai family income for the Wilshire/Crenshaw station environs is
518,874, higher than the station environs to the east. Key informants agreed that
the average income of residents is greater than $20,000. This perception, however,
only reflects the income for the area's white popuiation. Recent census data
indicates the average income to be $29,725, weil above the median income leve! for

the entire station environs.

Both key informants and local respondents reported that the majority of residents
had at least ‘one automobile available to them. However, this survey data is skewed
towards the wealthier areas in the northwestern portion of the station environs
because recent census data reveais that 26 percent of the households have no
automobile avaiiablie.

Summary of Existing and Possible Future Demographic Conditions

Despite the area’s etnnic diversity, it is geographicaily segregaies. Tre €l
distribution for the area shows that the majority of the residents are minorities
residing in the eastern portion of the station environs. The average income levels
are lower in this portion of the station environs, and residents rent their dwellings.
The western portion, however, is composed of predominantly white, upper income
individuals. Single family homes and duplexes, not apartment houses, characterize
this area.

In general, the number of households found in. Wilshire/Crenshaw station environs is
relatively low and aimost one-third consist of senior citizens. Over half of these
seniors live alone. The ethnic composition of the eastern portion of the station is
changing as the eiderly, who are primarily white, are replaced by younger Asians and
Hispanics. These demographic trends will continue whether or not the ivietro Rail
station is built in the Wilshire/Crenshaw area.

Public Facilities

The majority of public facilities and services in the Wilshire/Crenshaw station
environs are churches and cultural centers/fraternal organizations (see Figure
Vill-1). The environs include seven public/institutional facilities, |l social/culturs’
facilities, one health facility, and two park/recreation areas.

Station Neighborhood Guality indicator

The local residents who were interviewed liked this neighborhood because of its sense
of community and its stability. Many of the residents have lived in the station
environs for many years and, because of their lengthy residence, a tightly knit
community exists for the older and wealthier whites who reside near the proposed
station site.

The neighborhood's central location and proximity to activity centers in the Regional
Core, convenient shopping, and easy access to social services were noted by residents
as attributes of this area. Key informants and respondents also cansidered the high
property values and the affluence of the northwest portion of the neighborhood ta be
important.
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Social Activity Patterns

Use of Local Faocilities. Several churches within the station environs are used by the
Tocal residents. Los Angeles High School is heavily attended by immigrants,
primarily Asians and Hispanics, who are taking English as a Second Language
courses. One key informant mentioned that a Buddhist Temple, located just south of
Wilshire Boulevard at Crenshaw Bouelvard is a popular center for the area's Asian
community.

Travel Patterns. All survey respondents used private automobiles as the primary
meons of fransportation in their daily travel patterns although the census data notes
that about one quarter of the residents do not have access to an automobile. The
most frequently used automobile thoroughfares are Wilshire and Crenshaw
Boulevords ond Plymouth Avenue. Eighth Street is also extensively used by
outomobiles. Pedestrian traffic is heaviest at Wilshire and Crenshaw Boulevards.
There is also substantial pedestrian traffic along ail of Wiishire Boulevard. The local
residents interviewed mentioned that they frequently walk to neighbor's homes far
purposes of socializing.

IMPACT ASSESSMENT

Direct Short Term Construction Impacts

The station will be constructed by cut and cover techniques, and situated on street
along Wilshire Boulevard, primarily west of Crenshaw Boulevard. Construction will
last approximately 2-1/2 years. Diminished access to local facilities will result for
both drivers and pedestrians in the area.

Wilshire Boulevard will probably be reduced ta three lanes for the duration of the
construction period, and both sidewalks may be blocked off for more than three
months. Street and sidewolk closures will not occur simultaneously; however, they
may cause difficulty for pedestrians attempting to reach buses or offices on Wilshire
Boulevard. Seniors with impoired sight, hearing, and physical mobility are most
likely to be affected. Additional, impacts resuiting from the temporary closure of
lanes on Wilshire Boulevard include increased traffic congestion. As a resuit, drivers
may avoid the station site area by diverting to neighborhood streets, particularly
Sixth Street. Dump trucks carrying tunnel and station excavation materials will
cause additional congestion.

Noise will also be a disruptive factor during the construction period for the blocks
closest fo the construction site. These impacts wiil appear during the clearing,
excavation, construction, ond finishing stoges of construction. Significant noise
impacts will occur during the drilling of soldier piles, a period which may last up to
three months. Noise may cause residents to avoid the area, thereby disrupting local
activity patterns along Wiishire Boulevard. The extent of acoustic impacts cannot be
determined until noise limit specifications are written into construction contract

documents.
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Long_Term Direct and Indirect Qperational Impacts

Metro Rail will cause minimal land use changes in this station environs. An
additional 100,000 commercial square feet and 110 new housing units are projected
with Metro Rail over the No Project Alternative. This addition is not expected to
affect community stability. The garden offices and residential units will probably be
built on currently vacant lots.

Metro Rail will accentuate the centrai location of this station area and enhance its
accessibility with respect ta areas within the Regional Core. Long term
environmental effects, such as noise and visual impacts, will be minimal.

Because of the relatively insignificant environmental impacts of Metro Rail at the
Wilshire/Crenshaw station environs, the community activity patterns are unlikely to
change. Compared to the No Project Alternative, the use of local facilities and the
few retail shops is unlikely to change under the Metro Rail alternative. Mode of
gccess, however, may chanae due to demographic changes (i.e., more transit
dependency) east of Crenshaw Boulevard and because of the addition of the new
subway transportation mode.

Demographic changes under the No Project Alternative are likely to include slight
increases in overall population and ethnic diversity. Middie income Asians and
Hispanics will continue to enter the eastern portions of the areq, and the percentage
of Blacks may increase south of Wilshire Beulevard, Income, auto ownership, and the
size of ‘the youth population .will experience minor changes. The percentage of
elderly residents may decline as this predominantly white population decreases.

Direct Long Term Displacement impacts

Preliminary right-of-way plans from SCRTD do not indicate the need for any iand
acquisition at this site. -
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IX. WILSHIRE/LA BREA STATION ENVIRONS
BASELINE CONDITIONS

Total Population and E thnic Distribution

The total population of the Wilshire/La Brea station environs is near the midpoint of
ali the station envirans. The ethnic composition of the area differs significantiy
from the Wilshire Boulevard stations between Lo Brea Avenue and the downtown.
This difference results because of the presence of the upper income Hancack Park
area to the immediate east of the station area. |Its presence discourages the
movement of some minorities, specifically Hispanics and Asians, to the neighborhood
near the station site and, as a result, the area is predominantiy white. Hispanics
constitute less than six percent of the population; Asians are eight percent. Key
informants noted, however, that the Asian population has been increasing in recent
years in the Wiisnire/ic Brea station area, The percentage of vigory Gi G-
Wilshire/La Brea station environs is the highest of any station environs west of
downtown. The predominantly middie class Biock population is the second largest
subgroup in this station environs, They primarily live south of Wilshire.

TABLE IX-1

WILSHIRE/LA BREA STATION ENVIRONS
POPULATION BY ETHNICITY!

Asian and a
Population Hispanic White Black Amer. Indian Other
13,344 4% 78% 12% 5% 1%

Source: Census of Population and Housing, |980.
Census reports STF-1, RI8-55 by Southern Californic Assoziation of
Governments.

IPercentoges may not add up to |00% due to rounding errors.

Aqge Structure

This area has a relatively large (33 percent) elderly population (see Table 1X-2). This
percentage is nearly three times the Los Angeles County's figure and aimost twice
that of the Regional Core (SCRTD Technicali Report on Existing Conditions—
Regional and Community Setting (1982)). In contrast, the station environs contain a
reiatively low percentage of children under five (less than 3 percent of the
population). There is also a smaller percentage of young people, those in the special
user group between five and |9 years. They comprise less than ten percent of the
local population.

iX-1



TABLE IX-2

WILSHIRE/LA BREA STATION ENVIRONS
AGE STRUCTURE

Papulation Q-4 5-19  20-24  25-34  35-44  45-54  55-64 65+

13,344 3% 10% 6% 18% 10% 9% 1 1% 33%

Saurce: Census af Papulation and Housing, 1980.
Census reparts STF-i, RI8-55 by Southern California Association of
Governments.

Househoid Type ang Size

The Wilshire/La Brea station envirans has atypical househoid patterns for the
Wilshire Corridor. Of the 7,575 househoids, there are an unusually smail number (il
percent) af families with members under |8 years old, which might be partially
explained by the large numbers of seniors. The Wiishire/LLa Brea station environs has
the largest percentage of female headed, no spouse families of any station environs
and. an uriusually small number of houséholds with five or more persens (3 percent).-
Given the above characteristics, it is not unexpected that the average household size
is only 1.8 persans per household. - ’

TABLE !X-3

WILSH!RE/LA BREA STATION ENVIRONS
HOUSEHOLD TYPE

Total Househoids Married Male Head Female Head
With Members Couple Na Spouse No Spouse Nonfamily
Under |8 Family Family: Family Househalds

857 63% 5% 3i% 1 %

Source: Census of Population and Housing, 1780,
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

Eiderly Households

The Wilshire/La Brea station environs has a large elderly Jewish population which
comprises 45 percent of all households. Most of these live alane.
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TABLE IX-4

WILSHIRE /LA BREA STATION ENVIF%ONS
ELDERLY HOUSEHOLD TYPE

One Person Family Nonfamily
Households Households Households
58% 39% 3%

Source; Census of Population and Housing, |980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

IEh:!erly refers to residents 65 years and older.

Housing Characteristics

" The Wilshire/La Brea station environs has a high percentage (82 percent) of renter-

occupied housing, most of which are apartments (see Table 1X-5). Owner-occupied

" dweilings make Up 16 percent of the area's housing units, which is the highest of any
" station environs east of Wiishire/La Brea.” These homes have a high median value

($144,200) exceeded only by the adjacent Wilshire/Fairfax and Wilshire/ Crenshaw
station environs, and stations proposed for the San Fernando Valley. Median contract
rent ($277) is only exceeded by one station environs, that at Wilshire/Fairfax.

Despite the high percentage of renter occupied units, the overcrowding rate is low
(eight percent). This rate is significantly less than the 24 percent at the
Wilshire/Crenshaw station environs.

TABLE IX-5

WILSHIRE/LA BREA STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND YACANCY

Housing Renter Owner
Units Occupied Occupied Vocant!
1,755 82% 16% 2%

Source: Census of Population and Housing, |980.
Census reports STF-l, R18-55 by Southern California Association of
Governments.

lVacant includes the census categories of Vacant-for-rent, Vacant-for-saie, and
Other.
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Disability Status of Residents Aged |16 Years and Older

When compared to the other station environs, the Wilshire/La Brea station environs
has the second highest percentage of residents with a transit disability. Of the
station environs residents |6 years and older, 7.6 percent reported long term health
conditions which prevented or made it difficult for them to use public
transportation.  This high proportion of transit disabilities is related to the
concentration of elderly people in the station environs.

Regarding work disabilities, the Wilshire/La Brea station environs is comparable to
other station environs. Approximately 5.7 percent of the residents |6 years or older
cited a long term heaith condition which limited the type or amount of work they
could perform.

TABLE [X-6

DISABILITY STATUS OF WILSHIRE/LA BREA
RESIDENTS AGED OLDER THAN &l

Total - : : : : T .
Population ' Work Disability - Transit Disabilit
Number % of Fop. ™umber % Of ~oD.
11,868 671 5.7% 897 7.6%

Source: Census of Population and Housing, |1980.
Data report STF-3, RI66 by Southern California Association of
Governments.

I work disability is only reported for the population aged |6 to é4 because this is
presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

The key informants reported that the average length of residence in the area was
more than three years, a finding which indicates neighborhood stability. The average
household income is approximately $20,000, a minimal estimate which key
informants indicate does not inciude the expensive northeast quadrant of the
environs. Data from the 1980 census supports this impression; median family
incomes were reported at 521,482 per year and mean family income were reported at
$27,571 per year. This is the third highest income level of all the stations and line
segments. Despite the relatively high income, auto ownership rates are low. This is
due to the large number of seniors in the area, many of whom use buses to access
facilities. This observation is also verified by the census data, which shows that 60
percent of all households have regular access to a vehicle.
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Social Activity Patterns

Use of Local Facilities. Key infarmants reported that residents of the Wilshire/La
Brea stafion environs generally leave the area to use facilities and services, though
residents occasionally shop on nearby portions of Wilshire Boulevard and La Brea
Avenue. The specialty nature of these shops, however, precludes daily shopping for
essentials. Due to the residential character of this areq, there are few shops and
facilities for residents. This extensive residential pattern extends to major
boulevards, such as Sixth Street, Olympic Boulevard, and Highland Avenue.
Households, without access to an automobile, therefore, must rely on buses {o reach
these facilities.

Travel Patterns. Key informants reported that when residents walked to local
facilities they typically used Wilshire Boulevard. Third and Sixth Streets are also
used but only to access services on La Brea Avenue. The major use of local streets,
however, are by neighborhood drivers and bus riders, not neighborhood pedestrians.
Wilshire and Olympic Boulevards, as well as Eighth and Sixth Streets, are used for
east-west automabile occess. La Brea ond Highiond Avenues are used for north-
south outomabile access.

Local residents are generally heavy transit users and many do not own cars to access
facilities in other neighborhoods. Key informants noted that the intersection af La
Brea Avenue and Wilshire Boulevard is a major bus transfer point. La Brea Avenue
bus number 212, which travels on La Brea-Avenue, is the only north-south bus -
traveling through the station environs .and is well used by residents. East-west
access is gained by buses on Third Street, Wilshire Bouleverd, and Olympic
Boulevard. Bus lines on Wilshire Boulevdrd are the most heavily used in the statian
environs.

IMPACT ASSESSMENT

Direct Short Term Construction Impacts

Significant short term social impacts of Metro Rail construction on the Wilshire/La
Brea station environs will be diminished access to local facilities. The intersection
of La Brea Avenue and Wilshire Boulevard is the activity hub of the station environs,
and because it is an important bus transfer point, construction will pose both physical
and psychological barriers to local residents. The eiderly population in particular
would experience hardships in this situation because many seniors ride Wilshire
Boulevard buses. Sidewalks along both the morth and sauth sides of Wilshire
Boulevard may have restricted access, though not simultaneously.

Other short term social impacts include disruptions to community life. Construction
may shift La Brea Avenue traffic to Highland Avenue and to smaller north-south
residential streets when drivers attempt to find alternative north-south travel
routes. Traffic may also increase along east-west thoroughfares such as Sixth and
Eighth Streets, as well as Olympic Boutevard. This spillover traffic would stem from
the reduction of Wilshire Boulevard to three lanes during most construction phases.

Dump trucks will also create congestion when using La Brea Avenue south of the

station site to haul away construction muck. Over 140 dump trucks are estimated to
enter and exit this site per doy. In addition to added noise and traffic volume, they
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will require queuing space along La Brea Avenue. This will also shift existing traffic
to alternative routes.

Although residential areas are spatially separated fram the constructian site, naise
will be a disruptive factor. Noise may cause residents to avoid much af the area. As
a result, local activity patterns along Wilshire Boulevard and La Brea Avenue may be
disrupted for the duration of the construction period. Naise may cause discamfort to
the closest residents, although the exact extent of acoustic impacts cannot be
determined until noise limit specifications are written into construction contract
documents.

Long Term Direct and Indirect Operational Impacts

Wilshire/La Brea station environs residents enjoy living in

this area and identified the area's central location and

medium priced housing as the most important rezsons. Metro

Rail will increase centrality, as well as resident's percep-

tion of centrality, by making more areas of the city accessible
within a shorter period of time. Under the Project Alternatives,
Sedway/Cooke projects over 7,300 additional residents by the
year 2000. This increase will coincide with the projected
development of 1,730 new residential units. Because this
development demand.is mot possible under present zoning
regualtions, an imbalance between available land supply and
demand will create a land deficit. This deficit can increase
housing prices as demand increases in relation to supply and
residents will have difficulty in finding local housing. : .
This deficit could also threaten the existing single family
residential streets, if there were sufficient pressure to
increase residential densities. This scenario also suggests
that many current senior renters or homeowners would not be
replaced by new seniors because of the area's inflating
housing costs. As seniors pass away or move elsewhere,
younger and wealthier residents would take their places.

This situation contrasts sharply with the year 2000 No Praject Alternative, under
which 3,800 new residents and 440 new residential units are projected for the statian
environs. This alternative would result in less pressure to increose the area's medium
priced housing.

Public transpartatian is an additional neighborhood quality enjoyed by residents.
Mobility within the Regional Core will improve with Metro Rail. However, surface
franspartation may be slowed by additional fraffic generated by the projected
increase of major new office space built within the station environs. This
development will probably be along Wilshire Boulevard and generate traffic along
Sixth and Eighth Streets, as well as Wilshire Boulevard.

Key informants reported having to leave the area for most types of shopping as a
negative aspect af the neighbarhood. Metra Rail may indirectly alleviate this
condition because it will be a catalyst for the construction of new retail space within
the station environs. The bulk of this space is projected to be community-oriented
retail stores. In contrast under the No Project Alternative, less than 40 percent of
new retail space is projected for the station environs. Residents may still need ta
shop outside the environs.




Direct Long Term Displacement Impacts

Displacements for the Wilshire/La Brea station environs are
confined to four businesses and long term impacts will be
slight. Parcels designated for acquisition include a parking
lot, auto rental agency, and a vacant low-rise commercial
building. An estimated five employees would be affected.
These fee-takings are all located on the northwest corner o:i

the Wilshire/La Brea Station site. No residential units
will be acquired.
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X. WILSHIRE/FAIRFAX STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The population of the Wilshire/Fairfax station environs falls in the midrange of all
station environs. The station environs is characterized by a dense mixture of single
family homeés and multipie family dwellings. The northeastern section contains Park
La Breg, a residential community consisting of very high density towers, as well as
townhouses, set in a garden atmosphere. :

The majority of the Wilshire/Fairfax residents are white, as seen in Table X-1. They
represent nearly 80 percent of the local population, the highest percentage of whites
among all the proposed Wilshire Corrider Metro Rail stotions. The second largest
racial-ethnic subgroup is Blacks, representing twelve percent of the station
environs. The key informants reported that the Black population lives primarily
south of Wilshire Boulevard, an expression of o north-south gradient. Asicns and
Hispanics together constitute only. nine percent of the station environs popuiation,
the lowest combined percentage for any station environs on the Wilshire Corridor.

TABLE X<1

WILSHIRE/FAIRFAX STATION ENVIRONS
POPULATION BY ETHIUCITY

Asian and
Populgtion Hispanic White Black - Amer. Indian Other
| 3,905 4% 78% 12% 5% 1%

Source: Census of Popuiation and Housing, | 980.
Census reports STF-l, RI8-55 by Southern Californic Association of
Governments.

IF’ercer'nciges may not add up to |00% due to rounding errors.

Age Structure

Like the odjacent Fairfax/Beverly and Wilshire/La Brea station environs, the
Fairfax/Wilshire Station has a substantial elder!y papulation. The elderly make up 42
percent of the iocal population, representing one of the highest of any station
environs, and aver three times the Los Angeies County average. Many of these
elderly people are Jewish and have personal and institutional ties fo the nearby
Beverly/Fairfax area, a major commercial center in the Los Angeles metropolitan
area.



The high percentage of seniors corresponds to a low percentage of children, all of
those |9 years old or younger. The youth comprise only nine percent of the station .
environs population,

TABLE X-2

WILSHIRE/FAIRFAX STATION ENVIRONS
AGE STRUCTURE

Population O0-4 5-19 20-24  25-34  35-44  45-54  55-64 65+

13,905 2% 7% 5% 14% 9% 8% 13%  42%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI18-55 by Southern California Association of
Governments.

Household Type and Size

The Fairfax/Wilshire station environs exhibits household patterns similar to the
nearby Wilshire/La Brea station environs. Both stations contain a relatively smail
percentage of households with members under |8, a phenomenon resulting from tne
large senior population. The number of persons per household (1.7} is also below the
Regional Core average, which probably stems from the large percentage of senior
households in this station environs. The number of large households, those with five
or more persons, comprises only two percent of all the 8,423 households, an
indication of few large or extended families in the station environs.

TABLE X-3

WILSHIRE/FAIRFAX STATION ENVIRONS
HOUSEHOLD TYPE

Total Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under |8 Family Family Family Households
706 6% 7% 30% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern Caiifornia Association of
Governments.




Elderly Households

Elderiy households make up 54 percent of all the station environs households.
Seniors, therefore, either own or rent a significant percentage of the housing stock
within the area. The key informants reported that a large percentage of the
northeastern section of the station environs, Park La Breaq, is occupied by seniors.

The Wilshire/Fairfax station environs does not follow the pattern of the nearby
Fairfax/Beverly station environs where many seniors live in extended families. In
the Wilshire/Fairfax station environs over 62 percent of all seniors live alone, a
relatively high figure.

TABLE X-4

W LSHIRE /FAIRT AY. STATIO!N ENVIRONS
EL DERLY HOUSEHOLD TYPE!

Total
Elderly One Person Family Nonfamily
Households Households Households Househoids

- 4,548 63% 0 35% _ 3%

Source; Census of Population and Housing, |1980.
Census reports STF-1, RKlg-55 by Southern California Association of
Governments. '

lElderly refers to residents 65 years and older.

Housing Characteristics

The Wilshire/Fairfax station environs demonstrates housing tenure patterns which
are inconsistent with the pattern of station environs adjacent to it. Owner-occupied
housing amounts to only 12 percent of all local housing units, a phenomenon resulting
from the rental-only housing at Park La Brea, The percent of owner-occupied
housing within the station environs increases dramatically if Park La Brea housing is
excluded. The median values for owner-occupied homes (5146,100) in the
Wilshire/Fairfax station environs are higher than those of all other station environs
except Universal City. The median rent ($231) is also the highest of any station
environs and the level of overcrowding (six percent) is one of the lowest of any
station environs. Relatively higher household incomes account for these findings.
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TABLE X-5

WILSHIRE/FAIRFAX STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacantl
8,670 85% 12% 3%

Source: Census of Population and Housing, [980.
Census reports S1F -1, R18-55 by Southern California
Association of Governments.

lVc:lt:c:ln‘r includes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.

Additional Demographic Characteristics

- Key . inforrmiants noted that most residents of the station €nvirons have, on the
average, resided there at least three years, which is indicative of a stable
neighborhood. The interviewed residents had resided in the station environs for an
average of nearly |9 years. This finding verified the information supplied by the key
informants. Interviewed residents and key informants also noted the neighborhood
stability by reporting that they observed few changes in recent years excep? that
new Tesidents are younger than those leaving, and that the overall number of chiidren
seems to be increasing. The key informants agreed that resident incomes are, on the
average, high, above $20,000 for the typical household. The [980 Census confirms
this estimate, listing the median family income as $22,040 per year, and the mean
family income at $25,673 per year. ‘

The key informants also indicated, however, that many of the seniors residing in Parx
La Brea probably average less than $20,000 per year in family income. Rents within
the Park La Brea area are high indicating that senior incomes in Park La Brec
are sufficient to support higher than average rents. The Census indicates an
automobile access rate of 73 percent for the station environs.

Though the station environs is bisected by many major thoroughfares, there are no
significant internal neighborhood boundaries at which income, race, or ethnic makeup
sharply differ. The only informal demographic boundaries mentioned by key

informants and within the environs are the elderly concentration of Park La Brea and
the north-south racial gradient.

Disability Status of Residents Aged |6 Years and Older

In comparison to other station environs, the Wilshire/Fairfax Station has the highest
proportion of transportation disabilities (eight percent) and the lowest proportion of
work disabilities (4.2 percent). The low percentage of residents with work
disabilities can be traced back to the age composition of the environs residents.
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Work disabilities are only tabulated for citizens between the typical working ages of
16 and &4. Because the total number of working residents in the statian envirans is
low, the percentage of work disabilities is low. Table X-6 enumerates the disability
status of Wilshire/Fairfax station envirans residents.

TABLE X-6

DISABILITY STATUS OF WILSHIRE/FAIRFAX
RESIDENTS AGED OLDER THAN 16!

Total
Population Work Disability Transit Disability
Number % of Fop. Number % of Fop.
12,678 530 4.2% 1,015 8.0%

Source: Census of Population and Housing, 1980.
Data report STF-3, RIé66 by Southern California Association of
Governments.

\Work -disability is. only reported for the population aged 16 to 64 becaose this is
presumed ta be the working age by the Bureau of the Census.

Summary Description of Existing and Possible Future Demographic Conditions

The Wilshire/Fairfax station environs is unique among praposed Metro Rail environs
because it exhibits many characteristics of the West Los Angeles-Beverly Hiils
area. The area is socially stable with a predominantly white, Jewish, ecanomically
secure populatian, nearly half of whom are elderly. Housing prices and rents are
high, while household size and levels of overcrowding are low. )

In the future the station environs wiil probably exhibit a gradual reinforcement of
demographic changes which have aiready begun. As seniors leave the area or die,
younger, affluent professionais wiil probably move in and maintain the current upper
middie class atmosphere of the station environs. Whites may become a smaller
portion of the overall population, with the percentage of middie clase Blacks and
Asians increasing. Income will probably remain high, and the percentage of owner-
occupied housing may increase as more condominiums are built or existing
apartments undergo condominium conversions.

Public Facilities

There are twa well-known public landmarks within the Wilshire/Fairfax station
environs: the Los Angeles County Art Museum and the La Brea Tar Pits, Page
National History Museum, both at Hancock Park (see Figure X-i). The Los Angeles
Arts and Crafts Museurn is also situated across the street from the two museums.
All three museums attract tourists and visitors who make special trips to enjoy these
public attractions. In addition, three hospitals are located in the south end of the
station environs and generate substantial visitor and employee traffic within the
station environs.
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Station Neighborhood Quaility Indicatars

The key informants and interviewed residents generaily cited community atmosphere
as the reason residents have chosen to live in this area. Community atmosphere, as
defined here, would include residential character, a strong sense of personal
community, attractive buildings and landscaping, and a cosmopolitan nature. Two
other reasans cited for residing in the Wilshire/Fairfax station environs are its
central locatian and its occess to Wilshire Boulevard shopping. Two major
department stores are located at the intersection of Wilshire Boulevard and Fairfax
Avenue. Many medical offices are located several blocks east of this intersection.

Though many of the interviewed residents felt that the area's public transit ranked
highly, they disliked the quality of service because of the traffic congestion on
thoroughfares and side streets.

Social Activity Pctterns

Use of Local Facilities. The local facilities most often used by residents of the
Wilshire/Fairfax station environsinclude the previously noted museums, as well as the
medical offices located on Wilshire Boulevard between Crescent Heights and Fairfax
Avenue. Key informants and interviewed residents observed that nearly all required
facilities can be found close by. Younger residents leave the area mainly for work or
social - activities, while most seniors in the Park La Brea project have strong social
and institutional ties within the area. _ ' e '

Travel Patterns. Despite the relatively high residential commercial density of the
stafion environs, a surprisingly small number of residents walked for local trips. The
major pedestrian street in the station environs is Wiishire Boulevard, primarily east
of Fairfox Avenue. Fairfax Avenue is also used by pedestrians, especially between
the major commercial areas at Third Street and Wilshire Boulevard. Some
residential streets, such as Ogden and Warner Drives, are also used by pedestrians to
reach these commercial areas.

Interviewed residents used their automobiles three times as often aos they rely on
either buses or walking. All major thoroughfares through the station environs are
used by local drivers, including Wilshire, San Vicente and Olympic Boulevards, as well
as Fairfax Avenue, Eighth Street, and Crescent Heights Bouievard. Local residents
report that they use the side streets extensively.

Although buses run frequently on all major thoraughfares in the station environs,
interviewed residents did not use the bus system very often. Two factors account for
this low level of transit utilization. First, averoge incomes for residents within the
station environs are often high enough to allow automobiie ownership. Even most of
the interviewed seniors had regular access to an auto. Second, most facilities are
close enough for those without access to a car to walk. Key informants indicated
that of those residents who do regularly use buses, the majarity use Fairfax Avenue
buses to access the Beverly-Fairfax area and Wiishire and Olympic Boulevard buses
to reach destinatians to either the east or west,
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IMPACT ASSESSMEINT

Direct Short Term Constructian Impacts

Diminished access to local facilities and the disruption af local community life are
the two most important short term social impacts which are expected to occur at the
Wilshire/Fairfax station envirans. The location af the station, on Wilshire Boulevard
between Spaulding and Curson Avenues, may create physicai and psychological
barriers to the existing high volume pedestrian flow on Wilshire Boulevard, especially
on the south side af the boulevard, where Metra Rail parking and bus facilities will
be constructed. During the constructian period, sidewalks may be closed when
saldier piles are drilled and decking is buiit. The elderly residents of the area are the
most likely population subgroup ta be affected by these barriers, especially when
they attempt ta use shopping facilities, banks,doctors’ offices, and public facilities
on Wilshire Boutevard. The construction of this station could last up to 35 months,
with the levels of disruption fluctuating during construction phases. The disruption
to community life willi come in two forms, noise and traffic. Cut and cover station
construction and finishing activities will cause an increase in noise ievels for
residents along Eighth Street, Spaulding Avenue, and Curson Avenue, especially
during soldier pile drilling, a period of three months. Noise may cause residents to
avoid much of the area and may disrupt local activity patterns along Wilshire
Boulevard for the duration of the construction peried. However, the extent of
construction impacts cannot be determined until noise limit specifications are -
written into construction contract demands. ' ' :

Traffic is liable to increase along neighborhood streets, specifically Eighth and Sixth
Streets, as a result of through traffic attempting to avoid Wilshire Boulevard when it
is reduced ta three lanes. Dump trucks will also increase traffic when they are
needed fo remove station excavation material and tunnei muck. Muck havling will be
routed along Wilshire Boulevard to La Brea Avenue and south to the San Diego
Freeway. There will be queuing needs for these trucks, and this will create
additional physical barriers. Increasec traffic will create hazards for seniors ana
children within the station environs.

Long Term Direct and Indirect Operational Impacts

Interviewed residents identified central location as one of the most important
reasons for living in the station environs. The Metro Rail will increase this
centrality by making more areas of the city accessible to Wilshire/Fairfax
residents. In addition, Wilshire/Fairfax residents cited convenient amenities as a
positive attribute of the station environs. Metro Rail will increase the number of
such amenities by adding retail services to the existing commercial space within the
station area by the year 2000, This additional retail space is an extension of present
development trends and the area will become more of a regional retailing area than
at present.

The extensive growth projected for the station area will

detract form a positive amenity cited by residents, neighbor-
hood atmosphere. In addition to commercial expansion, Metro
Rail is projected to increase the year 2000 No Project estimates
by an additional 250 dwelling units and 630 residents. This
total increase of housing units will cause infill and resulting
shifts from single family homes to multiple family dwellings
within the station area. The residnetial streets are therefore
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likely to become more urbanized and congested as a result of
increased residential demsity. There may also be pressure from
developers to upzone.

Traffic congestion is the most frequently mentioned negative quality of the station
grea. It stems from a high rate of auto ownership within the area as well as the
major commercial and cultural attractions and the major thoroughfares. New traffic
generators such as the new office space projected under the Metro Rail alternative,
as well as new residential units in the area, will increase traffic further. in addition
to projected retail expansion, new residential units may be marketed toward an
affluent population with a high automobile ownership rate.

As a result of the physical impacts discussed cbove, as well as the changes in the
station environs residents' attitudes, local activity patterns will undoubtedly
change. Local facilities and services will be utilized more heavily as the number of
residents, employees, and commutes within the station area gradually increases. As
local services and facilities increase and become more available, residents may use
buses ana autos less.

in addition to a large population, higher incomes, and greater automobile ownership
rates, in the future the area will probably have a slightly higher percentage of racial-
ethnic minorities. Present trends indicate that Asians and Hispanics are migrating
west along Wilshire Boulevard, in part, into this station environs. Metro Rail, with
the addition of middle and upper income residents, may slow this trend. However,
those ‘minority households, which can afford this new housing, will continue to move
to the environs. '

The gradual change in age structure will probably also continue over the next two
decades. The high percentage of seniors within the station environs will continue to
gradually decline when elderly residents pass away or move from the area and are
not replaced. New housing may be marketable toward a younger population, thus
reinforcing this demographic change. The youth population of the station environs
will, therefore, increase in terms of overall numbers and percentages as the elderly
population decreases.

Direct Long Term Displacement Impacts

Construction of the Metro Rail station, an off street bus
terminal, and a bus drop off area will result in the dis-
placement of 1 single family and 24 multiple family residences
south of Wilshire Boulevard along Curson Avenue's west side
and along the east side of Stanley Avenue. An estimate of

48 commercial establishments will be displaced. These include
existing patron and public parking lots on Curson, Stanley,
and Spaulding Avenues and several office buildings which

have assorted financial, accounting, legal, and
medical firms as tenants. These office buildings also contain
a variety of service businesses: hair salons, art galleries,

opticians, and travel agencies.

Fee takings at this station site would also include the Los
Angeles Craft and Folk Art Museum. Four social service
agencies in the health field are also tenants in potentially
displaced buildings.
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Xl. FAIRFAX/BEVERLY STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The total population of the Fairfax/Beverly station environs falis within the middle
range of aill the station environs neighborhoods. The environs have a moderate
population density, consistent with the general population distribution of the Wiishire
subregion.

Residents living within approximately one-haif mile around the Fairfax/Beverly
Station are predominantly white (see Tabie XI-1). The ethnic distribution around the
Fairfax/Beverly Station reflects, to a large degree, the ethnic patterns of the
Wilshire subregion. The population in the Wilshire subregion becomes hormogenous as
one travels west along the Wilshire Corriaor, ana the Hispanic popuiation shows a
marked decrease. Consequently, the ethnic makeup of the Fairfax/Beverly Station
at the western end of the Wilshire Corridor is primarily white. The Asian popuiation
also declines markedly from over 20 percent of the population near the Wilshire/
Normandie and Wilshire/Western Stations to less than three percent at the
Fairfax/Beverly Station.

TABLE XI-|

FAIRFAX/BEVERLY STATION ENVIRONS
POPULATION BY ETHNICITY

a Asian and -
Population Hispanic White Black " Amer. Indian Other
12,396 4% 91% 1% 3% 1%

Source: Census of Population and Housing, |380.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

IPercen'rages may not add up to 100% due to rounding errors.

Age Structure

Compared to other proposed stations, one of the unique characteristics of the
Fairfax/Beverly station environs is the size and composition of its eiderly
population. The neighborhood's seniors comprise fully 34 percent of its population,
almost three times the Los Angeles County average, and the second highest senior
population of all the station environs. The reason for the high percentage of seniors



is the cultural character aof the greater Beveriy/Fairfox area.* This area is the
nucleus and activity center for the city's eiderly Jewish population.

There are fewer children under five years of age in the Fairfax/Beverly station
environs than in the station environs further east alang the Wilshire Baulevard
corridor. Hoawever, Fairfax/Beverly does have a higher proportion of preschoal
children than the Wilshire/La Brea, Wilshire/Fairfax, Fairfax/Santa Monica, La
Brea/Sunset, and Universal City stations. Key informants interviewed for this
station environs indicated that the northeastern portion of the Fairfax/Beverly
station environs is an area of first settiement for Jewish immigrants fromMorocco,
Iran, Israel, and the Soviet Union. These factors help explain the ared's relatively
large preschool popuiation. Furthermore, the sizable orthodox Jewish population in
the greater Beverly/Fairfax area, whose religious beliefs and practices encouroge
lur?e families, contributes to the relatively high proportion of chiidren under the age
of five.

TABLE XI-2

FAIRFAX/BEVERLY STATION ENVIRONS
AGE STRUCTURE

Popolation 04 5-19  20-24 - 25-34  35-44  45-34 - 35-64 . &5
12,088 4%  10% 6%  18% 8% 8% 13%  34%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI18-55 by Southern California Association of
Governments. '

Household Type and Size

Although the area has a concentration of eiderly, the station neighborhood has a
relatively large household size (2.0), similar to Wilshire Corridar stations in largely
minority neighborhoads such as Wilshire/Alvarado, Wiishire/Vermont, and
Wilshire/Normandie. Of the 5,732 households, only four percent have five or more
members. The Fairfax/Beverly station environs has a very low percentage of one-
person households; only the overcrowded Union Station neighborhood has a lower
percentage. This may be because many of the seniors are still married, share
apartments with other seniors, or live with their chiidren. This demographic pattern
is similar to other areas in the Wilshire subregian: a tendency taward larger families
and substantial foreign immigration. Since these are long term trends in the
Fairfax/Beverly station environs, it means that population density may increase and
housing demand may shift towards multiple room apartments or condominiums. The

*The greater Beverly/Fairfax area should not be confused with the Fairfax/Beverly
station environs. The Vitalize Fairfax Committee defines the Beverly/Fairfax area
boundaries as Santa Monica, Beverly, La Cienega, and Wilshire Boulevards.




land use study for this EIS projects over 500 new housing units and nearly 2,900 new
residents added to the station environs under the No Project Alternative. Due to
these conditions, existing single family dwelling units will remain in high demand in
the forseeable future,

TABLE Xi-3

FAIRFAX/BEVERLY STATION ENVIRONS
HOUSEHOLD TYPE

Total Households Married Maie Head Female Heod
With Members Couple No Spouse No Spouse Nonfamily
Under |8 Family Family Family Househoids
907 75% 3% 21% } o

Source: Census of Popuiation and Housing, 1980.
Census reports STF-1, R18-55 by Southern California Association of

Governments.

_ Elderly Households

Table Xi-4 supports the expianations offered above to account for Beverly/Foirfax
elderly housing patterns. The Fairfax/Beverly station environs contain one of the
highest percentages of seniors living in family househoids of oll station
neighborhoods, indicating probably extended family living arrangements.

TABLE XI-4

FAIRFAX/BEVERLY STATION ENVIRONS
ELDERLY HOUSEHOLD TYPEI

Total
Elderly One Person Family Nonfamily
Households Households Households Households
5,732 45% 52% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

IEIderly refers to residents 65 years and older,
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Housing Characteristics

Demand for housing in the Fairfax/Beverly area is high and the area has one of the
lowest vacancy rates of all station neighborhoods. Average contract rent {$265) ancd
median homne value ($132,000) in this area are also higher than the Wilshire subregion
average. Although housing is in great demand near the Fairfax/Beverly station, the
overcrowding factor is one of the lowest of the station environs (six percent).

TABLE XI-5

FAIRFAX/BEVERLY STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupiec CUccupied Vacant! }
5,839 69% 29% 2%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI18-55 by Southern California Associotion of {
- Gowvermnments. : o . o '

{Vacant includes the census categories of Vacant-for-rent, Vacant-for-sale, and

Other. .

Disability Status of Residents Aged |6 Years and Qider

The percentage of disabied residents is roughly comparable to the percentages for
other stations. '

TABLE XI-6

DISABILITY STATUS OF FAIRFAX/BEVERLY
RESIDENTS AGED OLDER THAN 16l

Total
Population Work Disability Transit Disability
Number % of Fop. Number % ot Pop.
9,763 504 5.3% 53] 5.4%

Source: Census of Population and Housing, 1980.
Data report STF-3, RI6é6 by Southern California Association of
Governments.

Iwork disability is only reported for the population aged 16 to 64 because this is .
presumed to be the working age by the Bureau of the Census.
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Summary of Existing and Possible Future Demographic Conditions

Recent Jewish immigrants and orthodox Jewish families account for the large
household size found in Fairfax/Beverly area. Approximately 55 percent of the
elderly population lives with at least one other person, contributing to the relatively
large househoid size. Housing demand, already very high, will increase in the future
in response to the growing Regional Core population and to immigrating Jewish
families. Demand for housing will force existing housing and apartrent rents higher,
and may displace seniors living on moderate fixed incomes (unless they own their own
homes or remain protected by rent control). The number of home owning seniors will
probably diminish over the next twenty years, making it increasingly difficult for
moderate income, elderly households to rent or buy homes in this station
neighborhood. Younger, more affluent households—with or more likely without
children—will reploce these seniors, changing the age structure of the
neighborhood. In addition to a changing age structure, the Fairfax/Beverly stotion
environs may experience shifts in its ethnic or cultural composition. |f prospective
joint development at the Fairfax/Beverly Station or other commercial developments
in this area overcomne political opposition, these shifts will be accelerated. The
historic Jewish character of the Fairfax/Beverly area will most likely remain,
particularly on the Fairfax commercial strip, but penetration by other ethnic or
cultural groups will accelerate through pressures from adjoining neighborhoods and
commercial/residential development, especially if the latter caters to o generai--
rather. than_Jewish—cultural market. ' : o '

" Additional Dermographic Characteristics

The high percentage of seniors in the Fairfax/Beverly station environs reduces the
percentage of households having regular access to an automobile. Census data for
1980 indicates a vehicle access rate of 72 percent which is in the low-middle range
when compared to other station environs. Most of the single family dwellings, which
are predominantly west of Fairfax Avenue have automobile access, while the
apartment dwellers east of Fairfax have, overall, less accessibility to an
autormnobile. Auto accessibility is slowly increasing in this area, however, as seniors
are replaced by younger working people or students. The key informant and resident
interviews are the basis for this observation. Key informants also indicated tnat the
household income of families living west of Fairfax Avenue is greater than $20,000
per yeor, whereas the fomilies living east of Fairfax Avenue tend to have incomes of
less than $20,000 per year. Census data for 1980 reports a median family income of
$19,284 per year and a mean family income of $23,918.

Public Focilities

Public facilities in the Fairfax/Beverly station neighborhood are oriented toward the
predominantly Jewish elderly community (see Figure Xi-1). For example, a large
number of synagogues, many located on Beverly Boulevard, serve different branches
of the Jewish religion. A substantial senior population has created a demand for old
age homes and board-and-care facilities in the neighborhood. Two seniar citizen
service centers, one financed by the City of Los Angeles’ Department of Comrmunity
Development and the other by private philanthropy, are both located on Foirfax
Avenue and generate substantial pedestrian traffic.

Xl-5
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in addition to the senior centers, the Council of Jewish Women has a facility located
north of the proposed station site on Fairfax Avenue. Several blocks east of the
proposed station location, a building on Beverly Boulevard houses a number of
organizations serving the local Jewish community, specifically, the Young israel
Community Development Corporation, Vitalize Fairfox Committe, and Jewish
Family Services. Finally, Fairfax High School is located two biocks from the
proposed station and is also a major generator of local traffic. All together, there
are four public/institutional fecilities, 16 social/cultural facilities, three health care
faciiities, and two open space/recreation areas.

Station Neighborhood Quality indicators

Fairfax/Beverly station environs residents like this neighborhood because of its
convenient shopping, transportation, and public facilities, as well as its tranquility,
friendliness, and ethnic homogeneity. Residents also reported they enjoyed living in
the area because of its relatively low rents and easy access to other areas of Los
Angeles. These responses were confirmed by kev informants. Undesirable cspasts of
the environs identified by some residents include traffic congestion, filth, and
community breakdown. Traffic studies by the City of Los Angeles Department of
Traonsportation verify that traffic congestion is severe on the major thoroughfares,

Social Activity Patterns

Use of Loca! Facilities., According o the key informants interviewed at the Fairfax/
Beverly station environs, older residents- frequently use the synagogues on Beverly
Boulevard, the Freda Mohr Senior Citizen Center on Fairfax Avenue, the
convalescent center on Beverly Boulevard, and the Council of Jewish Women's
facility on Fairfax Avenue. The nonsenior respondents had social activity patterns
which did not bring them into contact witn these facilities located near the static.
site. Respondents did frequent the shops, banks, commercial enterprises along
Fairfax and Beverly, and the outdoor athletic focilities of Fairfax High School. Most
of the nonsenior entertainment, social activities, and work locations occur out of the
station environs. Due to their limited mobility, seniors utilize services and facilities
in the station environs.

Travel Patterns. Of local residents interviewed, a small number waiked to facilities
and services Iin the station environs. The seniors, however, often walk to these local
destinations, primarily on Beverly Boulevard and Fairfax Avenue. The other primary
pedestrian routes are Ockwood, Hayworth, and Genesee, smaller streets which
paraliel either Fairfax Avenue or Beverly Boulevard. Oakwood is used as a major
east-west pedestrian route to access Fairfax Avenve. Hayworth carries a large
number of seniors from the board-and-care facilities to other station neighborhood
destinations, such as the Freda Mohr Senior Citizens Center or Fairfax Avenue
shops. Residents also use Genesee Avenue, a north-south street, to travel to the
Farmers Market, supermarkets, and shops on Third Street at the southern end of the

station neighborhood.

The most heavily travelied north-south auto thoroughfares are Fairfax Avenue,
Crescent Heights Boulevard, and Hayworth Avenue; heavily used east-west routes
are Beverly Boulevard, Meirose Avenue, and Third Street. Local drivers often use
Gardner Avenue, Hayworth Avenue, and Genesee Avenue for north-south travel and

Oakwood Avenue and Clinton Avenue to move in an east-west direction, especially
for local shopping.
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Key informants and local residents enjoy the Fairfax/Beverly neighborhood because
of its good transportation. Seniors use Fairfax Avenue buses for shopping in the local
area and for visiting the senior service centers. Nonseniors use buses fo go to wark,
visit friends and relatives, and travel to recreational and entertainment spots,
including restaurants. Most local bus traffic is on Fairfax Avenue, but neighborhood
patrons also use Meirose Avenue, Beverly Boulevard, and Third Street buses.

IMPACT ASSESSMENT

Direct Short Term Construction impacts

Two significant short term social impacts that will occur at the Fairfax/Beverly
station environs are diminished access to local facilities and disruption of community
life. Although the station is intended to be constructed on an "off street" site,
required cut and cover construction activities may create physica!l and psychological
barriers for seniors who rely on the eiderly facilities northwest of the station site,
Construction may temporarily close sidewalks along Fairfax Avenue, making it
difficult for seniors to obtain access. Over (00 entering and exiting dump trucks will
be required daily to remove excavated materials during station construction. This
activity will create traffic and noise problems at the Fairfax/Beverly intersection.
Haul routing will be along Beverly Boulevard east of the station site with queuing
requirements possibly eliminating one east-west lane, while creatirig physical
' bdrriers to residents waiting to cross the intersection. This will interfere with avtos,
pedestrians and buses. Seniors, in particular, because of impaired sight and hearing,
may be reluctant to use this intersection to access facilities located north of Beverly
Bouievard. This would reduce their utilization of these facilities during the
construction process and cause some inconvenience,

Regarding the disruption of community life in the station area, many informants and
residents indicated they enjoy the station environs because of its quietness.
Construction activities will increase noise levels in and around the construction site
and infringe on the area's tranquility. This will be especially true during the driving
or drilling of soldier piles, which could last up to three months., Traffic directly and
indirectly generated by construction equipment and dump trucks on Fairfax Avenue
and Beverly Boulevard will force auto users to take alternative rautes through the
community. Temporary lane closures and the temporary appropriation of the parking
facilities will exacerbate congestion. Both factors will increase traffic noise and
decrease the safety on these streets.

Long Term Direct and Indirect Operational Impacts

Residents and key informants named convenient shopping and public facilities as the
two important reasons for living in this station environs. Much of retail space
projected in association with Metro Rail will be regional commercial, not necessarily
marketed to the local residents. These new retail stores will probably appeal to a
younger or more affluent market. These types of retail stores can already be
observed on commercial strips to the immediate north on Meirose Avenue and to the
immediate south on Third Street. It is unlikely that Fairfax Avenue—at least
between Beverly Boulevard and Melrose Avenue—would lose its appeal to the local
and regional Jewish markets. The other commercial areas, however, such as Fairfax
Avenue south of Beverly Boulevard, could be so affected. New commercial
development will change some characteristics of the Fairfax/Beverly station area
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and environs. Change will resuit in @ mixture of Jewish-oriented consumer shops and
regionally-oriented entertainment centers and moderate to luxurious offices. The
new patterns created by these potential commercial developments will in turn affect
the areg's residents. Social interactions may na langer be daminated by elderly
Jewish residents. The life styles of the incoming papulation will be more active,
contrasting with the lifestyle ond cultural homogeneity that residents and key
informants report is a major reason for living within the station environs.

The scenario described above may occur without the addition of Metro Rail, but to a
lesser extent. Metro Rail acts as a catalyst to reinforce trends anticipated to occur
under the No Project Alternative.

Good public transportation was cited as a major amenity by those interviewed.
Though Metro Rail will increase the regional accessibility of residents, local
accessibility, achieved by buses and local dial-a-ride services, will probably be
reduced. This is becouse additional traffic will be generated by the users of the new
office and commercial space, as well as of Metro Rail. The congestion ccsez -
office workers, shoppers, and Metro Rail riders using parking facilities will slow
buses and other surface transportation mades within the areq, and reduce loca!
mobility. However, with the extensive addition of new shops and services within the
environs, local residents may find iess need to travei to outside facilities. Therefore,
these two impacts may partially offset each other.

The level of population growth may increase demand for housing beyond available
future supply: and force land values and rents to rise.. The current low rent level
which residents feel is an important reason for living in the neighborhood would
increase as demand for housing increases. This scenario suggests that lower income
renters or homeowners, the bulk of whom are eiderly, would either move elsewhere
or pass away. They would then be repiaced by weaithier renters or homeowners who
could afford inflated housing costs. While some seniors wouid continue to live in the
area, their percentage af the lacal popuiation would decline.

Future demand for housing may also threaten the station environs single family
homes, all of which lie west of Fairfax Avenue. Increasing residential density by
upzoning in the Fairfax/Beverly station environs may mean than single family homes
serving middle income households could be replaced by multiple dwelling units,
including condominiums, intended for higher income residents.

Negative aspects of the neighborhood w‘ere reported to be traffic congestion, filth,
and community breakdown. Traffic congestion, currently severe, will increase with
the growth of office, retail, and residential square footage. The existing sense of
community may decregse as a heterogeneous mosaic of smaller, more isolated social
networks emerges.

Activity patterns wiil definitely be affected. Current behavior patterns of older
residents show that seniors use the iarge number of senior facilities located near the
station site, while those under 65 years of age frequently leave the environs for
social activities, work, and entertainment. The frequency of use of facilities

declines as the average age within the station environs decreases. Pedestrian
activity of the younger residents may not be as high as that exhibited by seniors in

the Fairfax/Beverly area.
Commercial establishments along Fairfax Avenue will continue to be used by both
seniors and nonseniors. Frequency of use may increase as the number of residents
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and shops also increases. However, residents may need to leave the area for
produces and services now available if these existing shops liquidate or move as a
resuit of higher land prices and rents. .

Direct Long Term Displacement Impacts

It is estimated that 23 commercial establishments, located in
Farmers Market will be directly displaced due tO comnstruction
of Metro Rail. These establishments are mostly small specialty
shops oriented to the tourist population.
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Xll. FAIRFAX/SANTA MONICA STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The Fairfax/Santa Monica station environs is one of the more heavily populated of
the Metro Rail stations. The area's population resides mainly in dense multiple
family dweilings with only o few scattered single family homes. These single family
homes are primarily found in the extreme northeast and southeast sections of the
station environs.

The ethnic distribution of the Fairfax/Santa Monica station environs (see Table X|I-1)
shows similarities to the nearby Fairfax/Beverly station environs. The iargest seg-
ment of the loca! population, comprising neariy 90 percent, is white and is suostzan-
tially Jewish. The Hispanic, Black and Asian groups are relatively small, none repre-
senting over six percent, and together comprising about ten percent of the popula-
tion.

. TABLE XIi-I

FAIRFAX/SANTA MONICA STATION E[\NERONS
POPULATIONBY ETHNICITY

Asian and _
Population Hispanic White Biack Amer. Indian Other
20,893 6% 89% 2% 2% 1%

Source: CenSus of Population and Housing, 1 980.
Census renorts STF-!, RI18-55 by Southern Californio Association of
Governments.

IF’er:rcen‘rc:ges. may not add up to 100% due to rounding errors.

Age Structure

The senior population of the Fairfax/Santa Monica station environs is relatively
large, though not as large as that of the Fairfax/Beverly station environs. It com-
prises over 25 percent of the local population (see Table Xli-2). This figure is nearly
twice that of Los Angeles County. Correspondingly, the youth population, those
between five and |9 years old, is reiatively low at nine percent of the locai popula-
tion. Low youth percentages, despite high percentages of people of childbearing ages,
may be the result of chiidless couples or a large gay community in the station envi-
rons.
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TABLE XIli-2

FAIRFAX/SANTA MONICA STATION ENVIRONS
AGE STRUCTURE

Population Q-4 5-19  20-24  25-34  35-44  45-54 55-64 65+

20,893 2% 9% 8% 23% 12% 9% 12% 26%

Source: Census of Population and Housing, 1980.

Census reports STF-i, RIB-55 by Southern California Association of
Governments.

Household Type and Size

As is suggested by the previously observed low percentage of youth, the percentage
of the 11,972 households with members under |8 years old is relatively small.
Twenty-six percent of such households are femate headed, no spouse families. In
comparison tfo the Regional Core,the Fairfax/Santa Monica station environs has a

. relativeiy  small household. size, |.7 persons per household. This. is typicaily o
-common characteristic when a large number of seniors reside in a neighborhood.

However, the percentage of one person households occupied by seniors is under 50
percent and the percentage of large households (five or more members) is two

percent, both lower than that of the Regional Core. The apparent explanation for. -

this is that an uncharacteristically large percenmtage of nonseniors in this station
environs also live alone. This distinctive neighborhood trait may result from the
residential patterns of the loca! gay population.

TABLE XlI-3
FAIRFAX/SANTA MONICA STATION ENVIRONS
HOUSEHOLD TYPE
Total Households Married Male Head Fermale Head
With Members Couple No Spouse No Spouse Nonfamily
Under I8 Family Family Family Households
1,338 67% 4% 26% 2%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RiB-55 by Southern California Association of
Governments.
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Elderly Households

The low percentage of single occupant elderly households may reflect a trend of
more seniors living in extended families. This trend may stem from the aread's
immigrant population. The area has many recent Russian Jewish immigrants, many
of whom have arrived in the United Stotes with their extended fomilies intact.
Because of this phenomenon, it is unexpected that the incidence of large families is
relatively small ond the percentage of households with five or more residents is the
lowest of station environs outside the downtown area. Even so, in comparison to the
Fairfox Avenue stops, over ten percent of the local residents live in households with
more than one person per room.

Taken together, this station environs is characterized by a large senior ond a large
young adult population. Many within each group live both alone and in small, ex-
tended families. Overcrowding, as measured by a ratio of more than one person per
room, is nearly double that of the Fairfax/Beverly stotion environs, implying a poten-
tial neea for larger housing units in the Fairfax/Santa wionica station envirana.

TABLE XliI-4

FAIRFAX/SANTA MONICA STAT"ION EE\IVIF{ONS
' ELDERLY HOUSEHOLD TYPE®

Total

Elderly One Person Family anfamily
Households Households Households Households
3,978 49% 48% 3%

Source: Census of Population and Housing, 1980,
Census reports STF-I, RIB-55 by Southern Californio Association of
Governments.

lElderly refers to residents 65 years and older.

Housing Characteristics

Rental units comprise 86 percent of the local housing units, owner-occupied units
comprise 10 percent and the remainder are vacant. This distribution reflects the
large number of multiple dwelling units and the small proportion of single family
dwelling units. The owner occupied dwellings have @ relatively low median value
(6118,400), especiolly in comparison to nearby station environs. The average con-
tract rent (5269) is, however, higher than that of either of the adjacent Metro Rail
station environs. This differential probably results from a moderately higher demand
for rental housing in the Fairfax/Santa Monica station environs. Eleven percent of
the population live in overcrowded conditions, where there are 1.01 or more persons
per room.
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TABLE XIli-5

FAIRFAX/SANTA MONICA STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacant !
12,448 86% {0% 4%

Source: Census of Population and Housing, 1980.
Census reports STF-I, RI18-55 by Southern California Association of
Governments.

lVc:cc:n'r inciudes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.

Disability Status of Residents Aged 16 Years and Oider

The. pgrcer_wfcge of Fairfax/Santa Monica environs residents aged {6 years and older-
“with a work disability or fransit disability is similar to the percentages of the other
Metro Rail station environs. :

TABLE XI!-6

DISABILITY STATUS OF FAIRFAX/SANTA MONICA STATION ENVIRONS
‘ RESIDENTS AGED OLDER THAN 16

Total
Population Work Disability Transit Disability
Number % of Pop. Number % of Pop.
19,399 1,266 6.5% 878 4.5%

Source: Census of Population and Housing, 1980.
Data report STF-3, Ri66é by Southern California Association of Govern-

ments.

'Work disability is only reported for the population aged |6 to 64 because this is
presumed to be the working age by the Bureau of the Census.

Summary of Existing and Possible Future Demographic Conditions

The Fairfax/Santa Monica station environs is relatively stable, with most residents
having lived in the area longer than three years. Recent demographic changes fall
into two categories: the many recent immigrants, mostly Russian Jews, and the
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homosexual community that has been gradually increasing during the last five
years. The neighborhood can now be characterized as having three subcommunities:
an older, established Jewish population; a younger, gay population; and a substantial
number of Russian Jewish immigrants. The 1980 census reports median family
income at $14,637 per year and mean family income at $18,593 per year. Seventy-
six percent of the households have vehicle access. Few senior residents have autos
and most nonseniors have access to autos.

A highrise, senior citizens complex was recently built near the station site. |t is
attracting more seniors to the area and will become a catalyst for increased demand
on lacal services. In the long term, a large Jewish population will probably remain,
but the area is liable to attract more gays, a continuation of the recent trend. This
latter development will probably increase already high housing demand, and @
corresponding increase in rents. Unless new housing is built, overcrowding will
probabiy resuit. New condominiums will probably be built and older apartments will
be converted to condominiums. Over 1,900 new housing units are projected to be
built in the station area by the year 2000 with the construction of Metro Rail.

The commercial character of Santa Monica Boulevard is likely to continue to be
upgraded, another recent trend. Two public projects nave already begun on the Santa
Monica Boulevard. The land use study for this EIS projects over 600,000 square feet
of commercial space will be constructed in association with Metro Rail in the /4
mile radius surrounding the station by the year 2000, S

A highrise, senior citizens complex was recently built near.
"the station site. It is attracting more seniors to the area
and will become a catalyst for increased demand on local
services. In the long term, a large Jewish population will
probably remain, but the area is liable to attract more gays,
a continuation of the recent trend. This latter development
will probably increase already high housing demand, and a
corresponding increase in rents. Unless new housing is
built, overcrowding will probably result. New concominiums
will probably be built and older apartments will be converted
to condominiums. Under the No Project Alternative, 450

new housingunits are projected to be built in the station area
by the year 2000.

The commercial character of Santa Monica Boulevard is likely

to continue to be upgraded, another recent trend. Two public
projects have already begun on the Santa Monica Boulevard.

The land use study for this EIS projects 200,000 square feet of
commercial space will be constructed in association under the
No Project Alternative in the % mile radius surrounding the
station by the year 2000.

Demographically, the area will remain largely white, and seniors may decrease as a
percentage of total population as housing prices increase.

Public Facilities

The public focilities and services availabie in this station environs are itlustrated in
Fiugure Xll-1, A youth center, a community center, and a post office are located
close to the proposed station site. The new senior citizen housing project just north
of the Fairfax/Santa Monica intersection has already been noted. A modest number
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of public/institutional facilities—four religious institutions, a library, and four
schools-are scattered aver the entire station enviran.

Station Neighborhood Quality Indicatars

Interviewed residents reported that they like this station environs because of its good
public transportatian, its central lacation, and its selection of services.
Neighborhood cohesion and a sense of community are considered to be other positive
qualities of the station envirans. Negative points raised about the grea inciude
prostitution and a high leve! of crime.

Social Activity Patterns

Use of Local Facilities. Residents regularly use the area's shopping specifically the
Alpha Beta supermarket at the Santa Monica Boulevard and F airfax Avenue intersec-
tion, as well as the post office opposite the supermarket. Interviewed residents
reported they frequently meet their friends who also live in this neighborhood, and
that they leave the area far entertainment, work, and warship. Nonseniars tend to
use the tacal facilities less than seniors, a result of their greater mobility.

Trave! Patterns. Interviewed residents reported they divide their local trips to
Tacilities and services in the station area equally between walking and driving. Many
residents who have an automabile, choose to walk to nearby destinations. This
.decision'may stem from traffic congestion and parking difficulties within the station
environs.” The most common streets used by interviewed neighborhood pedestrians
were side streets close to destinatians along Santa Monica Baulevard or Fairfax
Avenue.

The surface streets most commonly used by the local drivers who were interviewed
were the side streets, not the thoroughfares. Residents apparently try to avoid Santa
Monica Boulevard, a very slow and congested route. East-west access is gained on
Fountain and Sunset Boulevards, Romaine Street, and Willoughby Avenue. For north-
south auto access, local drivers use Hayworth for short distances and Fairfax Avenue
for long distances.

The most popuiar bus lines include the major routes on Sunset Boulevard, Fairfax
Avenue, and Santa Monica Boulevard. Seniors use Fairfax Avenue bus lines to travel
to the shopping and senior focilities in the adjocent Beverly/Foirfax orea. These
lines are aiso used to access to east-west bus routes on Sunset Boulevard and bus
lines south of the station environs.

IMPACT ASSESSMENT

Direct Short Term Construction Impacts

Diminished access to local facilities and disruption of community life are the twao
most important short term social impacts which will probably occur in the Fairfax/
Santa Monica station environs. The station will be constructed on-street, using cut
and cover techniques and primarily located south of Santa Monica Boulevard on
Fairfax Avenue. Both drivers and pedestirians will experience diminished access ta
local facilities when soldier piles are either driven or drilled and when decking is
built. Fairfax Avenue is likely to be reduced to three lanes during much of the
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construction period, and sidewalks on both sides of the construction site will probably
be blocked for more than three months, though not at the same time. This blockage
will cause difficuity for pedestrians walking from the south to reach buses and shops
on Santa Monica Boulevard. In addition, many local residents may also perceive
Metro Roil station construction as a psychological barrier and take alternative
routes. Those who will be most affected by the physical and psychological barriers
to construction will be seniors with impaired sight, hearing, or mobility. The
temporary reduction of traffic lanes on Fairfax Avenue will exacerbate traffic
congestion and make access to side streets more difficuit.

Dump trucks will create congestion along the muck haul route which includes Santa
Monica Boulevard east of the station site. Over 100 trucks per day are estimated to
enter and exit the construction site. They will require queving space aiong Santa
Monica Boulevard, and these lines will shift traffic to alternative routes. Queving
will also create physical and-visual barriers to pedestrians walking along this route.
As a cumulative result, motorists may avoid the construction area by resorting to
neighborhood streets, particularty Crescent teights Boulevard. This traffic diversion
will disrupt community life and temporarily degrade the neighborhood's character,

Community life may also be disrupted by construction-related noise, including the
driving or drilling of soldier piles. Noise will affect all nearby residents, as well as
the new senior center less than one block from the construction site. If soldier piles
are ‘driven rather than drilied, noise impacts will be greater.” Vibration will be feit in
dreas odjacent to construction. Noise may cause residents to avoid much of the area
and may disrupt local activity pattern along Santa Monica Boulevard for the duratian
of the construction period. The extent of acoustic impacts cannot be determined
until naise limits/specificatians are written inta construction contract documents.

Long Term Direct and Indirect Operational Impacts

Convenient amenities, especially shopping, are considered to be a major attribute of
the station environs because Metro Rail will increase the amount and variety of local
shopping by adding new retail space to the area. This new retail space will be largely
devoted to community retail. As a result, the number of convenient amenities will

increase.

Another amenity, gaod public transportation, may suffer with the addition of Metro
Rail because surface transportation may be slowed, especially during peak hours.
This results because of the area's increased commerciat activity. However, those
traveling south on Fairfax Averue or into Hollywood will be able to use Metro Rail,
which could offset slowed traffic conditions. if a light rail system is connected to
this station, additional surface transportation will also become available into and

from the Hollywood area.

Neighborhood atmosphere, defined by residents as relatively
quiet residential streets, will be changed with the addition of
Metro Rail. By the year 2000 it is estimated that an additiomnal
2,240 new residents will reside within the quarter mile radius
station area. An additional 450 residential dwelling units are
anticipated under the No Project Alternative. It is estimated
that this will increase by an additional 1,490 units under the
project alternatives. These additional dwelling units will
probably spur infill along neighborhood side streets. This
infill may accelerate a shift from single family homes to mul-
tiple family dwellings. As a result, neighborhood atmosphere
would certainly change.
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The areas near the station site will become more active, a result of higher
concentrations of retail shops and residential units. Local residents' activity
patterns may then change. Commercial shops will aiso experience increased
patronage as the subway and the new stores attract more people to the local area.

Metro Rail is also likely to be a catalyst for trends already begun or projected for
the No Project Alternative. Population, incomes, and auto ownership are ali likely to
increase if new residential units are marketed to potential middle and upper income
residents. The minority population, which is primarily Jewish, is likely to decrease.
This is because the population is elderly and increased rents witl strain their fixed
incomes.

Direct Long Term Displacement Impacts

Three commercial establismments, employing an estimated i5
employees will be directly displaced,
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XIil. LA BREA/SUNSET AND LA BREA/HAWTHORN STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The population of the La Brea/Sunset ond La Brea/Hawthorn station environs falls
within the middle range of station environs populations. The alternative station sites
are about one block from each other. In this narrative, they have been considered
together as the La Brea/Sunset station environs. They are set in a moderately dense
neighborhood of commercial buildings, multiple family dweilings, and single family
homes. According to key informants and direct field observation, the single family
houses predominate only in the southwest section of the station environs.

According to the 1980 census, the largest population subgroup is whites, who
comprise neariy three-fourths of the local population (see Table Xili-1). A1
approximately |5 percent, Hispanics are the second largest subgroup in the station
environs. The Black and Asian populations are smalil, at five and four percent of the
local population, respectively. ~Key informants and respondents at the La
Brea/Sunset Station agree that the area is ethnically mixed, with no significant
neighborhood boundaries between ethnic groups.

TABLE Xili-1

LA BREA/SUNSET STATION ENVIRONS
POPULATION BY ETHNICITY !

Asian and )
Papulation Hispanic White Black - Amer. Indiaon Other
19,282 15% 75% 5% 4% 2%
Source: Census of Population and Housing, |980. -
Census reports STF-i, RI8-55 by Southern Californic Association of

Governments.,

lPert:en*tuges may not add up to 100% due to rounding errors.

Age Structure

The senior citizen population is 19 percent of the total station environs population
and falls near the midpoint of station environs' senior tatals. Younger age groups
comprise a higher percentage of the total population in the La Brea/Sunset station
environs than at the Fairfax/Beverly and Fairfax/Santa Monica station environs. For
instance, the post-World War |l baby boom age group, roughly those 25 to 35 years
old, constitutes 27 percent of the total population. On the other hand, the
percentage of youths between the ages 5 to |9 is nine percent, low in comporison 1o
most station environs.
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TABLE XllI-2

LA BREA/SUNSET STATION ENVIRONS
AGE STRUCTURE

Popuiation 0-4 5-19 20-24  25-34  35-44  45-34  55-64 65+

19,282 3% 9% 1% 27% 13% 10% 10% 9%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern Caiifornia Association of
Governments.

Household Type and Size

There are |1,312 households in the La Brea/Sunset station environs. The average
household size of 1.7 persons per household is small compared to other station
environs. This low figure may result from a large number of single and young adults
living in the area. A significant percentage of the households with children, 28
percent, are headed by women with no spouse. There is .a low. percentage of two -
parent families ond a reldtively small number of persons per household, thus
. avercrowding, measured by the percentage of household with 5 or more persons, is
only three percent.

TABLE XlII-3

LA BREA/SUNSET STATION ENVIRONS
HOUSEHOLD TYPE

Total Households  Married Male Head Female Head

With Members Couple No Spouse No Spouse Nonfamily
Under |8 Family Family Family Households
1,134 59% 8% 28% 5%

Source: Census of Population and Housing, 1980.
Census reports STF-1, R18-55 by Southern Caiifornia Association of
Governments.

Eiderly Households

The percentoge of households with an elderly member declines from the Wilshire/La
Brea station environs to the Universal City station environs. The La Brea/Sunset
station environs fit well into this demographic gradient. Only approximately 50
percent of the elderly households have one person, indicating that a relatively large
number of La Brea/Sunset seniors continue to live in fomily households with their
spouses, their grown children, or with nonrelatives.
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iKey informants and respondents reported that the area is demographically mixed in
terms of age, and that seniars live throughout the station environs.

TABLE XIl-4

LA BREA/SUNSET STATION ENVIRONS
ELDERLY HOUSEHOLD TYPE

Total
Elderiy One Person Family Nonfamily
Households Households Househalds Households
2,784 54% 41% 4%

Saurce: Census of Popuiation and Housing, | 780.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

IEIderly refers to residents 63 years and older.

Housing Characteristics '

At -eighty-five percent, this station environs has a relatively high percentage of
rental units and a correspondingly low percentage of owner occupied units (see Table
X111-5). The remaining units were recorded as vacant in the 1980 census. The arec’s
owner occupied, single family housing units are scattered but a higher percentage
tend to be south of Fountain Avenue. Key informants and interviewed residents
reported that the station environs has had a limited number of new condominiums
and condominium conversions in recent years. These additions have probably
increased the percentage of owner occupied units. The new housing units may also
explain the relatively high vacancy rate for the area. If local condominium units
were unsold, they could markedly increase what would otherwise be a relatively low
vacancy rate.

TABLE Xill-5

LA BREA/SUNSET STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner |
Units ~ Occupied Occupied Vacant
12,145 85% 8% 7%

Source: Census of Population and Housing, 1980,
Census reports STF-1, RI8-55 by Southern California Associatian of

Governments.

lyacant includes the census categaries of Vacant-for-rent, Vacant-for-sale, and
Other.
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Grouping condominiums and homes together, the average value of owner occupied
units in 1980 was $128,600. Median contract rent, at $260 per month, is lower than
that at the adjacent Fairfax/Santa Monica station environs but is higher than the
average af all Metro Rail station environs, $217 per month. Both figures under-
estimate current 1982-3 rental structures in the station environs.

In addition to these slightly above average rents, the station environs' |5 percent
overcrowding figure is high. Taken together, these findings indicate that even
though vacancy rates are high and rents are still above average, many people live in
overcrowded housing units, probably because of economic pressures. [t is safe to
assume that existing vacancies are primarily in upper income housing units.

Disability Status of Residents Aged 16 Years and Oider

The portion of the residents in the La Breo/Sunset station environs reporting a long
term heaith condition which impaired their ability either to work or to use public
transportation was compardble to other stations.

TABLE XIIi-6

DISABILITY STATUS OF LA BREA/SUNSET STATION ENVIRONS
' 'RESIDENTS AGED OLDER THAN 16l .~

Total
Population Work Disability Transit Disability
Number % of Fop. Number % of Fop.
17,876 LI 6.2% 743 4.2%

Source: Census of Population and Housing, 1980.
Data report STF-3, RIé6 by Southern California Association of
Governments.

lwork disability is only reported for the populdtion aged 16 to 64 because this is
presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

Key informants indicated that most residents have, on an average, lived at their
present addressed for three or more years and are long term residents of the area.
Local residents who were interviewed confirmed this impression. The station
environs is a relatively stable areg with an identifiable group of older neighborhood
residents. In addition to these established residents, the respondents also noted there
has been a slight increase in the area's immigrant population, Armenians and Asians,
in particular, have moved to the station environs in the last several years.

According to respondents, average household income is slightly above 520,000 per
year and has risen only slightly within the last few years. The 1980 census reports
median family income within the station environs to be $15,260 per year and mean
family income to be $22,154 per year. The gap between median and mean family
income suggests a widely varying range of incomes in this station environs.
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Most respondents had regular autormobile access, even those with low income. Key
informants thought that about 75 percent of the population has access to an auto.
The census data confirms the accuracy of their estimate, showing an automobile
access rate of 74 percent.

Summary of Existing and Possible Future Demographic Conditions

The La Brea/Sunset environs is largely white, with many adults, many elderly, but
few youth, Except for some new immigrants and ethnic minorities the station
environs is demographically stable.

In terms of land use, the area is currently mixed with scme
new condominiums and singel story retail bulldings, the only
major additions to the station environs. Approximately 200
new housing units are estimated to be constructed by the year
2000 under the No Project Alternative. Despite small house-
hold size and moderate rents, overcrowding is very high in
the area. AN ilncrease irn nousing density for the station
environs over the remaining two decades of this century is
also projected.

For the short term, however, the area is likely to show little physical change over
present conditions. Little available land exists for new construction, and there has
been little demolition and rebuiiding in Hollywood in recent years. Land use
projections. confirm that there will be small increases in office and retail space by
the year 2000.. In the long range, the station environs may experience demographic
change. |t is likely to continue to become more ethnically diverse if rents stay at
their present moderate levels, and if immigration to Los Angeles continves at a high
fevel. Existing housing is a mixture of multiple fomily dwellings and single family
houses, ana it can therefore serve both singles and families. Unless there is a large
influx of one type of househoid unit, rents are likely to remain stable. Supply and
demand should remain in balance, leaving inflation as the economic factor forcing
general rents upward. :

Public Facilities

Most of the environs' 26 public facilities and social services are located in the nofth
end of the station environs above Hollywood Bouievard. (See Figure XUi-i.) There
are only a few facilities within a short walking distance from the proposed station
sites. An English-as-a-second-tanguage (ESL) school, located half a block north of
the La Brea/Sunset Station draws students from beyond the station environs, as do
Hollywood High School and its related qduit school. There is aiso a store-front
church close to the La Brea/Sunset intersection. SCALA, an agency which helps
semior citizens locate affordable housing is located one block from the La
Brea/Sunset Station.

Station Neighborhood Quality Indicators

interviewed residents and key informants offered a wide range of reasons for
choosing to live in the station environs. The respondents also had strong negative
feelings about specific characteristics of the area. The positive qualities noted by
respondents focused on the central location of the area and were expressed in terms
of proximity to work, services, and entertainment. They mentioned the reiated
attributes of good transportation to and from the station environs, as well as
convenient shopping, primarily on Sunset Boulevard. The two most prevalent
negative opinions about the station environs dealt with crime and prostitution.
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Social Activity Patterns

Respondents indicated that most of the activity of local residents is confined to the
station environs. Both seniors and nonseniors regularly use shops, banks, and other
commercial enterprises along Sunset Boulevard. Both also use entertainment and
medical facilities within the area. Social activities, however, are primarily situated
out of the station environs, indicating the lack of a local, indentifiable neighborhood
community.

Use of Local Facilities. Although respondents reported most residents have regular
access fo an automobile, many residents nevertheless walked to local shopping and
services. This pattern probably results from traffic congestion within the station
environs, as well as the proximity of shops and services to residents. The local
streets most commonly used by neighborhood pedestrians for shopping and access to
public facilities are Hollywood and Sunset Boulevards. La Brea Avenue is reported to
be used primarily for north-south access.

Travel Patterns. According to respondents, the buses most commonly used by
residents for east-west travel are those lines on Sunset and Hollywood Boulevards;
for north-south travel, those on La Brea Avenue. Unlike most areas of the Regional
Core, local residents with automobile access are freguently bus users. The presumed
reason is the high quality of public transportation in the station environs. '

Autos are reported to be used by neighborhood residents for social octivities and
shopping for large items. Fountain Avenue, in particular, is valued by local residents
as a timed-light, through street used for access to the west side of Los Angeles.

IMPACT ASSESSMENT

Direct Short Term Construction Impacts

La Brea/Sunset Station. The two most important short term social impacts ofivetro
=ail construction af the La Brea/Sunset station environs will be diminished access to
local facilities and disruption of neighborhood life. The station will be constructed
on-street by cut and cover techniques and will be located, for the most part, west of
La Brea Avenue. Totol construction time is anticipated to be about 2% years.

Diminished access to locat facilities affects both drivers and pedestrians and will be
most intense when soldier piles are driven or drilled and when decking is built. Both
Sunset Boulevard and La Brea Avenue will be reduced to two or three lanes during
most of the construction period. Sidewalks will probably be partially blocked for up
to three months, although they will be at least minimally open at oll times. This will
cause difficulty for pedestrians attempting to reach buses and shopping on Sunset
Boulevard and La Brea Avenue, both of which are heavily trafficked pedestrian
streets. This aspect of construction may also act as a psychological barrier for
pedestrians who wouid be reluctant to enter the areas adjacent to construction and
force them to devise alternative routes. Those who would probably be most aoffected
by these barriers are special users groups such as seniors who tend to have sight,
hearing, and mobility impairments.
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The temporary reduction of lanes on Sunset Boulevard and La Brea Avenue will cause
increased congestion on both streets and make local automobile access more
difficult. Dump trucks, necessary to remove excavation materials, will also add to
the traffic congestion. The dump trucks will also require queuing space on the major
boulevards, creating traffic disruption and physical barriers for pedestrians and
drivers. As a result, drivers may avoid the queving area and resort to alternative
routes, including neighborhood side streets. East-west streets which may become
particularly congested are Hollywood Boulevard and Fountain Avenue. North-south
streets which will be most affected are Highland Avenue and side-streets west of La
Brea Avenve, particuiarly Gardner Avenuve. This extra traffic will disrupt residential
activity patterns and affect neighborhood character during most of the construction
period.

Noise will also be a disruptive factor during the phases of clearing, excavation,
construction, and finishing. The most extensive impacts will occur during the three
month soldier pile driliing period. Noise may cause local residents to avoid much of
the area and mav also disrupt activity patterns on Sunset Boulevard and La Bre=
Avenue. INearby residents may also experience discomfort for the duration of the
construction period. The full extent of acoustic impaocts cannot, however, be
determined until noise limit specifications are written into construction contract
documents.

La Brea/Hawthorn Station. Construction at the La Brea/Hawthorn Station will
diminish access.to local facilities and services, as well as disrupt neighborhood life.
The station will be constructed off-street on the east side of Detroit Street, between
Sunset Boulevard and Hollywood Boulevard. Construction will be by cut ‘and cover
techniques and last approximately 2-1/2 years. Pedestrians living west of Detroit
Street will experience diminished access to local facilities when attempting to
access shops or services on La Brea Avenue or rollywood Boulevard. During specific
construction phases Hawthorn Avenue may be completely closed, presenting short
term impacts to both pedestrians and drivers. Seniors will be the group most
affected by these closures. '

Dump trucks will require queving space near the construction area. This will cause
congestion for both pedestrians and drivers. Hollywood Boulevard, proposed as a
muck hauling route, will present additional congestion during excavation.

The disruption to neighborhood life will not take the form of traffic impacts, as it
does in most station environs. The neighborhood on Detroit Street, between Sunset
Boulevard and Hawthorn Avenue will temporarily cease to function as a neighborhood
unit. The east side of the street will become a construction zone, and residents who
remain after displacement will be faced with noise and visual obstructions. Noise
impacts will be similar to those at the nearby alternative La Brea/Sunset Station and
significantly affect the remaining Detroit Street residents. These construction
impacts will alter the neighborhood's character for the duration of the construction
period.

Long Term Direct and Indirect Operational Impacts

La Brea/Sunset Station. At the La Brea/Sunset station environs, central location is
one of the most important reasons for choosing to live in the station environs. Metro
Rail will enhance this by making more areas of the Regional Core accessible within
the same period of time. By extension, many given destinations will be accessible
within a shorter period of time via Metro Rail.
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Convenient amenities was also mentioned by residents as an important reason for
living in the station environs. More specifically, shopping is within easy walking
distance and theaters and cinemas are also necrby. Under the Metro Rail scenario,
there will be an addition of retail space to the station area. Much of this space will
be oriented ta o regional clientele, although some iocal residents will be served in
the process. This scenario contrasts with the No Project Alternative under which no
regional retqil space is expected to be built by the year 2000 in the statian area.
This represents a continuation of the status quo because at present the neighborhood
has no regional cammercial space. Local shopping would, therefore, be significantly
improved for station environs residents by the year 2000 with Metra Rail.

Residents of the station environs alsa value the proximity to their work. Metra Rail
may improve this characteristic by making more employment areas accessible to
local residents within a reasonable traveling time.

Metro Raii wiill have additional effects on the station environs which ao not
correspond to neighborhood attributes reported to be valued by local residents, For
example, Metro Rail will induce slightly more office building development than
projected to appear under the No Project Alternative. This commercial development
may cause a slight increase in commuter traffic to and from the area, especiaily
during peak hours.

leen these projections, the residential atmosphere of the statlon

" env:.rOns will change once Metro Rail is in operation. &An

additional 1,040 residents and 900 residential units are expected

as there will be an additional 1,020 residents and 690 additional

by the year 2000 under the No Project alternative. Under the
project alternatives, these estimates are expected to increase

residential dwelling units. This will increase residential density,
reduce the number of single family homes, and spur the development
0of condominiums. The neighborhood will, therefore, exhibit greater

concentrations of people and retail stores.

La Brea/Hawthorn Station. The alternative La Brea/Hawthorn Station site will have
greater effect on local neighborhoods than the La Brea/Sunset Station because of its
of f-street location. The character of the neighborhood adjacent to the Detroit
Street will completely change. Local facilities and services will probably be used
more extensively as the number of residents, employees, commuters, and customers
in the station environs increases. As a result, residents may have less need to use
.buses or autos to access stores, services, and facilities which were only previously
available out of the station environs.

Demographically, the percentage of special user groups in the station environs would
probably increase under both the No Project Alternative and the two Metro Rail
alternatives. Population, median income, and auto ownership would increase when
new housing units were rented and sold to middle and upper income individuals and
farmilies. Under the No Project Alternative the percentage of minorities and youth is
likely to increase even more than with Metro Rail. This increase would be part of
the general movement of minorities and immigrants from south to north and from
east to west Los Angeles. Metro Rail will probably slow down this trend by
mcreosmg rental and housing prices within the station environs and reducing the rate
of increase aof lower income individuals and groups.
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Direct Long Term Displacement Impacts at La Brea/Sunset Station Site

La Brea/Sunset Station. Displacements at the La Brea/Sunset site
alternative include several businesses where proposed entrance

ways would be constructed at the northeast and southwest corners

of the intersection. The businesses, employing about 20 individuals,
include two gas stations, two auto repair shops, and a dry cleanin.
establishment. No residential units or any services/facilities

will be displaced.

La Brea/Hawthorn Station. The La Brea/Hawthorn Station will displace a
considerable number of residential units. Six single family and 45 multiple family
residential units, housing an estimated 88 persons, along the north side of Hawthorn
Avenve extending between Formosa Avenue and La Brea Avenue, and along Detroit
Street's east side from Hawthorn Avenue towards Sunset Boulevard would be
displaced. Fee-taking parcels include five commercial establishments and one
vacant business on Lc Bres Boulavard, These include a bank branch, a liquor store-
delicatessen, two patron parking lots for a grocery and motel at Hollywood Boulevard
and La Brea Avenue., Commercial displacement would affect approximately 12

employees.
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XIV. HOLLYWOOD/CAHUENGA STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The total population of the Hollywood/Cahuenga station environs is 14,398, near the
midpoint for all station environs. The area is charccterized by moderately dense,
scattered multifamily dwellings. A small number of single family houses are
scattered in the extreme northern and southern sections of the station environs. The
multifamily dwellings are interspersed with commercial buildings, extensive parking
lots, and theaters. There are very few residential units within a two block radius of
the station site.

TABLE XIV-I

HOLL YWOOD/CAHUENGA STATION ENVIRONS
POPULATION BY ETHNICITY! -

) - SR ' : _ Asianand :
Population Hispanic White Black ‘Amer. Indian Other

t4,398 24% 59% 8% 7% 2%

Source: Census of Population dnd Housing, 1980, .
Census reports STF-1, RIB-55 by Southern California Association of
Governments. .

IPercenmges may not add up to 100% due to rounding errors.

When compared to adjacent station environs, the Hollywood/Cahuenga station
neighborhood has @ smail white population and a large percentage of ethnic groups.
The white census category is less than 60 percent of the total population, and
Hispanics, at nearly 25 percent, are the second largest subgroup; Biacks make up
eight percent of the population, and Asians are seven percent {(see Table XIV-1). Key
informants reported that immigrants, especially Armenians, have entered the area in
large numbers in recent years. The station environs population is ethnically
heterogeneous in comparison to station environs outside the downtown area and the
Wilshire Corridor east of the Wilshire/l.a Brea Station.

Age Structure

Key informant interviews indicated that seniors comprise a high portion of the
station environs population (12 percent). This percentage of seniors is close to the
llos Angeles County average but lower than other station environs, except Union
Station, Lankershim, and Chandler. Of all station environs, Hollywood/Cahuenga
contains the highest percentage of the "baby boom" cohort (i.e., ages 25-34). These
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young adults represent 29 percent of the local popuiation and, apparently, many of
thern do not have children since the younger age categories are reiatively small.

TABLE Xlv-2

HOLLYWOOD/CAHUENGA STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-19 20-24  25-34 35-44  45-54  55-64 635+

14,398 5% 12% 13% 29% 12% 9% 8% 12%

Source: Census of Popuiaiion anc Housing, 19U,
Census reports STF-I, RI8-55 by Southern California Association of
Governments.

Household T ype and Size

The Hollywood/Cahuenga station environs has an average -household size of 1.8
people, near the midpoint of station environs. The percentage of its 7,591 households

" with five or more persons is high (five percent) when compared to adjacent station

areas. This observation is significant given the lack of children and the many singles
living in the area. This means than many families live in overcrowded households.

TABLE XIV-3

HOLLYWOOD/CAHUENGA STATION ENVIRONS
HOUSEHOLD TYPE

Total Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under I8 Family Famiiy Family Househoids
1,158 60% 10% 26% 4%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Association of
Governments,

The percentage of total households with members under 18 is slightly lower in
comparison with other station environs, and represents |5 percent of all environs
households. For these households, the station environs has the highest male headea-
no spouse families of any station environs outside the downtown areaq.
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Elderly Households

In the Hollywood/Cahuenga station environs,eideriy households are I 7 percent of all
station environs households. Most seniors, 64 percent, live alone, and this is the
highest percentage of any station environs west of Wilshire/Normandie (see Tabie
XVi-4). These data were confirrmed by key informants; they reported that aithough
most seniors live alone, they have established elaborate social networks within the
station environs.

TABLE XIV-4

HOLLYWOQOD/CAHUENGA STATION EE\JVIF{ONS
ELDERLY HOUSEHOLD TYPE

Total
Elderiy One Person Family (Nonfamiiy
Households Househo!ds Households Households
1,310 64% 3% 5%

Source: Census of Population and Housing, 1980. o : :
o2 “Census reports. STF-1, RIi8-55 by Southern California Association of
Governments. '

lElderly refers to residents 65 years and older.

Housing Characteristics

Eighty-two percent of all local housing units are occupied by renters, slightly below
the average of Metro Rail station environs. Owner occupied units represent 2
percent of focal housing and have a@ median value of $131,000 (see Table XIV-5). This
figure is relatively high since many of the housing units are north of Franklin Avenue
in the foothilis of the Hollywood Hills, They are substantially more expensive thar
housing immediately adjacent to the station locations.

Key informants also noted that rents are inexpensive within the station environs.
The median contract rent of 5218 is lower than that at any other station environs
west of the Wilshire/Vermont Station. Overcrowding is high, with 25 percent of the
population living in overcrowded housing. These observations suggest that much of
the station environs population is in the transit dependent, special user group of fow
income people. The key informants corroborated this view of the area as low
income, with households south of Frankiin Avenue reported to have less than $20,000
annual income on the average. Census data supports their assessment: median
family income is $13,649 per year and mean family income is $19,464.
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TABLE XIV-5

HOLLYWOOD/CAHUENGA STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacant!
8,048 82% 12% 6%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Association of

Governments,

lvacant includes the census categories of Vocant-for-rent, Vacant-for-sale, and
Other.

Disability Status of Residents Aged |6 Years and Older

tn the Hollywood/Cahuenga station environs, about eight percent of the residents, 16
years of age and older, reported a work disability. A relatively small portion of
the population, age |6 years and over, reported a physical or mental disability that
made if difficult or impossible for them to use public transportation.

TABLE XiV-6

DISABILITY STATUS OF HOLLYWOOD/CAHUENGA
RESIDENTS AGED OLDER THAN 16!

Total .
Population Work Disability Transit Disability
Number % of Fop. Humber % of Fop.
12,172 986 8.1 394 3.2

Source: Census of Population and Housing, |980.
Data report STF-3, RI1é6 by Southern California Association of

Governments.

lwork disability is only reported for the population aged 16 to &4 because this is
presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

Key informants reported that the Hollywood/Cahuenga station environs is a
reiatively unstable area. There is substantial turnover and many residents have lived
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in the orea less than one year. Census figures indicated that 68 percent of the
station envirans residents had regular dccess to an automobile. Residents ond key
informants thought the area north of Franklin Avenue had above average incomes
and a higher percentages of whites. The area south of Franklin Avenue is poorer and
ethnically mixed, according to local respondents.

Summary of Existing and Possible Future Demographic Conditions

The Hollywood/Cahuenga station environs is a transient, low income area with a
large population of young adults between the ages of 25 to 34 years. The area has
many overcrowded apartments, many of which, according to respondents, have
deteriorated over the last ten yeors. Land use data indicate a moderate amaunt of
new housing construction and an increasing population density by the year 2000. The
area also is the center of the Hollywood entertainment industry and contains many
theaters and studios.

Other then deterioration, the area has undergone [ittle physical change dirian the
last ten years. There are few new buildings although several demolitions have
resulted in additional parking lots. The area is projected to experience a significant
increase in the construction of commercial and retaqil spoce by the year 2000.
According to key informants, the area has experienced large demographic change.
The area is a point of entry for newcamers attempting to enter the entertainment
industry. The area's ethnic mix has increased, as weli, and this has contributed 1o a
lower overage age in the area. Incomes have decreased as the areq experienced

" deterioration.

These conditions are not expected to change over the near term. The ethnic mix, the
predominance of youth, and the incidence of overcrowding will probably remain.
Further demoiition without replacement housing will aiso force rents up as nousing
demand increases.

Public Facilities

The Hollywood/Cahuenga station environs has a moderately low number of social
services and public facilities, Mast are lacated south of Hollywood Boulevard and
east of Vine Street, and are usually dwarfed by the large size and number of
commercial activities within the orea. None of the services or facilities are
adjacent ta the proposed station site (see Figure XIV-1) although many of them are
within walking distance. The office of the Department of Water and Power is less
than one block from the station site, and a post office is less than two blocks away.
These two facilities are primarily used by local residents and employees. |In
cclamparison, the Hollywood USO club and the YMCA probably have a regianal
clientele.

Station Neighborhood Quality Indicators

Hollywood/Cahuenga station environs residents interviewed reported they like ta live
in the areq because it has good shopping and transportatian, and because social
services are nearby. In addition, respondents noted that the area is closer to their
wark, which is often in the entertainment industry. Generally, the area is perceived
as being centrally located and having inexpensive housing. According to key
informants, the Hollywood ambience is also considered an important reason for living
in the area, and this, too, is @ major reason that newcomers to the city choose this
area as a paint of entry to Los Angeles.
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Residents and key informants also had strong feelings about negative characteristics
of the areq, including the perception that the only reasons for many residents to live
in the area were economic ones. Nearly all respondents mentioned the derelicts and
transients of the station environs. Two additional negative items mentioned were
neighborhood crime and deterioration.

Social Activity Patterns

Use of Local Facilities. Residents frequently shop within the station environs and
Use parks, schools, and social services, such as the social security office, the fieid
office of Councilwoman Peggy Stevenson, and the post office {see Figure Xiv-1). A
large portion of both seniors and nonseniors have strong local social ties. Most
residents leave the area for medical services, major grocery shopping, and
recreation. The principal exception is residents without cars who do much of their
business within the area.

Travel Patterns. Most residents who use facilities and services in the station area
walk fo them, probably because of their lack of auto access and the ared's traffic
congestion. Even those with auto access walk to most activities other than major
grocery shopping. The most extensively traveled pedestrian streets are Wilcox
Avenue for north-south access and Hollywood Boulevard for east-west access as well
as shopping. Franklin Avenue and Yucca Street are also used for east-west access.
According to both residents and key informants, Cahuenga Boulevard does not appear -
to be widely used by residents. : '

The auto thoroughfares most heavily travelled by locol residents are Hollywood and
Sunset Boulevards, and Franklin, Highland, and Wilcox Avenues. As in the case of
pedestrians, Cahuengo does not seem to be heavily traveled by neighbornooa
motorists.

Respondents and key informants mentioned that a positive attribute of the station
environs is its good public transportation. Autoless households use buses to access
facilities and services outside the station area. The most frequently used buses run
along Hollywood and Sunset Boulevards and provide access to downtown Los Angeles
and the west side. Buses on Vine Street and Highland Avenue, in turn, provide occess
to the Wilshire Corridor.

IMPACT ASSESSMENT

Direct Short Term Construction impacts

Construction at the Hollywood/Cahuenga station site will diminish access to local
facilities and disrupt daily community activities. The station will be constructed
off-street, west of Cahuenga Boulevard between Hollywood Boulevard and Yucca
Street. Construction will be via cut and cover and last about 2-1/2 years.

Drivers and pedestrians attempting to access local facilities across Cahuenga
Boulevard will experience diminished access when soldier piles are driven or drilled
and when decking is built. Hollywood Boulevard is likely to be reduced to two or
three lanes throughout much of the construction period, and sidewalks on each side
of it are likely to be blocked off for approximateiy one to two months. These
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blockages and reductions, however, would not occur simultaneously, but will still
present difficulties far the pedestrians in the area. Sidewalks along the west side of
Cahuenga Boulevard will probably be closed for the duration of the construction
period and pedestrians will have to devise alternative routes througn this area.
Seniors with impaired sight, hearing, and mobility could be expected to experience
the most hardship because of their greater difficuity in adapting to these temporary
new conditions. The disruption to community life will be primarily caused by
changes in traffic. Despite the relatively low number of residents living within a two
block radius of the station site, the traffic resuiting from the temporary reduction of
lanes on Hollywood Boulevard would spillover to neighborhood streets in order to
avoid congestion at the construction site. The streets most likely to experience this
spillover are Yucca Street and Franklin Avenue. Noise and safety problems,
especially for special user groups, will result for residents living in the area.

Dump trucks will be entering and exiting the station site to remove excavation
materials. These truckswill require queuing space along Cahuenga Bouleverd, north
of the station site. Traffic wiii be shiftec fo alternative routes. Community tife
may also be disrupted by noise during the clearing, excavation, construction, and
finishing phases. Significant impacts will occur during soldier pile drilling, a phase
which. may last as long as three months. Noise may cause residents and visitors to
avoid the construction zone, disrupting local activity patterns ajong Hollywood and
Cahuenga Boulevards. The full extent of acoustic impacts cannot be determined,
however, until noise limit specifications are written into construction contract
documents. - o o0 : ) ' o :

Long Term Direct and Indirect Operational Impacts

Projections for the No Project Alternative show a large increase in retail space by
the year 2000. Metro Rail will, in turn, raise this total slightly. One resuit may be
an increase in the number of amenities serving the station environs residents. Much
of this space will, however, be oriented toward a regional clientele and not marketed

to local residents.

Commuters attempting to access the subway station site will aggravate traffic
congestion, thereby siowing buses which currently serve the station environs.
Additional congestion, primarily for pedestrians, will als> result as the station
environs population increases. ’

Proximity to work was identified by residents as a neighborhood amenity since many
work for the entertainment industry and these facilities are within or adjacent to the
station environs. Metro Rail will probably not affect this community attribute.

The negative characteristic of the station environs most often cited by respondents
was crime instigated by the large transient population. As the station environs
population grows, the size of this transient population is expected to decrease and,
along with it, a portion of the crime which concerns community residents.

Station environs qualities which were not cited by local residents
as important, but which will probably be affected by Metro Rail,
include the residential character of the neighborhood. Under
either the Metro Rail or non-Metro Rail scenarios, the station
environs is projected to undergo a large residential transition.
New dwelling units are likely to be directed toward a higher
income population than presently resides in the station area and
station environs. As a result, the environs may cease to be a
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point of entry for those wishing to enter the city, either as
immigrants or emplovees in the entertainment industry. Metro

Rail is projected to increase the No Project estimates for the .
year 2000 by 1,360 residents and 610 dwelling units in the area,
substantially changing the character of the station environs.

Land use changes are likely to medify local activity patterns. The influx of new
residents discussed above may, on one hand, tax current retail and social services, as
well as public facilities. On the other hand, those which are oriented toward low
income residents may experience a decline in patronage. If Hoilywood Boulevard and
the surrounding shopping streets experience a revivai of community-oriented retail
businesses, local residents may walk through the area more often. Bus and auto
usage may correspondingly decrease if residents have fewer reasons fo leave the area
for services and facilities.

Demographic changes can be expected to occur as a result of environmental impacts
at the Hollywood/Cahuenga Station. The total popuiation, the median income, and
the level of auto ownership may all increase if new residential development
encourages middle and upper income individuais to move into the area. Because
these developments may displace low income residents, they moy aiso slow the
growth of the local immigrant and minority populations. The growth in the youth
population may be correspondingly siowed as well.

Direct Long Term Displacements

it {s estimated that the Hollywooé/Cahuenga Station would displace
38 residential units, 51 commercial establishments, employing an
estimated 276 employees, and four social service/facilities. I
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XV. HOLLYWOOQD AUXILIARY LINE CORRIDOR

The study area for the impact analysis of the Hollywood auxiliary system includes ¢
one-quarter-mile corridor on either side of the proposed transit olignments. Baseline
conditions and impact assessment have been undertaken for each of the alternative
auxiliary transit systems in the Hollywood area. See Glossary for the description for
the aiternative Hollywood alignments.

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The population of the ouxiliary line corridor is predominantly white (72 percent),
with the largest minarity group b2ing Hispanic (17 percent), Blacks and Asia-s
comprise five and four percent of the corridor population, respectively, The remain-
ing two percent classify themselves as "other." The population and ethnic mix are
not distributed evenly throughout the study corridor. The Fairfax/Santa Monica
station environs is primarily white, with a large elderly population and a growing gay
population. The area oround the La Brea/Sunset Stotion con be considered a transi-
tion zone between West Hollywood and Hollywood. it is charocterized by ethnic
diversity and a'significantly lower: percentage of elderly than the previous station.
The éastern’ segment of the corridor, around the proposed Hollywood/Cahuenga
Metro Rail station, has a large proportion of minorities and a large transient popula-
tion.

TABLE XV-|

HOLL YWOOD AUXILIARY LINE CORRIDOR
POPULATION BY ETHNICITY

Asian and
Population Hispanic White Black Amer. Indian Other
32,451 17% 72% 5% 4% 2%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

IPercenmges may not add up to 100% due to rounding errors.

Age Structure

Although the proportion of the population |9 years and under is significant (14 per-
cent), it is relatively lower than the figures for the other proposed corridors and well
below thot of the Regional Core (22 percent). The two largest age groups in the
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Hollywood Corridor are aged 25 to 34 (24 percent) and aged 65 years ana over (21
percent). The Hollywood corridor’s elderly population is by far the largest of all the
proposed corridors and well above that of the Regional Core (I3 percent).

TABLE XV-2

HOLLYWOOD AUXILIARY LINE CORRIDOR
AGE STRUCTURE

Population 0-4 5-19 20-24  25-34  35-44  45-54  55-64 65+

32,451 4% 10% 1% 24% 1% 9% 10% 21%

Source: Census of Population and Housing, 126U,
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

Household Type and Size

Most of the' 18,244 households in the corridor consist of single. young ‘aduits, young
‘married couples with no chiidren, and seniors living alone. Oniy |3 percent of the
"households have members under |8 years and, of these households, a significant
amount are single parent households (32 percent). The average household size in the
corridor is 1.8 persons per household. A relatively low three percent -of the house-
holds have five or more members,

TABLE XV-3

HOLLYWOOD AUXILIARY LINE CORRIDOR
HOUSEHOLD TYPE

Total Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under |18 Family Family Family Households
2,383 63% 7% 25% 4%

Source: Census of Population and Housing, 1980.
Census reports STF-1, Ri8-55 by Southern California Association of
Governments.
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Elder|y Households

Almost 30 percent of the households in the Hollywood corridor have eiderly mem-
bers. Of these elderly househoids, 58 percent are seniors living alone and are con-
centrated around the Fairfax/Santa Monica Station. Seniors either living with their
spouses or with their grown chiidren comprise 39 percent of elderly households.

TABLE XV-4

HOLLYWOOD AUXILIARY LINE CORRIDOR
ELDERLY HOUSEHOLD TYPE

Total
Eiderly One Person Family Nonfamily
Households Householids Househnlde Househalds
5,426 58% 39% 3%

Source: Census of Population and Housing, 1980.

- Census reports STF-i,  R18-55 by Southern Californic Association of . --

Governments. ﬁ

IEltierl).r refers to residents 65 years and older.

Housing Characteristics

Of the total year round units in the Hollywood corridor, the overwhelming majority
are renter occupied (see Tabie XV-5). The median contract rent of $236 is the
lowest of all the four corridors but higher than that of the Regional Core (5158).
Despite the relatively low median rent, overcrowding in the Hollywood corridor is
high with 22 percent of the population living in households with more than one person
per room. Owner occupied housing was vaived at $30,500.

Disability Status of Residents Aged |6 Years and Olider

When compared to other station environs and impact corridors, the percentage of
residents in the Hollywood corrodor reporting a work disability is relatively high (7.7
percent), The proportion of residents with a public transportation disability is
roughly comparable to most station environs and to the other impact corridors (4.7
percent).
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TABLE XV-5

HOLLYWOOD AUXILIARY LINE CORRIDOR
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacantl
19,220 89% 6% 5%

Source: Census of Papulation and Housing, 1980,
Census reports STF-1, RI8-55 by Southern Californio Association of
Governments,

Ivacant includes the census categaries of Vocant-for-rent, Vacant-for-sale, ond
Other.

TABLE XV-6

DISABILITY STATUS OF HOLL YWOOD AUXILIARY lrINE CORRIDOR
RESIDENTS AGED OLDER THAN 16

Total % of Pop. With % of Pop. Witn
Population Work Disability Transit Disability
28,110 1.7% . 4.7%

Source: Census of Population and Housing, 1980,
Data report STF-3, RI66 by Southern California Association of
Governments.

1Worh: disability is only reported for the popuiation aged 16 to &4 because this is
presumed to be the working age by the Bureau of the Census.

Additional Demegraphic Characteristics

Residents of the Hollywood Auxiliary Line Corridor are in the low to moderate in-
come Tange according to the 1980 Census. The census shows median family income
as $12,587 per year and mean family income ast $15,703 per yeor. Approximately 66
percent of the corridor residents had access to an automobile on a regular basis.

Summary of Existing and Possible Future Demegraphic Conditions

A relatively large population lives within a quarter mile in either direction of the
auxiliory alignments. For the entire corridor, the population is primarily white. The
largest minority group is Hispanic, living primarily in the eastern section of the
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corridor. The age structure and household type indicates that there is a large
proportion of residents who are elderly, either living alone or with spouses. Young
adults between the ages of 25 and 34 are another relatively large age cohort in the
corridor. Because of the reiatively small proportion of youth (i.e., ages 0 to 19) and
the relatively large proportion of single parents with children, average household size
tends to be small, The Hollywood area has the highest rate of overcrowding within
the Regional Core (22 percent). Because of the large proportion of residents who are
either elderly, living alone or with spouses or young adults, living alone or with
spouses and no children, housing demand will probably continue to focus on apart-
ments (i.e., multiple dwelling units).

Public Factlities

The Hollywood Auxiliary Line Corridor contains a substantial number of facilities
and services (see Figures Xii-1, Xili-l, XIV-1), Aitogether, there are 239 public/
institutional facilities, 31 socialfcultural facilities, and four park, open space areas.
Public facilities generally tend to be located near the main thoroughfares--i~ airfax
Avenue, Santa Monica Boulevard, Sunset Boulevard, and Hollywood Boulevard. Near
the intersection of Santa Monica Boulevard and Fairfax are a post office, an
elementary schoold, two religious institutions, and a new, medium rise senior housing
facility. Further east along the corridor are two local parks, both of which are
extensively used by resdients and visitors. Located near the midpoint of the
auxiliary alignment is Hollywood High School. The eastern section of the corridor,
near Cahuenga Boulevard between Fountain Avenuve and Hollywood' Boulevarg,
includes a wide variety of facilities: a police station, a fire station, and several
religious institutions, Three other facilities in this area ‘are used by many
nonresidents: the YMCA, the USO club, and an interurban bus station. The
Hollywood library branch, located on Ivar Avenue, was recently ruined by fire but is
expected to be rebuilt. Along the northernmost boundary of the corridor at Franklin
Avenue is another local park. At the extreme eastern boundary is a junior high
school.

Corridor Quality Indicators

No interviews of key informants or local residents were conducted for the entire
Hollywood corridor. Residents and key informants were, however, interviewed for
the Fairfax/Santa Monica, La Brea/Sunset, ond Hollywood/Cahuenga station
environs. Also analyzed were the goals and objectives agreed upon by the Hollywood
Citizen Committee participating in the Hollywood Special Alternatives Analysis.
The Hollywood Citizen Commitee, representing the residents of the Hollywood
corridor, met with SCRTD staff and consultants on ten different occasions from
September |6 to December 8, 1982 to evaluate the three basic Metro Rail alterna-
tives for the Hollywood area. Among the important issues raised by the Committee
was the need fo revitalize the Hollywood area as an attractive center for cultural/
entertainment events, employment, and commercial activities. This concurs with
the views of the key informants and local residents interviewed at the three station
environs. The provision of fast, convenient transportation to and from the Hollywoed
area was qiso seen as vital. Crime is perceived as a major problem by key infor-
mants, as well as by the Hollywood Citizen Committee. Noise and traffic congestion
were issues expressed by respondents. The preservation of existing residential
communities, historical sites, and open spaces was of concern to the Hollywood
Citizen Committee.
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IMPACT ASSESSMENT

Direct Short Term Construction Impacts

The elevated auxiliary alternative, the ICTS, will be compieted in three stages: the
construction of foundations, the erection of piers and bent frames, and the
placement of precast bar beams or T-beams. Construction of the at-grade auxiliary
alternative, the LRT, will be much less complex than under the ICTS aerial
alternatives. Foundation pouring and track laying are the two major construction
phases. Both alternatives wili have certain common social impacts: diminished
access to local facilities and disruption of community life.

Those streets on which the auxiliary lines wiil be constructed will have a reduction in
the number of through lanes. Drivers may attempt to avoid this congestion by using
neighborhood side streets as throughways. This will create safety and noise problems
for nearby residents, especially youth ond the elderly. Construction will probably
cause additional access problems because it will be perceived as a psychological
barrier, making residents reluctant to enter the construction area due to noise and
congestion. Residents may be forced to take alternative routes to reach local faci-
lities, disrupting local activity patterns.

Construction: noise from clearing, excavation, construction, and finishing octivities
_will offect neighborhoods closest to .the construction sites. The extent of noise -
impacts cannot, however, be determined until noise limit specifications are written
into Metro Rail construction contract documents.

The construction of @ maintenance facility and storoge yard at Selma Avenue and
Gower Streets for either of the auxiliary systems moy create temporary physical anc
psychological barriers for nearby residents and pedestrians. Spillover traffic around
the vicinity of Selmo Avenue and Gower Street may foster local circulotion prob-
lems. An cerial system would probably have more of an impact due to the longer and
more involved construction activity.

Long Term Direct and Indirect Operational Impacts

In the case of Hollywood residents, community perceptions which form the basis for
evaluating the significance of social changes were derived from key informant and
resident interviews in the Fairfax/Santa Monica, La Brea/Sunset, and Hollywood/
Cahuenga Metro Rail station environs, as well as from the goals and objectives
determined by the Hollywood Special Alternatives Analysis committee. Among the
important characteristics which were noted by informants, respondents, and partici-
pants of community meetings is the desire for community revitalization. Residents
want fo make the Hollywood area an attractive center for cultural and entertain-
ment events, employment, retail, and office activities by improving the quality of
retail shopping and adding new regional amenities. These concerns will persist under
the No Project Alternative and ali of the auxiliary line alternatives. More specifi-
caily, under the No Project Alternative the auxiliary alignment corridor will exper-
ience large increases in retail space. The majority of this space will be regionolly-
oriented. Land use analyses for this EIS also project that office space will make
large gains. Therefore, the number and variety of corridor amenities will increase
without Metro Rail. With the introduction of Metro Rail and one of the auxiliary
systems growth would be much larger. Retail growth under Alternative B, the Fair-
fax direct subway with the maximal auxiliary system, is 650,000 square feet. For
Alternative C, the Cahuenga Bend and minimal auxiliary system, 655,000 additional
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retail square feet is expected. Both major alternatives are nearly three times larger
than new construction anticipated under the No Project Alternative. The majority of
the retail space under both alternatives would be regionally-oriented. Office space
additions for Alternative B, the Fairfax Direct, are 2,402,000 square feet. For
Alternative C, the La Brea Bend, 1,740,000 additional square feet are expected,
nearly twice that of the No Project Alternative. Although convenient amenities,
such as office and retail space additions will increase under the No Project Alternc-
tive, revitalization and expansion will be much greater under the combination of
Metro Rail and ony of the auxiliary systems.

Accessibility, another valued local characteristic, would vary among alternatives.
Alternative B, Fairfax Direct, would allow the greatest number of local residents to
gain access to shopping ond services within Hollywood. This is because this aiterna-
tive, whether at grade or aerial, has the largest number of stops. Alternative B aiso
provides a more regional orientation than Alternative C. Without an auxiliary sys-
tem, Alternative A (Ccohuenga Bend) relies on improved bus service to provide local
service to Foliywood. Overall, it has fewer stations, but each of them woulc be
more extensively used than the auxiliary stations.

Bus service is also a valued community characteristic and the provision of safe and
secure transportation was deemed important at the Special Analysis community
meetings. The quality of bus service may be reduced under Alternatives B and C
because surface travel times could increase. The corridor would become more.
densely. developed- and traffic’ on several major thoroughfares would-be more con-
- gested. "This is especially trie when traffic lanes are used to operate the ICTS'
{aerial) or the LRT (at grade). Local mobility would then be slightly impaired for
residents living along the auxiliary alignments.

Another community characteristic valued by local residents is proximity to their
work sites. Participants of community meetings felt it was important to improve
access to employment and commercial centers. Both Alternatives B (Fairfax Direct)
and C (La Brea Bend) will enhance work proximity although residents will not have
direct access to the Regional Core via the auxiliary systems. Passengers will need to
transfer to buses or take the auxiliary system to a Metro Rail station. :

A community change which does not readily correspond to values mentioned by
station environs residents or key informants is the alteration of neighborhood
atmosphere. While density increases will occur under the No Project Alternative,
Alternatives B (Fairfax Direct) and C (La Brea Bend) will foster much larger gains.
This magnitude of development may stimulate increases in the median purchase and
rental prices of dwellihg units in the impact area. Furthermore, new housing may be
marketed towards residents more affluent than those presently residing in the impact
corridor. If the rental structure moves upwards, low income residents who presently
live in the area may experience hardship.

Under the LRT, transit vehicles would operate alongside automobiles, competing
with them for space. Safety considerations would require trains to reduce their
speed to provide sufficient space between themselves and automobiles. |f drivers
perceived this at-grade route as sufficiently slow or dangerous, neighborhood side
streets would be used to avoid the LRT route. An aerial transit system would not
have these safety and traffic problems, because the system would be above street
level. However, the support structure of the aerial system would require about one
traffic lane from already tight and congested streets such as Santa Monica Boule-
vard. Thus drivers may stili rely on neighborhood side streets, especially in peak
hours, with a grade separated system.

XV-7



The visual impacts of an at-grade (LRT) tronsit system will not be significont. The
visual impacts will be primarily confined to the intermittent disruption of normal
curbside pedestrian views. In addition, the use of overhead wiring for power conduc-
tion will remove the views of some buildings and vistas. An elevated transit system,
however, will have considerable visuai impocts, First, pedestrians would experience
the permanent obstruction of views along both the linear configuration of the system
and across its lineor axis. If the guideway of the aerial system is close to buildings,
the privacy of residents would also be compromised. In oddition to these effects, the
guideway and support columns could produce shadows on the street below and, pos-
sibly, adjacent buildings and sidewolks. Motorists would find their sight distance
reduced when iooking down the length of the guideway because of the prominence of
the pillars. By contrast new views of the Hollywood area would be created for
system users.

While the LRT would be noisier, neither the ICTS nor LRT system would sufficiently
roise ambient noise levels to be of significont concern.

The interaction of the above impacts will probably offect activity patterns for
corridor residents. Services and facilities moy experience greater use when more
people move to the area. Commercial volumes will increase as well if commuters
and residents overcome their perception that the guideway is either a physical or
psychological barrier. If the aerial (ICTS) or at-grade (LRT) system creates a bar-
. tier, residénts may take alternative routes, With the addition of an auxiliory.
transit system residents may use buses and autos less, relying on the auxiliary line
for locol transportation in Hollywood. - Residents may also choose to walk when the
areo becomes denser and more pedestrian-oriented. Development in the corridor will
probably be marketed toward young white collar workers. This will tend to increase
average incomes ond the rate of auto ownership, while retording the trend towards a
greater percentage of minorities and youth.

The maintenance and storage yard located at Selma Avenue and Gower Street would
create noise and visual impacts. Sound planning and design technigues must be
implemented to mitigate adverse affects on the surrounding community.

Direct Long Term Dispiacement Impacts

In general, construction of an aerial system (ICTS) would result in greater disploce-
ment than an at-grade (LRT) system. A summary of displacement estimates are
presented in Table XV-7.

Fairfax Direct.

Fairfax/Santa Monica. Both Metro Rail and the ICTS/LRT lines would displace a
service station and a donut shop on the northwest corner of the intersection of
Fairfax Avenue and Santa Monica Boulevard

La Brea/Santa Monica, Two commercial establishments, a fast food restourant
and @ car wash, on The northeast and northwest corners of the intersection would be
displaced by aerial platforms for the ICTS system. No displacement would result
from an at-grade (LRT) system,

Selma/Hawthorn, Displacement would result from either an iCTS or LRT sys-
tern Decause The Hollywood auxiliary line curves around the bend from Hawthorn
Avenue fo Selma Avenue. Five businesses wouid be displaced: a fast food restau-
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. rant, a print shop, and three entertainment related offices. Three multifamily
residences with three units each wouid also be displaced.

Selma/Cahuenga. An cerial platform would displace |7 commercial establish-
menfs and one nonprofit service office, the Hollywood Fair Housing Council, on the

southwest and northwest corners of Seima and Cahuenga. In contrast, no displace-
ment would occur with an at-grade (LRT) system.

Seima/Gower. Both ICTS and LRT systems would dispiace two residences, o
music publishing business, and patron parking for KCBS. They are located at the
southwest corner of Selma Avenue and Gower Street. An cerial system would dis-
place an additional office building on the northwest corner and affect five com-
mercial tenants.

La Brea Bend.

La Brea/rollywooa. An ICTS system would displace 25 residentiai units in six
multifamily dwellings clong the north side of Hawthorn Avenue, west of La Brea
Avenue. The Trouper's Club, a theatrical fraternal orgonization located on La Brea
Avenue where Hawthorn Avenue zigzags, and a branch of the Bank of Hollywood
located on the southeast corner of this intersection would also be displaced. An LRT
(at-grade) system would result in the displacement of 20 residential units at this site.

TABLE XV-7
. | HOLLYWOOD AUXILIARY LINE CORRIDOR DISPLACEMENT
Fairfax Direct La Brea Bend
ICT5 LRT TS LR
COMMERCIAL
Public Parking Lots 0 0 0 0
Retail 2 | 2 |
Service/Office 26 64 26 5
Restaurant 5 2 3 |
Nonprofit Service Facility ! 0 I 0
Industrial 0 0 0 0
Estimated Employees 179 75 £55 69
RESIDENTIAL
Single Family Units 0 0 2 3
Muitiple Family Units P4 12 37 29
Estimated Residents 23 20 66 54
. Source: Data collection and analysis by The Planning Group, Inc.
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Selma/Hawthorn, Displacement impacts wauld be the same as under the Fairfax

Direct Alternative. .

Selma/Cahuenga. Displacement impacts would be the same as under the Fairfax
Direct Alternafive.

Selma/Gower. Displacement impacts are identical to thase under the Fairfax

Direct Alternative.
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XVl STUDIO CITY STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The population of the Studio City station environs is smaller than that of any other
station environs. The residents of this station environs live mainly in low density,
single family housing south of Ventura Boulevard and in an isolated area of medium
density, multiple family dwellings adjacent to the Hollywood Freeway (Route 101).

Studio City has the third highest percentage of whites (85 percent) of all the station
environs. |t correspondingly has one of the lowest percentage of racial or ethnic
minorities. These basic demographic characteristics differ markedly from those of
the other tNorth Hollywood station environs,

TABLE XVi-I|

STUDIO CITY STATION ENVIRO{\IS
POPULATIONBY . ETHNICITY

Asian and
Population Hispanic White Black Amer. indiaon Other
5,133 8% B6% 2% 3% | %

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Association of
Governments.

lF’«:rcen‘rc:ges may not add up to i00% due fo rounding errors.

Age Structure

The largest population age subgroup in the Studio City station environs is that
representing the ages of 25-34. This subgroup constitutes more than one-quarter of
the total population, one of the largest station environs percentages for this young
adult category. However, the age group representing children, five years older or
younger make up an unusually smail proportion of the population, less than three
percent, probably because many couples are not having children or there are many
singles in the area.

The remaining age cohorts within the Studio City station environs have similar
proportions to other station areas. The percentage of 35-44 and 45-54 age groups are
slightly higher than the average for station environs. The Studio City station
environs has the highest proportion of residents between 25 and 54 at 54 percent. As
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a conﬁequence, this station environs has the lowest percentage of its total population
in the two most transit dependent, special user groups, those between the ages five
and |92 oand those aged 65 and over.

TABLE Xvi-2

STUDIO CITY STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-19 20-24  25-34  35-44  45-54  55-64 63+

5133 3% 8% % 28% 13% 13% 12% 13%

Source: Census of Population and Housing, |1980.
Census reports STF-I, RI8-55 by Southern California Association of
Governments.

Household Type and Size

Studio City's average household size of |.7 persons per household is small compared
to the average for all the station environs. This statistic corresponds to declining
school enroliment, an indicator of declining family size. This station environs also
has an extremely smal! number of households with members under |8 years of oge,
under ten percent. As would be expected, households with five or more persons aiso
make up a small percentage of the 2,91 | households, only two percent.

TABLE XVI-3
STUDIO CITY STATION ENVIRONS
HOUSEHOLD TYPE
Total Households Married Male Head Female Head
With Members Coupie No Spouse No Spouse Nonfamily
Under |8 Family Family Family Households
288 69% 8% 20% 3%

Source: Census of Population and Housing, |980.
Census reports STF-l, RIB-55 by Southern California Association of

Governments.
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Elderly Households

Elderly households comprise 16 percent of all local households, although the elderly
themselves make up only |3 percent of the station environs population. The elderly,
therefore, tend to have slightly smaller average households than the nonelderiy.

Less than 45 percent of elderly households are one person units, a low figure in
comparison to other station environs and the local nonelderly. Of the total
population, over 52 percent of the househalds consist of one person. Therefore,
although the elderly have a smaller average household size than the nonelderly, there
is an uncharacteristically higher proportion of nonelderly living in one person
households.

TABLE XVi-4

STUDIO CITY STATION ENVIRONS
ELDERLY HOUSEHOLD TYPE

Totai .
Eiderly One Person Family ‘Nonfamily
Hoqseholds _ Households . Households Households
466 4% 52% 4%

Source: Census of Population and Housing, |980.
Census reports STF-1, Ri8-55 by Southern Caiifornia Association of
Governments.

lElderl)f refers to residents 65 years and older.

Housing Characteristics

The Studio City neighborhood is relatively stable with the largest percentage of
owner occupied units and the lowest percentage of rental units of all station areas.
The station environs is also more affluent with the highest owner occupied median
home value ($173,400) and the second highest median contract rent ($270) of all the
Metro Rail station environs. It has one of the lowest rates of overcrowding, only six
percent of the local residents live in residences with more than one person per room.

Disability Status of Residents Aged |6 Years and Older

In the Studio City station environs, 4.7 percent of the residents, 16 years of age and
older, reported they had a long term health condition which limited the kind or
amount of work which they could perform. A small portion of the population aged 16
years and over (2.2 percent) reported that a long term health condition made it
difficult or impossible for them to use public transportation. Studio City has the
second lowest percentage of work disability and the lowest percentage of
transportation disability out of all the station environs.
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TABLE XVI-5

STUDIO CITY STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Qccupied Vacant!
3,036 66% 30% 4%

Source: Census of Population and Housing, 1980,
Census reports STF-l, RI8-55 by Southern California Association of
Governments.

l\J'oc:cmf includes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.

TABLE XVi-6

DISABILITY STATUS OF STUDIO CITY STAT!ON ENVIRONS A
RESIDEINTS AGED OLDER THAIN 16

Total
Population Work Disability Transit Disability
INumber % of Pop. - Number % of Pop.
4,678 221 4.7% 105+ 2.2%

Source: Census of Population and Housing, |980.
Data report STF-3, RI166 by Southern California Association of
Governments.

'work disability is only reported for the population aged 16 to 64 because this is
presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

The key informants believed median household income to be greater than $20,000 per
year in the Studio City station environs. In fact, the 1980 census reports the local
annual median family income as $48,695 and the annual mean family income as
$40,547. This is the highest family income level of any statian environs or impact
corridor. A relatively high median family income usually increases the average
number of families having regular access to an autamobile. Both key informants and
the 1980 Census confirm this relationship in Studio City. The key infarmants
estimated an automobile access rate of between 30 and |00 percent and the census
data reports that 92 percent of all households have regular access to an automobile.

XVi-4
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Summary of Existing and Passible Future Demographic Conditions

Studio City is unique among the station environs in its high percentage af affluent
white residents and its high percentage af owner occupied homes. Housing demand is
high in the area and will probably increase because of the ared's proximity to
services and downtown. Increasing demand, coupled with a rather limited supply,
will prabably maintain high housing prices. This in turn will probably maintain the
racial-ethnic compositian of the area at close ta its present distribution. Only the
wealthiest strata from minority communities could conceivably move into the Studio
City station environs. The projected addition of substantial office and retail space
will draw in employees and shoppers from outside the area. This in turn may place
additional traffic pressure on local thoroughfares. It is difficult to gauge the
response of local residents foward this additional activity. The prevailing perception
aof Studia City as a quiet residential area may be altered by this future cammercial
development.

Public Facilities

Few public facilities are located in the statian envirans. Weddingtan Park and its
recreation center are the most praminent, althaugh a privately operated tennis
center is near the station site. In addition, a post office and a fire station are
located in the commercial district of the statian environs. (See Figure XVI-1,} The
bulk of the useable land area in the station envirans is devoted ta residences. Ei
Paso de Cahuenga Park, also located within the station environs, containing the
Campo de Cahuengg, is a historic site. . :

Station Neighborhood Quality Indicatars

Key informants for the Studio City station environs claim that residents of the area
like to live there because of the excellent freeway access and the hilly, rural-like
beauty of the area. Traffic data prepared by Los Angeles Deportment of
Transportation show moderate volumes of traffic on the Hollywood Freeway exit to
Universal City. As a result of freeway access, the area has the advantage af being
close to the downtown and to shopping areas. In general, residents consider it to be
centrally located. Interviewed residents indicate they like to live in the station
environs because it is stable, quiet, and prestigious. The key informants noted that
people living in the hills above the station site have, on the average, lived in their
homes for longer than three years. Some respondents mentioned that a sectian of
the station environs, on Venturo Boulevard, has problems with traffic, traffic noise,
prastitutes, and narcotics. Traffic data confirm the perception of traffic problems
along Ventura Boulevard. The level of service is rated poorly along the carridor at
peak hours.

The station environs as a whole has little cammunity cohesion because of the many
physical barriers: the Hollywood Freeway diagonally bisects the areq, the Los
Angeles River Flood Control Channei located north of the proposed station location
runs east to west, Weddington Park parallels the freeway, and Ventura Boulevard

separates the affiuent hills from the lower income flatiands.

Social Activity Patterns

Use of Local Facilities. According to key informants, Weddington Park and the post
office are the facilities most often used by local residents. The SCRTD Park and
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Ride facilities was also mentioned as being occasionally used by local residents. The
key informants noted that residents usually leave the station environsto obtain
services, often traveling west along Ventura Boulevard. However, with the projected
increase in commercial activity, this situation may vary in the future.

Travel Patterns. Studio City station environs' key informants reported that this is
not a heavily traveled pedestrian area. Pedestrians who do walk in the area
commonly use the following major streets: Ventura Boulevard (most often the
western section), Lankershim Boulevard (sporadically along the entire length), and
Vineland Avenue. To o lesser extent Arch Drive, Agua Vista Street, and the areo
around Rio Vista School are also used by pedestrians.

The most common transportation mode is the car. Neighborhood residents drive on
Ventura Boulevard, Lankershim Boulevard, Vineiond Avenue, and the Hollywood
Freeway to reach other parts of the metropolitan areq, while local drivers use
Whipple Street, Agua Vista Street, and the hill sections of the Vineland Avenua and
Lankershim Boulevard.

The most heavily used bus route in the area is on Ventura Boulevard, but local
residents aiso use bus lines on Lankershim Boulevard and Vineland Avenue for access
to the northern portions of the San Fernando Valley.

IMPACT ASSESSMENT

Direct Short Term Construction Impacts

The two potential alternatives for the Studio City Metro Rail station, aerial and
subway, are both bounded by Bluffside Drive, the Hollywood Freeway, Ventura
Boulevard, and Vineland Avenue. Bluffside Drive residents will temporariiy
experience disruption of community life. Currently a ‘quiet residential sireet,
Bluffside Drive will be in the midst of the station construction activities.
Construction-related noise will occur throughout the construction period despite the
fact that diophragm walling will be used instead of soldier pile drilling to
accommodate local soil conditions. The extent of acoustic impacts cannot be
determined until noise limit specifications are written into construction contract
documents. Construction of a large parking garage will also impoct residents,
especially those along the south side of Bluffside Drive. Moreover, construction
trucks and machinery will use Bluffside Drive to access Vineland Avenue. Unlike
most stations, residents in this station environs will not experience diminished access
to local facilities because the station is located at the end of a street, Bluffside
Drive, which currently has no outiet.

Regarding the aerial alternative, the station will be constructed off-street, slightly
to the west of the station site under the subway alternative. Construction will rely
on conventional building technigues. As with the subway alternative, diminished
access ta local facilities will be minimal because the station is located on a street
with @ cul de sac. But, there will be greater disruption of community life for the
Biuffside Drive residents during the construction of the proposed aerial station.
There would be more demolition along the south side of the street, and this would
cause more noise, demolition, and construction-related traffic than under the
construction of the subway station. This will ultimately aoffect residents on both
sides of the street and, therefore, generate extensive community disruption. As is
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the case with the subway alternative, the construction of ancillary facilities will
pose noise and visual problems for residents along the south side of Bluffside Drive.
Unlike the subway alternative, however, cut and cover technigues will not be
necessary to construct the aerial station. The traffic and noise impacts on residents

will, nevertheless, be similar because of the greater magnitude of the aerial project.

Long Term Direct and Indirect Operational Impacts

Key informants named accessibility as one of the most important reasons residents
like to live in the environs. The most important element of this accessibility is the
use of the Hollywood Freeway (Route [01) to reach other sections of the city. This
valued characteristic will be enhanced when Metro Rail is completed and more areas
of the city can be more quickly reached.

Other local characteristics vaived by residents, stability and neighborhood
atmosphere, will remain unchanged in most parts of the station environsunder the
subway alternative. However, both subway and cerial alternatives will greatly
change the area along Bluffsice Drive west of the Hollywood Freeway.

Market forces responding fo the proximity of the Metro Rail station wiil probably
accelerate infill and increase density in this neighborhood. This will make it
attractive to both potential investors and residents. An increase of 370 people and
| 10 residential units is projected by year 2000. Expansion of office and retail space
is unlikely to affect the Bluffside Drive neighborhood because most of it will be
within Universal Studios and retail. growth is expected to appear along. Ventura
Boulevard.  The Bluffside Drive neighborhood will, however, still be directly offected
by- the subway or the aerial alternatives. Neighborhood™ stability will be slowly
- ‘eroded by the displacement by Metro Rail construction, and by additional residential
construction. Neighborhood atmosphere will be undermined when Bluffside Drive
changes from a quiet cul de sac to a through street for access fo the Metro Rail .
station. Other Metro Rail operational factors that will affect neighborhood
atmosphere include the presence of bus and parking faciiities that wiil generate
additional trips. :

The cerial alternative will have even more extensive impacts on Bluffside Drive
residents. Construction will greatly decrease the total number of locai dwelling
units and reduce the neighborhood's feeling of community. The aerial station will be
more physically imposing and in contrast to existing neighborhood land uses and
designs. Views for hillside residents will also deteriorate once the aerial system is
operational.

Changes in residents’ activity patterns within the Studio City station environs will be
similar to those of Universal City. The increase in residential population may force
existing services, facilities ond retaii shops to become taxed. The preferred
transportation mode of residents will probably not change, although residents who
live close to the Metro Rail station may choose 1o wali 1o the new shops and services
which are projected to appear in the next two decades.

Metro Rail is unlikely to have significant impacts on the averall demographic trends
within the station environs because its serious effects will be concentrated in a very
small area. The trend toward an increasing percentage of minority and youth in the
envirorsmay be siowed by Metro Rail if new dwelling units are priced above the
financial level of potential minerity residents.
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Direct Long Term Displacement Impacts

The decision to use an underground or aerial alignment Significantly affects the
number of residential units displaced at the Studio City Station. Two apartment
houses on the north side of Bluffside Drive with 60 and 40 units, respectively, would
be ocquired for construction of the aerial alignment and its station. Altogether, 166
units and an estimated 279 residents would be displaced by the aerial alternative.
The subway alternative would displace about €5 residents: two in single family units
and 36 in multiple family units. One commercial establishment, a privately owned
but publicly accessible tennis and racquetball facility at Vineland Avenue and
Ventura Boulevard, would be displaced by both aerial and underground station
alternatives. :
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XVil. UNIVERSAL CITY STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The total population of the Universal City station environs is the lowest of all the
station environs. The station environs overall area density is low and composed of
single family homes south of Ventura Boulevard and isolated areas of medium
density, multifamily dwellings along the Hollywood Freeway.

Eighty-five percent of the station environs population is white, the third highest of
all the station envirans. Consequently, it is among the lawest in its percentages of
minorities. Hispanics, Blacks, and Asians together account for |3 percent of the
population, with Hispanics the largest group. These statistics indicate thzt the
Universal City station environs differ markedly from adjacent station environs
because they have a much higher percentage of minority residents.

TABLE XVI-1

" UNIVERSAL CITY STATION ENVIRONS
POPULATION BY ETHNICITY

Asian and
Fopulation Hispanic White Black Amer. indian Other

5,133 8% B6% 2% 3% 1%

Source: Census of Population and Housing, |980.
Census reports STF-1, RI18-55 by Sauthern California Association of
Gavernments.

IPercenmges may not add up to 100% due ta rounding errars.

Age Structure

The largest population age subgroup in the Universal City station environs is young
adults. This subgroup comprises nearly 30 percent of the local population, one of the
largest percentages among the station environs. Despite the large number af young
adults, the number of young children is an unusually small proportion (less than three
percent) of the population. This suggests that many of the area's couples have no
children, or that many unmarried singles reside in the area. The proportion of other
age groups within the Universal City station environs is similar to the proportions of
most station areas. The percentage of population 35 to 54 years of age is slightly
higher than at other station environs. The result is that the Universal City station
environs has the highest proportion of young and middle aged adults, 53 percent, and
has low percentages for the two most transit dependent age groups, those between 5
and |9 years old and those 65 years and over.
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TABLE XVil-2

UNIVERSAL CITY STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-13 20-24  25-34  35-44  45-54  55-64 65+
5,133 3% 8% 1% 28% 3% 13% 12% 13%

Source: Census of Population and Housing, 980,

Census reparts STF-1, RI18-55 by Southern California Association of
Governments.

Household Type and Size

There are 2,911 households in the Universal City station environs. The average
household size is at the low end of the overall station environs range (1.7 persans per
household). This statistic reflects the decline among the youth age group, those five
to. 19 years. This finding suggests that many of the single family homes south of
_ Ventura Bouelvard have g relatively small family size. Further data.supporting this
explanation is the relatively small humber of households, ten percent, with members
~under |8 years. Similarly, households with five or more persons represent only a
small portion, two percent, of the total households in the station environs.

TABLE XVII-3

UNIVERSAL CITY STATION ENVIRONS
HOUSEHOLD TYPE

Total Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under 18 Family Family Family Households
288 69% 8% 20% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-l, R18-55 by Southern California Association of
Governments,

Elderly Households

The elderly households of the station environs comprise 16 percent of the total
households and 13 percent of the station environs population. The elderly have a
smaller average household size thon the nonelderly in the Universal City area. Yet
less than 45 percent of these elderly households have one person, a figure which is
low when compared to other station environs.
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TABLE XVII-4

UNIVERSAL CITY STATION ENVIRONS
ELDERLY HOUSEHOLD TYPE

Totai
Elderly One Person Family Nonfamily
Households Households Households Households
459 45% 52% 4%101%

Source: Census of Population and Housing, 1980.
Census reports STF-I, Ri8-35 by Southern California Association of
Governments.

IEIderly refers to residents 65 years and older.

Housa ing Chorocternshcs

, Regardlng other household demographic mformohon, Unwersal City is umque omong
- the Metro Rail station environs. The neighborhood is relatively stable and has the
iargest percentage of owner occupied units and the lowest percentage of rental units
of all the station environs. The station environs homes hove the highest median
value (5173,400) and the second highest median contract rent ($270) of any station
environs. In controst to many other station environs, the rate of overcrowding is, at
six percent, low,

TABLE XVII-5

UNIVERSAL CITY STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner |
Units Occupied Occupied Vacant
3,036 66% 30% 4%

Source: Census of Population and Housing, 1980.
Census reports STF-l, R18-55 by Southern California Association of
Governments.

lvaeant includes the census categories of Vocant-for-rent, Vacant-for-sale, and
QOther.
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Disability Status of Residents Aged |16 Years and Older

In the Universal City station environs, 4.7 percent of the residents, i6é years of age
and older, reported a work disability., A small portion of the population aged ?6
years and over (2.2 percent) reported that a long term health condition made it
difficult or impossible for them to use public transportation. Universal City has the
second lowest percentage of work disability and the lowest percentage of tramsit
disability of all the station environs,

TABLE XVil-é

DISABILITY STATUS OF UNIVERSAL CITY
RESIDENTS AGED OLDER THAN |6l

Total
Popuiation . Work Disability Transit Disability
Number % of Pop. Number % of Fop.
5,133 ‘ 221 4.7% 105 2.2%

. Source: - Census of F’.obul'dtion and Housing, 1380. _ .
Data report STF-3, RI66 by Southern California Association of
Governments.

lwork disability is only reported for the population aged |6 to 64 becasue this is
presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

The median household income is reported by informants to be greater than $20,000
per year in the Universal City station environs. This perception actually understates
the situation. The 1980 census reports the local annual median family income as
$48,695, and the annual mean family income as $40,547. This is the highest family
income level of any station environs. A relatively high median family income usually
increases the average number of families having regular access to an automobile.
Both key informants and the 1980 census confirm this general relationship. The key
informants estimated an automobile access rate of between 90 and 100 percent, and
the census data report that 92 percent of all station environs households have regular
access to an automobile.

Summary of Existing and Pessible Future Demographic Cenditions

The Universal City station environs is unique among stations because of its high
percentage of affluent, white residents ond its high percentage of owner occupied
housing units.

The demand for housing in the station environs is high and will probably increase

because of the aread's setting; it has close proximity to services and easy freeway
access to the downtown. Increasing housing demand, coupled with a limited supply,
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will probably maintain high housing prices for both existing and future units. These
market forces will, in turn, probably stabilize the ethnic distribution of the station
environs close to its present level. The iarge projected growth of office and retail
space under the No Project Alternative will draw workers and shoppers from outside
the station environs, placing additional traffic pressure on local thoroughfares. It is
difficult to gauge the response of local residents toward this additional activity. The
prevailing perception of Universal City as a quiet residential area may be altered.

Public Facilities

There are few public facilities and socicl services in the station environs,
Weddington Park and its recreation center ore the most important ones (see Figure
XVIi-1). In addition, a post office and a fire station are located near the area's
commercial center. The dominant type of land use in the area is residential,
although the commercial center has mastly movie-related uses. El Paso de Cahuenga
Park, containing the Campo de Cahuenga, is a well known historic site located
immediately adjacent to the station site. The proposed Metro Rail development at
this station is intended to incorporate, and not displace, this parke.

Station Environs Quality indicators

Key informants with expertise on the Universal City station environs report that
residents like to live in this area because of its excellent freeway access and the
hilly, rural setting. As a result of this freeway access, station environs residents are
close to the downtown entertainment areas such as Hollywood and Dodger Stadium,
yecreation ‘centers such as Griffith Park, and many other points of interest. In short,
the area is centrally located. Regarding the station environs' setting, respondents
report that residents prefer to live in this area because it is stable, quiet, and
prestigious. Key informants and local residents who were interviewed noted that
most residents who live in the station environs' hills have been there for ionger than
three years.

As for the negative attributes of the station environs, respondents mentioned that
one portion, that which is adjacent to Ventura Boulevard, has prablems with traffic
noise, prostitutes, and narcotics. Traffic data from the City of Los Angeles
Department of Transportation confirm the reports of traffic problems along Ventura
Boulevard. The leve! of service is rated poor on this corridor at peak hours. As o
whole the station environs has little community cohesion because it has extensive,
internal physical ond psychological barriers. Among these are the Hollywood
Freeway which diagonally bisects the statian environs; the Los Angeles River flood
Control Channel, which runs east-west in the area north of the proposed station site;
Weddington Park, which paralleis the freeway; and Ventura Boulevard, which
separates the hills from the flatiands.

Social Activity Patterns

Use of Local Facilities. According to key informants the frequently used facilities in
the Universal City station environs include Weddington Park and the post affice. An
existing RTD Park and Ride focility, which is near the proposed station site, was
mentioned as being only occasionally used by local residents. This is because
residents usually drive to their destinations or walk from their homes to bus stops.
Whether taking buses or private cars, the station environs' residents primarily leave
the area for services, often traveling west along Ventura Boulevard. In light af the
commercial developments planned for the areq, trips to other neighborhoods may
become increasingly unnecessary.

XVil-5



/

I e @\ 3 Lsnes |
e [ Yl

e

!

3
%
PN
/ »
[ e
T @ /#

i

TOLUCA ESTATES

c

N\x:sms

FORMAN

RN
B
y

RIVER \'"' -
FLOoT """'ll""—‘--——-.__

—::;:;;3"""”=======:====!===; : —

——
—-—
—

— _‘:

|
!
i

— e \

.

— SN
o
y, ~Tw
32/ YUNIVERSAL CITY
vt ool Sormarsfmed (] Foew Sumon o i Loy COMMERCIAL
S T Rl T P
proimglie- [F] PomOnce e i srewve B s Comctex
oy iyl B fmmeop
@ JSurecr Cobege @ Us::::‘onr E cs::fSnmco
|
Southern Callfomh?pldTmndzDhtﬂct Flgure xvu.
Metro Rail Project

PRELIMINARY ENGINEERING PROGRAM .
SEDW, OKE
|1600 teet 1\ AY/CO

Urban and Environmental Planners and Designers

o | E1s] E)



Travel Patterns. Key informants for the Universal City station environs reported
That the aorea does not experience heavy pedestrian traffic. Those residents wha da
walk, however, commonly use the following major thoroughfares: Ventura Baulevard,
particularly in the station environs' western section; Lankershim Baulevard, at
various portions in the station environs; and Vineland Avenue. To a lesser extent,
Arch Drive, Agua Vista Street, and the area near the Rio Vista School are used by
local pedestrians.

The primary mode of local access is the automobile. Neighborhood drivers are
reported to most heavily rely on Ventura Boulevard, Lankershim Boulevard, Vineland
Avenue, and the Holiywood Freeway to reach other areas of the city. To travel
through the station environs they use Whipple Street, Agua Vista Street and
extensions of Vinetand Avenue and Lankershim Boutevard in the station environs'
hilly areas. The most heavily used bus route in the area is along Ventura Bouievard,
although local residents alsa rely on buses which run an Lankershim Boulevard and
Vineland Avenue to reach areas north of the station environs.

IMPACT ASSESSMENT

Direct Short Term Construction impacts

The Universal- City station envi'ron?{"_ebdunded by Bluffside Drive, Lankershim
Boulevard, dnd the Hollywood Freeway. This area contains the Campo de Cahuengo,
as well as apartments and candominiums.- Construction af the Metro Rail station will
include the demolition of residential complexes on both sides of Willowcrest Avenue
and the south side of Biuffside Drive. Because this is currently a quiet residential
areq, it will experience significant, but temporary, changes in neighborhaod
character, plus noise and traffic probiems. Dump trucks and other construction-
reloted equipment will use Bluffside Drive and Lankershim Boulevard for access to
the station site, further aggravating problems of congestion and access for -area
residents. -

Noise from ciearing, excavation, construction, and finishing activities will affect
residents. The extent of acoustic impaocts caonnot be determined until noise limit
specifications are written into construction contract documents.

Construction will also produce noise and safety problems in Weddingtan Park, which
is adjocent to the station site. Special user groups such as the very young and elderly
will be affected by these problems.

Station construction will significantly affect the residents of
Bluffside Drive and result in dislocation in the station site area.
The extent of restricted access to and from the Bluffside Drive
neighborhood will depend on the extent of construction. Access
to the Campo de Cahuenga may be restricted during construction
due to its proximity to the station location. The Universal City
station includes a station access bridge over the Hollywood
Freeway. While this bridge was included in the station design

to mitigate traffic impacts on Bluffside Drive, its guiet
residential character may be disrupted during the construction
period.
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Long Term Direct and Indirect Operational |mpacts

Under the No Project Alternative, development for the Universal .
City Station is substantial. MCA, a private corporation, has

plans for a substantial amount of development in the area.

The environs will change significantly by the year 2000 regardless
of the construction of Metro Rail. Metro Rail will have a role

in supporting these trends to some degree, however, it is likely
that it will only be minor.

Under the No Project Alternative, an additional 3,100,000 sguare
feet of commercial floor area is projected. Under the Project
alternatives, this is expected to increase by only 200,000 to
400,000 scuare feet. These dramatic changes in land use will
significantly impact stability and neighborhood atmosphere which
.were cited as characteristics valued by residents. The station
environs will experience indirect, long term impacts affecting

local stability. Market forces will also promote residential
infill and increased household size.

The designation of this station as a park and ride facility

for the San Fernando Valley will significantly increase traffic
congestion in the station environs. To mitigate impacts on
Bluffside Drive, considered to .be particularly sensitive due to
its quiet residential character, a new. station access bridge
over the Hollywood Freeway and landscape berms have been included
"in the station area design.

The key informants identified accessibility via the Hollywood Freeway as one of the .
most important reasons for living in the Universal City station environs. Metro Rail

will enhance accessibility by placing more areas of Los Angeles within reach for a
given period of time. ' :

Stability and neighborhood atmosphere were also local characteristics valued by
residents. Bath the subway and aerial versions of the station will significantly
impact the residential areas aiong Biuffside Drive, which is locally referred to as
"The Island.” This area will be affected by long term direct impacts related to
displacement. The station environs will also experience indirect, long term impacts
affecting local stability. Market forces accompanying Metro Rail will promote
residential infill and increased househoid size. Land use projections for the Metro
Rail Project show an increase of less than 400 odditional people and about 1 60 new
units in the station area by the year 2000. The substantial portion of the office ond
retail additions will occur within the Universal Studios. There will, however, be
significant changes from within the Bluffside Drive neighborhood due to dislocation,
Metro Rail construction, and office and retail construction and operations. The
neighborhood's atmosphere will be affected due to passenger loading and unloading,
kiss and ride facilities, as well as bus and parking facilities.

Traffic generation from these activities will become a significant problem on
Bluffside Drive west of the Hollywood Freeway due to the overpass discussed
previously. This additional traffic can be expected to cause safety problems and
noise irritation for residents, especially children and the elderly, during peak hours.

These large traffic volumes could also create physical barriers on all offected routes
and decrease local accessibility.
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Activity patterns may change in the iong term for residents of the Biuffside Drive
neighborhood, as well as for other station environs residents. With an increase in the
resident population, social services, facilities, and retail shops may experience a
slight increase in patronage. Certain areas of Weddington Park may, however, be
avoided because of the increased safety, traffic, and noise problems in the adjacent
areas. Most residents currently use automobiles for local access and are likely to
continue to do so. Residents who reside near the Metro Rail station may, however,
walk to the new neighboring shops and services.

The Metro Rail Project is unlikely to have a significant impact on the long term
demographic trends within the station environs since its effects will be concentrated
on a very small area. The trend toward an increasing percentage of minority and
youth in the station environs may be slowed by Metro Rail if new dwelling units are

priced above the income leveis of potential residents.

Direct Long Term Displacement Impocts

Ten retail and office commercial establishments and patron parking
lots would be displaced by Metro Rail. These are located adjacent
to the Campo de Cahuenca on the west side of Lankershim Boulevard
between the Hollywood Freeway and the Los Angeles River Flood
Control Channel. These displaced businesses, employing about 210
persons, include a computer firm, an auto rental agency, a physical
fitness center, and a motion picture production company. ’

" Residential displacements include single and multifamily dwellings
along Willowcrest Avenue and Bluffside Drive adjoining Weddington
Park. A surface parking lot and a kiss and ride facility are also
planned for this station site on parcels now occupied by resicences.
Of these residential displacements, four are single family, 131 are
multi-family, and 66% are renter occupied..
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XVIll. VINELAND/MAGNOLIA STATION ENVIRONS

BASEL INE CONDITIONS

Total Population and Ethnic Distribution

The population of the Vineland/Magnolia station environs is relatively low, totalling
only 9,444 people. The local residents primarily live in single family homes and a
small number of scattered, multiple family dwellings. The northern section of the
station environs is mainly devoted to industrial uses.

The station environs is largely comprised of two racial-ethnic population groups,
whites and Hispanics. Whites maoke up 68 percent of the population and Hispanics
comprise 24 percent of the population. The key informants reported that the
percentage of Hispanics is growing. Together Blacks, Asians, and all other constitute
only seven percent of the total popuiation.

TABLE XVIli-1

VINELAND/MAGNOLIA STATION ENVIRONS
POPULATION BY ETHNICITY!

Asian and
Population Hispanic White Black Amer. Indian Other
9,444 24% 68% 3% 4% = | %

Source: Census of Population and Housing, 1980. .
Census reports STF-l, Ri8-55 by Southern California Association of
Governments.

IPercenTages may not add up to 100% due to rounding errors.

Age Structure

In comparison to other station environs the Vineland/Magnolia station environs has a
high percentage of children, 0-5 years, and youth, 5-19 years. Together children and
youth comprise 2| percent of the population. Seniors, those &5 years and older, make
up a relatively small percentage of the population, 13 percent, when compared to
other station environs. In general the Hispanic population tends to be younger; they
account for 48 percent of the under 5 population of children and 32 percent of the
youth population. Additional evidence for this observation can be found in an ethnic
breakdown of. seniors. Whites comprise 85 percent of the station environs' elderly

population.
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TABLE XVIlI-2

VINELAND/MAGNOLIA STATION ENVIRONS
AGE STRUCTURE

Papulation 0-4 5-19 20-24  25-34  35-44  45-34  55-64 65+
9,444 6% 15% 12% 25% 11% 9% 8% 3%

Saurce: Census of Populatian and Housing, |1980.
Census reports STF-1, RI8-55 by Southern California Association of

Governments,

Househoid Type and Size

There are 4,563 households in the Vineland/Magnolia station environs. At |.9 persons
per household, it is in the mid-range of all the Metro Rail station environs regarding
housing size. Nevertfieless, a large percentage of the local households, 21 percent,
have household members under |8 years of age. This figure is consistent with the

station enviroms' large youth.population discussed previously. Of the households with .

. ‘members under 19, 60 percent consist of married couples. Those households headed
by women total 29 percent. In addition, a large percentage of lacal hauseholds have
five or more members (five percent), indicative of either large nuclear families or
extended families.

TABLE XVIII-3

VINELAND/MAGNOLIA STATION ENVIRONS
HOUSEHOLD TYPE

Totai Households Married Male Head Female Head
With Members Couple No Spause No Spouse Nanfamily
Under 18 Family Family Family Households
999 : 60% 8% 29% 3%

Source: Census of Papuiation and Housing, i 980. :
Census reports STF-l, RI8-55 by Southern California Association of

Governments.

Elderly Households

Households with elderly members represent 21 percent of all local households in the
station environs. This figure is law when compared to other station environs, Fifty-
six percent of these elderly households consist of one person. This figure, foo, is low
when compared to the average of 62 percent at the other station environs. Family
households comprise 4| percent aof the elderly househalds.
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TABLE XVII-4

VINELAND/MAGNOLIA STATION ENVIRONS
ELDERLY HOUSEHOLD TYPE!

Total
Eideriy One Person Family Nonfamily
Households Households Households Househoids
998 56% 41% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-1, R18-55 by Southern California Associatior of
Governments.

|Eiderly refers to residents 65 years and older.

Housing Characteristics

Seventy-seven percent of the occupied housing units at the Vineland/ Magnolia station
environs are rental units. Owner occupied housing comprises 18 percent of. the
housing stock, and the overall vacancy rate is five percent. Owner occupied units
have a median value of $91,000, which is lower that that at most station environs. it
reflects the transitional nature of the area. In contrast, median contract rent, at
$238, is above the station environs average of $217. This disparity suggests that the
younger, Hispanic subgroup moving into the station environs probably is creating
greater demand for rental housing, and iess demand or financial ability to acquire
single family homes. Because the overcrowding rate is exceptionally high, 9
percent, the probabie explanation for the rental-ownership disparity is not demand
but financial ability. Many families must simply live in small apartments.

TABLE XVili-5

VINELAND/MAGNOLIA STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacant!
5110 ' 77% 18% 5%

Source:  Lensus of Population and Housing, 1700,
Census reports STF-1, Ri8-55 by Southern California Association of
Governments.

lVOCOnT includes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.
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Disability Status of Residents Aged 16 Years and Older

Approximately seven percent of the station environs population aged |é years or
older indicated that a long term health condition limited the type or amount of work
that they could perform. .Just over four percent of the residents aged |6 years or
older reported that a physical or mental disability impaired their capacity to use
public transportation.

TABLE XVlil-é

DISABILITY STATUS OF VINELAND/MAGNOLIA STA]TION ENVIRONS
RESIDENTS AGED OLDER THAN 16

Torai .
Population Work Disability Transit Disabiiity
Number % of Fop. Number % of Pop.
7,763 545 7.0% 323 4.2%

" .Source: Census of Population and Housing, 1980. - _ :
Data report STF-3, RIé66 by Southern California Association of
Governments.

lwork disability is only reported for the population aged |6 to 64 because this is.
presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

The 1980 census indicates that families within the station environs are in the low to
moderate income range when compared to the other station environs. Specifically,
median family income was listed at $14,890 per year and mean family income was
$17,563 per year.

Census figures on vehicle access shaw a somewhat higher percentage of households
with regular access to vehicles than the station environs in central Los Angeles with
comparable income levels. Approximately 85 percent of the households in the
Vineland/Magnoelia station environs have regular access to an automobile.

Summary of Existing and Possible Future Demographic Conditions

The Vineland/Magnolia station environs has a mixture of residential, industrial, and
commercial land uses. Residences are concentrated around the station site, with
commercial and industrial uses appearing to the west and nerth. The population total
is relatively small when compared to other station environs. The key informants
noted ond census statistics corroborated that the station environs popuiation is in
transition from predominantly white to predominantly Hispanic. According to
infermants, some residences have been converted to offices. Trends of this typgeri.

probably continue, with the expanding youth population adding demand for many of
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the services in the station environs. Commercial establishments in downtown North
Hollywood, have already begun to orient themselves to the growing Hispanic
population, and this trend is likely to continue.

Much of the Vineland/Magnolia station environs is within the L os Angeles Community
Redevelopment Agency's North Hollywood project boundaries. If their project comes
to fruition, it will generate an alternative scenario more vurban in nature than the one
presented above. The construction of new office, commercial, and residential
structures within the station environs will probably slow or halt existing demographic
patterns. Residential condominiums will be purchased by white and Hispaonic
households with higher incomes than those currently found in the area. New
commercial establishments would be targeted towards these new residents rather
than the existing popuiation. Because a large number of the project's planned
housing units are designated for elderly, the percentage of seniors living in the
station environs con be expected to increase. This will place additional demand on
existing and proposed senior services. The new office space planned for the project
would transform the area into a regional employment center.

Public Facilities

Public facilities and services in the Vineland/Magnolia station environs are quite
varied and extensive, including six public/institutional facilities, 4 social/cultural
facilities, two health care facilities, and one park/open space area (see
Figure XVlli-1). They are almost all located to the west of the station site, with a
major. concentration of facilities olong Tujunga Avenue, the western boundary of the
station environs. These facilities include North Hollywood Park, a library, a
commmunity recreation center, o county health services department branch, and a
senior center. At the intersection of Chandler Boulevard and Tujunga Avenue are a
fire station aond post office. Pubiic facilities on Magnolia Bouievard include a
telephone office and a branch of the State of California Employment Development
Department. There are several schools in the area: Lankershim Elementary School
on Bakman Avenue, 5t. Paul's Lutheran School on Tujunga Avenue, and Toluco Lake
Elementary School at the southwestern boundary of the station environs.
Approximately a half dozen churches are located in the area west of Vineland
Avenue. : '

Station Neighborhood Quality Indicators

The most often cited reasons why residents prefer to live in the Vinelond/Magnolio
station environs were its central location and accessibility to other areas, its
affordable housing, and the neighborhood of stable, residential single family homes.
The key informants and interviewed residents reported the areqg's central location
and its ease of access to all parts of the Los Angeles basin, to downtown Los
Angeles, to other parts of the San Fernando Valley, and to Hollywood and Beverly
Hills as important positive aspects of their neighborhood. In particular, the station
environs is well suited to people who work at Universal Studios and Burbank Studios
and at Lockheed Aircraft. Affordability of housing was another positive aspect
mentioned. Newer residents are attracted by relatively low rents and long term,
resident homeowners have either paid off their mortgages or cannot afford to
relocate to other areas. The third cited reason for preferring the station environs
was community stability. The Vineland/Magnolia station environs is one of the oldest
communities in the San Fernando Valley and it has a strong core of long term
residents who have resided in the neighborhood for decades.
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Among the negative qualities of the Vineland/Magnolia station environs, interviewed
residents and key informants cited poor land use and mixed zoning, deterioration of
the areg in recent years, and a general lack of retail stores. Among the reasons
mentioned for the area's deterioration are reduced property values stemming from
Burbank Airport noise as well as the mixed land uses. Light industry and commercial
establishments, most notably several auto repair shops, are located adjacent to
private residences. These land use pafterns have led to an increase in absentee
landlords and lower housing costs. The social consequences of these patterns have
been high numbers of transients, migrants, and immigrants. The station environs has
become a port of entry for many immigrants, most notably Hispanics from Central
America and Mexico.

Social Activity Patterns

Use of Local Facilities. All of the key informants reported that the public facilities
of The Vinelond/Magnolia station environs were well used by local residents. Those
frequently mentioned were the Employment Development Department office, the
L ankershim Elementary School, the North Hollywood Regional Park, the library, the
County Health Center, and the senior center. In addition, these facilities and the
area’s churches were reported to draw people from other areas.

Except for banking services, interviewed residents generaily avoided shopping along
Lankershim Boulevard between Chandler .and Camarillo Street. All the respondents
mentioned -that' they frequently met with neighborhood friends and walked to the
friends' homes. = ' T

Respondents almost always left the area for entertainment such as concerts, movies,
ond plays. However, two key informants mentioned that the Repertory Theatre
located on Magnolia Boulevard just west of Vineland Avenue was well attenaed,
presumably in part by residents. This theatre is scheduled to be relocated as part of
the redevelopment project. Five of the surveyed residents listed North Hollywood
Park as a recreation site and also used the public library there. ~

Travel Patterns. Magnolia Boulevard was most often cited as the main east-west
pedestrian thoroughfare. This is because there are no east-west streets north of
Magnelia unti! Chandler Boulevard that access the services and facilities located
west of Vineland Avenue near Lankershim Boulevard and Tujunga Avenue. South of
Magnolia Boulevard, east-west access is impeded by a median strip on the west side
of Vineland Avenue. Pedestrian activity is aiso found along Tujunga Avenue between
Chandler Boulevard and Magnolia Boulevard where several facilities are located,
{_ankershim Boulevard, between Chandier Boulevard and Camarillo Street, also
generates some pedestrian traffic. Other noted pedestrian routes were Bakman
Avenue and Otsego Street, both west of Lankershim Boulevard. At the extreme
southeastern corner of the station environs there was intermittent pedestrian
activity generated by the Toluca Lake Elementary School.

The major auto thoroughfares in the area were Vineland Avenue, Magnolia Boulevard,
Lankershim Boulevard, Burbank Boulevard, and Cahuenga Boulevard. Informants and
respondents also noted that Camariilo Street, west of Vineland Avenue was a major
auto route.

Among residents who travelled by pus, only Line 86 on Vineland Avenue was
mentioned as a major transit route.
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IMPACT ASSESSMENT

Direct Short Term Construction Impacts

The disruption of community life and diminished access to local facilities will
probably be the two primary construction related impacts at the Vineland/Magnolia
station environs. The station will be constructed on-street along Vineland Avenue
north and south of Magnolia Boulevard using cut and cover techniques. Construction
time will be approximately 2-1/2 years. Diminished access to local facilities will be
experienced by both drivers and the limited number of pedestrians in the station
environs. '

Vineland Avenue will probably be reduced to three lanes during most of the
construction period. Sidewalks would be biocked for more than three months, though
not at the same time. These blockages may cause difficulty for pedestrians
attempting to reach downtown North Hollywood from the east. Many residents may
also perceive the construction to be a psychological, as well as a physical barrier.
Their repanse will probably be to devise alternative routes to their destinagtions.
These barriers could cause discomfort for the elderly when they access senior
facilities in North Hollywood Park and for children attending the Lankershim School.

Increasing congestion would result from the temporary reduction of lanes on Vineland.
Avenue and -Magnolia Boulevard. Local mebility will become more difficuit. As a
result, drivers may avoid the congested area by using other arterials as well as
‘neighborhood side streets, The streets most impacted by spillover traffic will
probably be Lankershim Boulevard, Cahuenga Boulevard, Camarillo Street, and
Chandler Boulevard. Dump trucks carrying tunnel muck and station excavation
materials will cause additional congestion. The specific characteristics of this
disruption will depend on the number of trucks and their queving locations.

Noise will also be noticeable during the construction period, with the neighborhoods
closest fo the construction site experiencing the greatest impacts.’ The largest noise
impacts will occur during soldier pile drilting for a period of up to three months,
This noise may cause residents to avoid much of the areq, especially on Vineland
Avenue and Magnolia Boulevard. The full extent of acoustic impacts cannof,
however, be determined until noise limit specifications are written into Metro Rail
consfruction contract documents.

Long Term Direct and indirect Operational impacts

Respondents and key informants named stability as one af the mast impartant
reasons for living in the environs. Though the area has changed demographically
during the last ten years, many residents appear to be buffered from this change by
their networks of social ties. The station environs' stability will undergo major
changes even under the No Project Alternative by the year 2000. This is because
part of the station environs is in the Community Redevelopment Agency's (CRA)
North Hollywood redevelopment project area. Metro Rail impacts on stability would
emerge in conjunction with those introduced by the CRA's activity.

_Respondents aisc named accessibility as an important neighborhood feature.

Accessibility would increase under the Metro Rail scenario because residents couid
reach many more sections of the city within a shorter period of time than at present.
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inexpensive housing was also identified as a station environs omenity, The No
Project Alternative, with CRA involvement, is not likely to increase the supply of
low cost rental housing. The CRA plan calls for several hundred condominium units
which will most likely be marketed to middle to upper income individuals. Metro
Rail may reinforce this new development by also spurring the development of
condominium units marketed toward middle and upper income purchasers attracted
to the area by its enhanced regional accessibility.

Detericration was the negative neighborhood quality most commonly cited by
respondents. The rate and extent of this deterioration will change under both the No
Project and Metro Rail scenarios because of the involvement of the CRA in the
station environment. The activity patterns which presently exist in the station
environs are, therefore, also likely to change under both alternatives. Because the
local population will, in overall terms, increase, local facilities and services,
especially the senior citizens center, will probably experience a corresponding
increase in patronage. Existing facilities will probably become overloaded if they
are neither expanded or augmented. With the coming of Metro Rail, local retail
stores which remain after the CRA's projects are initiated will probably experience
an increase in business volume. Residents may walk for small items if new retail
stores are oriented to the local market. If this development emerges, local residents
might use autes and buses less frequently than at present.

Demographically, Metro Rail is-likely to reinforce trends which would have dlready-
begun with the: CRA's North-Hollywood Project. Population, personal incomes, and
auto ownership rates are likely to increase, while the present trend of expansion in
minority and youth populations may level off in numeric terms and proportionately
decline. The percentage of elderly residents will increase because of the CRA
project. The Metro Rail is unlikely to offset this trend.

Direct Long Term Displacement Impacts

Displacement would occur at the intersection of Vineland Avenue.and Magnolia
Boulevard where an aerial station platform would displace an industrial bearing
supply store on the northwest corner and four small businesses on the northeast
corner. The four businesses are a taco stand, a shoe repair shop, an electricai
contractor, and a vacuum cieaner repair shop. Alternatively, a subway station would
only displace the bearing supply store and a gas station on the southeast corner of
the intersection. No residents are displaced under either alternative.
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XiX. NORTH HOLLYWOOD STATION ENVIRONS

BASELINE CONDITIONS

Total Population and Ethnic Distibution

The total population of the North Hollywood station environs is relatively low, with
less than 9,000 people. The population is scattered among largely commercial and
industrial land uses.

The grea is comprised largely of whites and Hispanics. Together these two groups
comprise 93 percent of the total station environs population. The original white
population has shown a steady decline since 1970 and currently comprises 66 percent
of the population. The Hispanic population has correspondingly shown a steady
increase and now comprises over 27 percent of the jocai population.

TABLE XIX-1
NORTH HOLL YWOOD,STATION ENVIRONS
POPULATION BY ETHNICITY!

Asian and
Popuilation Hispanic White Black Amer. Indign Qther
8,959 27 66 3 3 - |

Source: Census of Population and Housing, |980. .
Census reports STF-I, RI8-55 by Southern California Association of
Governments.

IF-‘ercem‘oges may not add up to |00% due to rounding errors.

Age Structure

As shown in Table X!X-2, the North Hollywood environs havecne of the lowsst
percentages of elderly among ail stations {2 percent) and one of the highest
percentages of youth (22 percent). This high percentage probably results from higher
fertility rates and a lower median age among the Hispanic population, who
represented 27 percent of the area's population in 1980, yet accounted for 32 percent
of the births.
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TABLE XIX-2

NORTH HOLLYWOOD STATION ENVIRONS
AGE STRUCTURE

Population 0-4 5-13 20-24  25-34  35-44  45-54  55-64 65+

8,959 7% 15% 13% 25% 12% 8% 7% 12%

Source: Census of Population and Housing, 1980.
Census reports STF-1, Ri8-55 by Southern California Association of

Governments.

Household Type and Size

There are 4,462 houssholds in the North Hollywood station environs. The average
household size, 2.0 persons per household, at this station environs is within the
middle range of all the station environs. A large percentage of all households, 22
percent, have family members under |8 years old (see Table X1X-3). Of all the local

households with these young members, 30 percent are headed by wormnen, a higher. -

. 'percentage than most other station environs. Six percent of all households have five
or more persons, the highest figure for all station environs. One person householids
represent 48 percent of all households, which is relatively low for station environs.

TABLE XIX-3

NORTH HOLLYWOOD STATION ENVIRONS
HOUSEHOLD TYPE

Total Households Married Maie Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under I8 Family Family Family Households
989 57% 9% 29% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Association of

Governments.

Elderly Households

Slightly less than 20 percent of total households in the North Hollywood station
environs are elderly, a low figure in comparison to the average figure of 28 percent
at other stations. This figure is also low when compared to the average of 62
percent at other station environs.

XiX-2




TABLE XIX-4

NORTH HOLLYWOOD STATION ENVIRONS
ELDERLY HOUSEHOLD TYPEI

Total
Elderly One Person Family Nonfamily
Households Households Households Households
4,462 54% 43% 4%

Source: Census of Population and Housing, |980.
Census reports STF-i, RI8-55 by Southern California Association of
Governments.

IEiderly refers to residents 65 years ond older.

Housing Characteristics -

The North Hollywood station environs have a larger percentage of owner occupied
hausing -units (19 percént) and a consequently lower percentage of renter occupied
Units than most other station environs. The owner occupied units have a lower
" median value than homes at other station environs (586,100), reflecting the
transitional nature of the area. In contrast, the median contract rent at $235, is
slightly above the average ($217) for station environs, but it is below the average of
all” rental units in the City of Los Angeles. Iin response to these higher rents,
overcrowding results. Twenty-one percent of all people living in this station environs
live in overcrowded units.

TABLE XIX-5

NORTH HOLLYWOOD STATION ENVIRONS
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing - Renter Owner
Units Occupied Occupied Vacant !
4,715 76% 19% 5%

Source: Census of Population and Housing, 1980,
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

IVacant includes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.
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Disability Status of Residents Aged |6 Years and Older

In the North Hollywood station environs, approximately €.7 percent of residents, 16
years of age and older, reported they had a long term physical or mental health
problem which limited the kind or amount of work which they were able to perform.
This proportion is somewhat, though not remarkably, higher than the average
percentage found at other station environs. Four percent of the populatian |6 years
and over cited a long term health condition which made it difficuit or impossible for
them to use public transportation.

TABLE XIX-6

DISABILITY STATUS OF NORTH HOLLYWOOD
RESIDENTS AGED OLDER THAN 16!

Total
Population Work Disabilit Transit Disability
Number % of Fop. Number % of Fop.
7,330 494 6.7% . 2393 4.0%

‘Source: - Cénsus of Popﬁlction and Hdusihg, 1 980. : ' _ _
Data report STF-3, RI&6 by Southern California Association of
Governments.

I Work disability is only reported for the population aged ié to 64 because this is
presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

The key informants generaily reported that they thought the median household
income in the station environs was relatively fow, tess than 520,000 per year. The
1980 census data supports this impression, with annual median family income 515,978
and an annual mean family income of 519,103. The iocal respondents also believe
that there is a high percentage of auto ownership in the areq, a level associated with
higher median income. The 1980 census data reports that 87 percent of the environs
households had regular access to an auvtomobile. This high level of auto ownership,
combined with average rents and low household incomes, probably reduces the
disposable incomes of most households in this area. These low incomes reflect
themselves in the variety of "bargain" stores found in the station environs.

Summary of Existing and Possible Future Demographic Conditions

The station environs have a mixed but changing land use pattern. The local
neighborhood population is relatively smail and changing from being predominantly
white to predominantly Hispanic.

The future of the area is uncertain but key informants agree that the residential
population is decreasing while the local industrial labor force is increasing. In terms
of land use, this demographic change is related to shifts to commercial uses that will
probably decrease the available housing stock and increase the rents of the remaining
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housing stock. The younger elements of the population are likely to continue to
increase, adding to demand for schools. Along with these changes in the local
population, businesses are likely to merchandise less costly items and orient their
marketing to an Hispanic population.

An clternative scenario for the station environs can be found in the Los Angeles
Community Redevelopment Agency's (CRA) redevelopment plan for the area. CRA
officials predict that a total of 500 new residential vnits will be built if
redevelopment plans are implemented. Of these, between 200-300 units are targeted
for the elderly; the remainder would be condominium units for middie and upper
income residents. This redevelopment plan also calls for extensive development of
office space on Lankershim Boulevard between Magnolia and Chandler Boulevards.

This CRA scenario contrasts with the existing trend, in which existing housing will be
replaced by commercial space, not supplemented. The CRA plan would also slow or
halt current demographic trends in the area by promoting a large increase in the
elderly population, as well as increase the percentage of owner occupied residential
vnits (i.e., condominiums). Condominium development would attract higher average
household incomes, and in turn, could affect commercial activity in the area by
encouraging some merchandisers to include higher priced items. The spillover
effects from the CRA plan may result in a general upgrading of adjoining
commercial activity, as well as additional middie income housing. This scenario
would eventually increase densities within the area.

Public Facilities

As indicated on Figure XIX-l, several Los Angeles City and County operated
facilities are located within easy walking distance of the proposed station site.
These facilities include a post office, fire station, senior citizen center, park,
swimming pool, health clinic, library, and community center clustered on the west
side of the station area. These facilities provide services for local residents and
users from outside the station environs. The operational subway would make these
facilities more accessible and increase their use by people outside the station
environs. A modest number of churches are also scattered over the station environs,
but none is within walking distance (i.e., less than ten minutes) from the proposed
station site. In addition to these public and private facilities, there are a variety of
facilities which cater to the local Hispanic community, for example a dance hall on
Lankershim Boulevard. |

Station Neighborhood Quality Indicators

The key informants thought the primary reason for residents tfo live in this area was
the availability of inexpensive housing. Other factors cited were the proximity of
local facilities, especially the park, and the freeway access. The park and its
recreation center also provided a major local facility for the significant youth
population in the area. Key informants reported that retail commercial stores were
primarily used to shop for small items and that residents must leave this area for
major shopping. Negative characteristics of the station area commonly mentioned
by local residents and informants was a general concern about crime.,
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Social Activity Patterns

Use of Local Facilities, Accarding to the key informants interviewed within the
Narth Hollywood area, lacal residents regularly use the area's facilities (see Figure
XIX-1). The most popular recreational facilities are the senior citizens center,
YMCA, North Hollywood Park and the park's swimming pool. The recreational
facilities most often used by local residents include the post office, the library, local
churches, and the health center.

Travel Patterns. The station environs have a substantial number of pedestrians,
especially in fhe area surrounding the park, and on Chandler Boulevard, Bakman
Avenue, Weddington Street, Magnolia Boulevard, McCormick Street, and Tujunga
Avenue. Lankershim Boulevard, along the entire iength of the station environs, is
used by pedestrians as a shopping street. These streets together provide access for
most of the services.

Major thoroughfares that bisect this area, such as Burbank Boulevard and Vineland
Avenue, are not typically used by local pedestrians because they either lack services
and shopping, or lack access to other streets providing services. The key informants
concurred that local neighborhood drivers use all of the major thoroughfares within
the station area to travel to destinations out of the station environs. The traffic
volume/capacity projections prepared by the City of Los Angeles Department of
Transportation indicate that peak hour traffic is currently fairly light in the statian
environs and .is expected to increase moderately by the year 2000,

Major bus routes ‘'serving residents occur along Lankershim Boulevard. These bus
lines are important and frequently used by residents because they transport local

residents to major shopping and employment centers. Less frequented lines used by
residents run along Magnolia Boulevard, Chandler Boulevard, and Vineland Avenue.

IMPACT ASSESSMENT

Direct Short Term Constructian Impacts

Based on current projections, subway construction .at the Lankershim or Chandler
Station will not significantly diminish access to local facilities or disrupt community
life. The area immediately surrounding the station site is currently zoned for
industriai public, and quasi-public uses, although the predominant uses are parking
lots and isolated industrial uses.

According to the key informants, Tujunga Avenue and Lankershim Boulevard cre
major pedestrian streets, whose use wiil not be impaired by potentially new
psychological barriers during construction. At present, pedestrians must already pass
through empty lots, railroad crossings, and industrial uses in order to walk on these
streets to shopping near North Hollywood Park and Lonkershim Boulevard.

There will also be a minimal amount of disruption to community life from the noise
generated by the construction process. This is because noise is unlikely to reach
station environs residents; the ciosest residential sites are over two blocks away and
well buffered from the station site. Noise pollution may, however, impact the senior
center on Chandler Boulevard and activity center in North Holiywood Park. Dump
trucks will create congestion alang Tujunga Avenue and Chandler and Lankershim

XIX-6



Boulevards adjacent to the station because this is the proposed muck hauling route.
Over 100 entering and exiting dump trucks per day are estimated and will require
queuing space along Chandler Boulevard, possibly shifting traffic to Burbank and
Magnolia Boulevards. This may create physical barriers around the heavily traveled
pedestrian area along Chandler Boulevard. Safety will also be a factor for eliderly
and youth.

Long Term Direct and Indirect Operational Impacts

Two scenarios exist for the North Hollywood station environs. One is with a CRA

project in the areaq; the other is without a CRA praject. Both the CRA project and

the station may become catalysts for community change. Relatively dense
commercial and office uses are likely to be built north of the station along
Lankershim Boulevard, and denser industrial uses are likely east and west of the

station site on Chandler Boulevard. This would result from increased accessibility to
employment and increased land costs. The existing neighborhood-oriented services,
situated in low rise buildings, will probably change to higher density, regionaily i
oriented uses.

Current ethnic changes would be slowed, and the neighborhood would probably l
stabilize at present levels of ethnic "distribution. Average household income,
however, might increase. The area would become a regional magnet for
employment, and would increase traffic’at peak hours. .

Commercial uses would probably change to-accommodate employees working in the
area and new residents living east of Lankershim Boulevard. Though outside of the
CRA project boundaries, the area south of Magnolia Boulevard might experience an
increase in residential land prices which would be expressed in higher sale prices and
higher rents..

in addition to commuter traffic entering the area for employment opportunities,
commuters can be expected to enter and exit the Metro Rail station. This will add
traffic to the area, and increase the level of congestion on adjacenf residential and
pedestrian streets, such as Tujunga Avenue, as well as the residential area north of
Cumpston Street. The long term effects on the station location resulting from the
CRA project would be the appearance of higher density commercial office,
residential, and industrial uses. These, in turn, would resuit in higher land prices. As
a result, traffic volumes would be expected to increase, especially at peak hours. in
general, the present small town feel of the North Hollywood community wouid be
replaced by a much more urban atmosphere.

Without CRA invoivement the local community will retain much more of its present
character. For example, Lankershim Boulevard would probably retain its low rise
commercial atmosphere, although low rent commercial facilities might be displaced
as rents and commercial densities slowly increased. The most significant long term
change without CRA involvement is an increase in commuter traffic to the station
site area. This commuter traffic would travel on major streets provided there were
sufficient parking facilities. If the parking were not sufficient, the traffic would
spillover to side streets. In general, this non-CRA scenario retains much of the
present neighborhood character but with an appreciable increase in peak hour traffic.

Direct Long Term Displacement Impacts .

Preliminary estimates of land acguisition indicate the need to
displace 16 commercial businesses, affecting nearly 72 employees.
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XX. LANKERSHIM SOUTH AERIAL CORRIDOR (S-1)

BASELINE CONDITIONS

Total Population and Ethnic Distribution

The population of the Lankershim South Aerial Corridor is low compared to the
Vineland South Aerial Corridor. lts approximately 6,600 peopie reside in a mixture
of single femily and multipte unit dwellings found along the length of the cerial
alignment. The primary nonresidential area is alang Lankershim Boulevard which has
mostly low rise commercial buildings.

The alignment's population is lorgely white, with a small Hispanic minority.
Together these two groups account for 35 percent of the total population. The key
informants at the nearby Universal City station environs reported that the Hispanic
population has grown only slightly within the last decade. The proportion of other
minority groups is small as Blacks, Asians, and "athers" comprise only four percent of
the corridor's popuiation.

TABLE XX-1

L ANKERSHIM SOUTH AERIAL CORRIDOR!
POPULATION BY ETHNICITY

Asian and
Popuiation Hispanic White Black Amer. Indian Other
6,585 10% 86% 1% . 3% | %

Source: Census of Population and Housing, 1980.
Census reports STF-l, RIB-55 by Southern California Association of
Governments.

IF’ercem‘clges may not odd up to 100% due to rounding errors.

Age Structure

In comparison to other station environs and aerial corridors, the Lankershim South
Aerial Corridor has a low percentoge of elderly residents. Nevertheless, the
percentage of the population which is 65 years or older (15 percent) is slightly above
the figure for Los Angeies County. The school age popuiation defined as those from
5 to 19 (11 percent) is also relatively low. This is the second lowest school age
population of ali the Metro Rail aerial corridors. Together, these two population
groups, both of which are considered to be transit dependent, total 26 percent of the
population, five percent higher than the Vineland South Aerial Corridor. The baby
boomn age cohort, those between 25 to 34, represent about one quarter of the
corridor's popuiation.
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TABLE XX-2

LANKERSHIM SOUTH AERIAL CORRIDOR
AGE STRUCTURE

Population 0-4 5-19  20-24  25-34  35-44  45-54 5564 65+

6,585 3% 1% 1% 25% 12% 11% 1 2% 15%

Source: Census of Population and Housing, 1980.
Census reports STF-I, RI8-55 by Southern California Association of
Governments,

Household Type and Size ) l

The average- household size in the Lankershim South Aerial Corridor is relatively
small, 1.8 persons per household. Of the 3,632 households in the corridor, 14 percent
have family members under |8 years of age. This figure is low when compared to the
Metro Rail station environs, high when compared to the Vineland South Aerial
Corridor. : - _

The composition of households with members under I8 is common for all the aerial
corridors. Approximately 65 percent are married couple families, and nearly 30
percent are female headed, no spouse families. Another household statistic which is.
comparable to the other stuay areas is the low percentage of households with five or
more members. it is three percent in this impact corridor. This figure is higher than
the Vineland South Aerial Corridor, probably because of a larger number of children
in this corridor. .

TABLE XX-3

L ANKERSHIM SOUTH AERIAL CORRIDOR
HOUSEHOLD TYPE

Total Households Married Male Head Female Head
With Members Couple No Spouse No Spouse Nonfamily
Under 18 Family Family Family Households
490 £5% 5% 27% 3%

Source: Census of Population and Housing, 1280.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.
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Elderly Households

The percentage of elderly households in the impact corridor is 22 percent of the total
households, a low figure when compared to Metro Rail station environs. Of the local
elderly households, over haif consist of one person and approximately 45 percent are
family households.

TABLE XX-4

LANKERSHIM SOUTH AERJAL CORRIDOR
ELDERLY HOUSEHOLD TYPEI

Total
Eiderly One Person Family Nonfamily
Households Households Househoids Households
810 32% 46% 2%

Source: Census of Population and Housing, §980..
Census reports STF-l, RI8-55 by Southern California Association of
. Governments. - -

|Elderly refers to residents 65 years and oider.

Housing Characteristics

Within the impact corridor, 66 percent of the units are renter occupied, and
approximately 30 percent are owner occupied. This owner occupied percentage is
much higher than at the Vineland South Aerial Corridor because of the larger number
of single family houses in this area. This corridor's vacancy rate, four percent, is
also slightly lower than that of the Vineland South Aerial Corridor. The local owner
occupied units have a high median vaiue, $134,200. This probably results from the
corridor's proximity to shopping and the neighborhood atmosphere of the nearby
residential streets. Median contract rent is $259, slightly lower than that of the
adjacent oerial corridor. The level of overcrowding--households with more than one
person per room-—is identical in both corridors, seven percent.

Disability Status of Residents Aged |16 Years and Older

The Lankershim South Aerial Corridor has a relatively low incidence of both work
disabilities and public transit disabilities. Roughly five percent of the corridor
residents aged 16 years or over reported a work disability. Approximately 36 percent
had difficulty or were unabie to use public transportation due to a long term health
condition.
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TABLE XX-5

LANKERSHIM SOUTH AERIAL CORRIDOR
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacant!
3,794 66% 29 4%

Source: Census of Population and Housing, | 980.
Census reports STF-l, RI8-55 by Southern California Association of
Governments.

lVacant includes the census categories of Vacant-for-rent, Vacant-for-saie, ana
Other.

TABLE XX-6 .

DISABILITY STATUS OF LANKERSHIM SOUTH AERIAL CORRIDOR .
RESIDENTS AGED OLDER THAN 16

Total
Popuiation Work Disability Transit Disability
Number % of Pop. Number % of Fop.
€,079 317 5.2% 219 3.6%

Source: Census of Population and Housing, 1980.
Data report STF-3, Riéé by Southern California Association of
Governments.

l\f‘."c:.u-k disability is oniy reported for the population aged |é to é4 because this is
presumed to be the working age by the Bureau of the Census.

Additional Demograophic Characteristics

The relatively high median value of the owner occupied units suggests a
corresponding high level of income. The 1980 census supports this extrapolation and
indicates that medion family income is $20,872 per year and mean family income is
$29,959 per year. The gap between the mean and the median is probably a result of
small numbers of high income families whose presence inflates the mean. The
Lankershim South Aerial Corridor has one of the highest income levels of ail station
environs and cerial impact corridors. Likewise, this corridor has the third highest
vehicle access rate, with approximately 90 percent of all households having access to
a vehicle on a regular basis.
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Summary of Existing and Possible Future Demographic Conditions

The population of the Lankershim South Aerial Corridor is predominantly white. In
terms of age, the population distribution is normally distributed with relative large
young adult (25-34 years) population. The large percentage of owner occupied
housing has prices which are high; rental prices are, however, medium priced. These
housing prices will probably maintain the area's ethnic mix at close to its present
ratio for the near future. The percentage of Hispanics could, however, graw if new
housing stock is built in the corridor and if Hispanics continue to migrate westward
from the eastern portions of the San Fernando Valley. |f this demographic
transformation does occur, the school age cohort, those from 5 to 19, is likely to
increase because the rate of natural increase is higher among Hispanics. This
demographic change would increase demand on youth-oriented services, such as
schools and public transit.

Residential land uses will probably experience little change other than some multiple
family dwellings replacing single family hames. These new dwetllings will probably be
condominium units attracting middie income whites and Hispanics.

Public Facilities

The aerial corridor along. Lankershim Boulevard has six public/institutianal facilities,
three social/cultural facilities, and two park/open space areas. B

Corridor Quality Indicators

Community perceptions of the corridor, that is, feelings of residents about their
neighborhood, were extrapolated from the North Hollywood Special Analysis
meetings, the INorth Holiywood Special Anaiysis Citizens Committee Final Draft
Report, and key informant interviews for the Lankershim station environs. The
issues they raised fell into two categories, both of which express general community
values. The first issue raised couid be called "preservationism," the desire to either
encourage the preservation of existing conditions or minimize the possible negative
impacts fostered by Metro Rail. The second group of issues are those which are
catalysts for change or which could, in themselves, be a positive influence in the
area.

The first category consists of those neighborhood characteristics which residents feel
are important. They help expioin why residents prefer to live in the aerial corridor.
The second category, issues raised at community meetings about potential changes in
community life, corresponds to the negative neighborhood characteristics
ascertained by resident surveys. Of special concern were the objectives to minimize
the negative impacts of Metro Rail on parks, historic sites, community aesthetics,
iand acquisition, cleanliness, traffic, schools, and churches. Other high ranking .
objectives were the preservation of existing ambient noise levels, property values,
and safety conditions for children and the eiderly. Committee goails related to
community change recorded in the Special Alternatives Analysis Final Draft Report
included the promotion of community revitalization, the enhancement of local
mobility, the improvement of access to community centers and employment, ond the
development of new residential units. In general, these "improvement" objectives
scored lower than those related to preservation.

The key informants from the Universal City Station reported they thought local

residents lived in this area because of the neighborhood's atmosphere and because of
its proximity to freeways. Their impressions are similar to the goals and objectives
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derived at the community meetings. In conclusion, it is reasonable to derive the
following reasons for residents to choose or prefer to live in the Lankershim South
Aerial Corridor:

o Housing is reasonably priced and the neighborhood has a quiet, safe, residential
atmosphere.

o It has ample local facilities and services.

o These facilities and services can be easily accessed by residents.
The corridor's negative qualities can be assumed to be the following:
o Parts of the area are biighted and in need of revitalization.

o The existing housing stock is inadequate and needs to be improved and increased.
IMPACT ASSESSMENT

Direct Short Term Construction Impacts

The construction of the aerial alignment wiil be completed in three stages. The first
is the conmstruction of foundations; the second is the erection of piers and bent "
frames; and the third is the placement of precast box beams or T-beams.- The most
disruptive stages of the construction -6f the aerial alignment in this corridor will be
both foundation construction and pier casting, although all three phases will reduce
access to local facilities and otherwise disrupt community life.

Portal to Universal City Station. The construction of the portal out of the
Hollywood Hills fo this alignment's first station requires removal of existing
structures and excavation of tunnel muck from the staging site, Street blockage to
perform these activities will diminish access to local facilities. The primary
pedestrian impacts will be ot Ventura Boulevard where sidewalks may be
intermittently closed. On Lankershim Boulevard pedestrians will be forced to use
sidewalks on the east side of the street when the western side is temporarily closec.
This will pose temporary difficulties, particulerly for special user groups.

Community life will be extensively disrupted in the hill areas. Muck hauling will
require the entering and exiting of an extensive number of dump trucks per day.
L ocal residents now value the neighborhood's rustic beauty, an attribute which would
be marred during construction. Pile driving or drilling for the cerial alignment's
foundation will create noise and possible vibration impacts for residents adjacent to
the construction sites. Pier casting and box beam or T-beam lifting or launching will
present additional noise and visual impacts.

Universal City Station to Camarillo Street. The construction of the cerial alignment
wiihin the central portions of Lankershim Boulevard will include the three
construction phases previously identified. The facilities close to Lankershim
Bouleverd will experience diminished access, and as a result, pedestrians and drivers
will probably perceive temporary physical and psycholiogical barriers. They may be
reluctant or unable to cross the thoroughfare during all three construction phases.
This will undoubtedly cause difficulty for residents and others who use the area.
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The disruption of cammunity life discussed above will take the form of noise and
traffic impacts. Residents along the alignment will experience severe noise impacts
if foundations are pile driven. Structures adjacent fo the construction site will oiso
experience vibration during the pile driving period. Traffic will be impaired in both
the short and long term because one traffic lane will be used for the alignment itself
and at least one will be temporarily closed during construction. These closures will
probably force drivers to devise detours on neighborhood streets to avoid
congestion. Cahuenga and Vineland Avenues are the streets most likely to
experience this traffic overflow. This could pose safety problems for the large
numbers of children and elderly residents who use these streets.

Long Term Direct and Indirect Operational Impacts

The social consequences of Metro Rail in all of the southern aerial alignments will be
comparable. This is caused by the similarity of physical and social aspects of these
adjacent neighborhoods, as well as the local residents' perceptions about their
neighborhood. In this corridor the issues which were most highly weighted at
community meetings inciude visual dppearance, neiihborhood stability, and
neighborhood atmosphere. Residents living adjacent to ankershim Boulevard, as
well as those in the lower hill sectians, will be the most visually impacted because
the alignment will be visible from their homes and they will come in daily contact
with it. Neighborhood stability will not likely be negatively affected since the
alignment itself is not expected to affect a significant change in iand use.

‘Neighborhood atmosphere, a component of stability, can be expected to change since .’

the gerial structiure will be out of scale with adjacent buildings and affect ‘the visual
privacy of their inhabitants. The aerial structure is, however, unlikely to affect the
residential atmosphere of streets other than Lankershim Boulevard and those in
lower hill sections.

The major long term indirect social and community impact of the aerial alignment
will probably be the physical and psychological barriers it presents to resdients.
Residents—particularly those of school age and seniors with impaired sight, hearing
or ‘mobility—may be reluctant to cross streets or use the area because af the
presence of the cerial structure. This would cause them undeniable hardship.
Resident travel patterns would also change, although this does not necessarily imply
that local facilities would be used less. Auto and bus usage would not be seriously
changed although pedestrian activity would probably decrease. The operational
Metro Rail aerial structure is unlikely to have substantial impact on current
demographic trends within the Aerial Corridor.

Noise from the aerial transit operation may aiso be perceived as a negative social
impact by some residents, at best those residing directly adjacent to the aerial
structure. However, noise criteria are exceeded at only a few locations and
additional mitigation measures have been recommended at these sites.

Direct Long Term Displacement impacts

Commercial and residential displacement in the Lankershim South Aerial Corridor
would oceur in two areas: first at the portal area in the hills above and descending
to Ventura and Cahuenga Boulevards and second at the intersection of Lankershim
and Caohuenga north of the station site, near the Los Angeles River Flood Control
Channel. At the portal area, displacement would affect |6 residential units and
three commercial establishments, a motel, a coffee shop, and a laser technology
firm.
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XXl. LANKERSHIM NORTH AERIAL CORRIDOR (N-3)

BASELINE CONDITIONS

Total Populatian ond Ethnic Distribution

- At 4,169 residents, the population of the Lankershim North Aerial Corridor is low
when compored to the other proposed northern aerial olignments. The residents live
in a combination of single and multiple family dwellings.

The corridor population is largely whites, although there is a substantial Hispanic
minority. Together, these two groups comprise 93 percent of the corridor
population. The key informants at the nearby Chandler Station reported that the
Hispanic poputotion has grown significantly in the last decade and is now 20 percent
of the population. Other minority populctions are small, cmounting to about seve-
percent of the population.

TABLE XXI-1 .
L ANKERSHLV. NORTH AERIAL CORRIDOR

POPULATIONBY ETHNICITY!

Asian and
Population Hispanic White Biack Amer. Indian Other
4,169 ’ 19% 74% 2% 4% ‘ 1%

Source: Census of Population and Housing, |1980. .
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

tPerco:ﬁtc:ges may not add up to 100% due to rounding errors.

Age Structure

The Lankershim North Aerial Corridor has relatively few elderly when compared to
the stotion environs. However, the 16 percent of the popuiation of the corridor
population which is 65 years or oider is still above the Los Angeles County average.
Of the total elderly population, 89 percent is white, indicating a neighborhood with a
changing ethnic mix.

The school age group, those between 5 and 9, is also relatively small, representing I
percent of the population. These percentages, for the youth and elderly cohorts, are
similar to thase in the Lankershim South Aerial Corridor, but slightly below the other
alternotive northern alignments. Together, these two transit dependent age groups
are 27 percent of the corridor population. The baby boom age cohort, those from 25
to 34, occount for a similar proportion of the corridor populotion.
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TABLE XXi-2

LANKERSHIM NORTH AERIAL CORRIDOR
AGE STRUCTURE

Papulation 0-4 =13 20-24  25-34  35-44  45-54  33-64 63+

4,169 5% 1% 12% 26% % 10% 9% 6%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments,

Household Type and Size

The average household size in the Lankershim North Aerial Corridor is relatively
small, |.8 persons per household. Of the 2,378 households in this corridor, |5 percent
have family members ‘under [8 years old. When compared to station environs and the
alternative northern alignments, the percentage is reiatively low. The composition
of households with members -under 18 is similar for all impact corridors. Fifty-six
.~percent of the households are married couple families and over 30 percent are
female headed, no spouse families. The percentage of households with five or more
members, a potential indicator of overcrowding, is three percent, the lowest of all
northern alignments.

TABLE XXI-3
LANKERSHIM NORTH AERIAL CORRIDOR
HOUSEHOLD TYPE
Total Households Married Male Head Female Head
With iviembers Couple No Spouse No Spouse Nonfamily
Under 18 Family Family Famity Households

44 56% 10% 3% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Association of
Governments.

Elderly Households

The relatively low percentage of elderly households closely corresponds to the low
percentage of elderly persons living in this corridor. At 24 percent of total corridor
households, the percentage af elderly households is low when compared to Metro Rail
station environs. If the elderly households are examined alone, 65 percent consist of
one person, the largest percentage of all the North Hotlywood alignment clterna-
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tives. A correspondingly low percentage of the elderly, 32 percent, live in fomily
households.

TABLE XXI-4

LANKERSHIM NORTH AERIAL CORB]DOR
ELDERLY HOUSEHOLD TYPE

Tatal )

Elderiy One Person Family Nonfamily

Households Households Households Households
563 65% 32% 3%

Source: Census of Population and Housing, 1980.
Census reports STF-1, RI8-55 by Southern California Association of
Governments.

IElderly refers to residents 65 years and older.

Housi ng'Ghurdcteristiés '

The Lankershim North Aerial Corridor's housing is approximately 80 percent renter
occupied, the highest rental rate of the alternative northern aerial corridors. A
correspondingly, smoil percentoge of its housing stock, |5 percent, is owner
occupied. This figure stems fram the high propartion of multipie family dwellings in
the North Hollywood commercial greo. At a median contract rent of $226, the
rental units are reiatively inexpensive and can cater ta the ared's relatively low
incomes. (The corridar is aiso the site of the Cammunity Redeveiopment Agency's
(CRA) North Hollywood projects.) Median owner accupied value is low, $92,500. At
5 percent, the vacancy rate is high. Overcrawding is also high as |3 percent of the
households have more than one person per room.

TABLE XXI-5

LANKERSHIM NORTH AERIAL CORRIDOR
YEAR ROUND HOUSING BY TENURE AND VACANCY

Housing Renter Owner
Units Occupied Occupied Vacant !
2,503 80% 15% 5%

Source: Census af Population and Housing, 1980.
Census reports STF-l, RI8-55 by Southern California Associatian of
Governments.

lvacant includes the census categories of Vacant-for-rent, Vacant-for-sale, and
Other.
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Disability Status of Residents Aged |6 Years and Oider

The percentage of residents aged 16 years and older in this impact corridor with
work or transit disabilities is roughly comparable to the percentages found in station
environs and other impact corridors. Approximately six percent of residents aged |6
and over had a disability which in some way limited the type or amount of work they
could perform. About four percent of the population aged 16 and over reported that
it was difficuit or impossibie for them to use public transportation because of a long
term physical or mental disability.

TABLE XXI-6

DISABILITY STATUS OF LANKERSHIM NORTH AEﬁIAL CORRIDOR
RESIDENTS AGED OLDER THAN 16

Total . % of Pop. With % of Pop. With
Popuiation Work Disability Transit Disability
3,836 ' 5.9% 3.9%

Source: Census of Populcmon ond Housing, 1980. :
‘ "Data report STF-3, Rié6 by Southern <California Assocmnon of
Governments.

lWork disability is only reported for the population aged |6 to 64 because this is
presumed to be the working age by the Bureau of the Census.

Additional Demographic Characteristics

The 1980 census data indicates that this is a low to moderate income areaq, relative
to the other aerial impact corridors and station environs. Census estimates show
median family income to be $15,029 per year and mean family income to be $17,560
per year. The percentage of households with regular access to a car (84 percent) is
sormewhat high, especially in the context of the average income for the alignment.

Summary of Existing and Possible Future Demographic Conditions

The population of the Lankershim North Aerial Corridor is predominantly white, but
with a lorge and increasing Hispanic minority. The age distribution is relatively
even, with a larger young aduit population and a relatively small and largely white
elderly population. Rental and housing prices are low, as are the corridor's
incomes. Commercial enterprises and public facilities are likely to change to reflect
long term demographic trends by |ncreos|ngly catering to the growing Hispanic
community. The senior population is likely to decrease, while the school age
population, those age 5 to |9, will continue to increase, largeiy because of Hispanic
immigration to the corridor.

in contrast to existing trends, the CRA's North Hollywood project which is
coterminous with part of the corridor will probably create demographic pressures
toward stabilizing the present ethnic mix but also increasing the proportion of
elderly.
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Public Focilities

The Lankershim North Aerial Corridor is well served by public facilities: seven
public/institutional facilities, ten social/cultural facilities, two health care facilities,
and one park. Most of the facilities in the North Hollywood station environs are also
located in this corridor. The North Hollywood Park and its adjacent facilities on
Tujunga Avenue include a recreation center, senior citizen's center, library, and
swimming pool. On Chandler and Tujunga Avenues are a post office and fire
station. On Magnolia Boulevard there is a telephone company office and a branch of
the State of California Employment Development Department. Two health care
facilities are also in the corridor: a Los Angeles County Health Services Department
office and the Valley Free Clinic. Two schools, Lankershim Elementary and Saint
Paul's Lutheran School, and several other churches and religious institutions are also
located in the impact corridor.

Corridor Quality Indicators

Community perceptions of this corridor, an essential element of this social impact
analysis, have been extrapolated from the North Hollywood Special Analysis
meetings, the North Hollywood Special Analysis Citizens Committee Final Draft
Report, and key informant interviews from the Lankershim station environs.
Community issues fell into two broad categories. The first category relates to the
preservation of existing conditions or the mitigation of possible Metro Rail impacts.
The second category focuses on community revitalization. . '

The first category encompasses those néfghborhood characteristics which residents

feel are important, as well as negative characteristics which local residents would
like to see reversed. These issues were ranked by the North Hollywood Citizens
Committee. The preservation objectives which received the highest score inciuded
the general minimization of negative Metro Rqil impacts on parks, historic sites,
community aesthetics, land uses, cleaniiness, traffic fiow, schools, and churches.
Characteristics which also scored particularly high included the preservation of
ambient noise levels, property values, and safety conditions for children and
seniors. The second category of community concern, commercial revitalization,
encompasses the enhancement of local mobility, the improvement of access to
community centers and employment opportunities, and the development of new
residential units. These objectives were generally weighted lower than preservation
issues.

Key informants from the Lankershim station environs thought jocal residents lived in
this area becaouse of inexpensive housing, sufficient local facilities and services, and
proximity to freeways. Their perceptions ciosely matched issues identified at the
community meetings.

In conclusion, it is reasonable to assume that residents live in this Aerial Corridor
because of the following qualities:

o The corridor has a reasonably priced, quiet, and safe residential atmosphere.
o The corridor has many local facilities and services.

o The facilities and services in the corridor are readily accessible to residents.
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Two negative neighborhood qualities emerged from this analysis:
o The opinion that the local neighborhoods were deteriorating.

o The opinion that the local housing stock is insufficient.

IMPACT ASSESSMENT

Direct Short Term Construction Impacts

The construction of the gerial alignment will be completed in three stages: the
construction of foundations, the erection of piers and bent frames, and the
placement of precast box beams or T-beams. The most disruptive construction
stages within the corridor will be foundation construction and pier casting, although
clnll three stages will reduce public access to local facilities and disrupt community
ife.

In the central portion of Lankershim Boulevard, there will be diminished access to
the local facilities when pedestrians and drivers face physical barriers and perceive
psychological barriers stemming from aerial construction. A large number of
pedestrians and drivers may also be reluctant or unable to cross Lankershim
Boulevard during peak construction stages. The barrier effect will cause difficulty
~ for residents, as well as for the large number of nonresidents wha come to downtown

North Hollywood for shopping, services, and social activities. These patrons may"
choose to go eisewhere if the diminished access to the downtown area cannot be
adequately mitigated.

The disruptions to community life will take the form of noise, traffic, and visual
impacts. The noise impacts will be primarity experienced by residents whose homes
are adjacent to the aerial structures. Their situation will be most acute during the
driving stage. Ground and building vibration will occur during this first stage of
construction. The flow of local traffic will be impeded in the short term, because
one lane will be used for construction materials and equipment. The narrow right-of-
way and high traffic volume will cause motorists to divert to local neighborhood
streets in order to avoid congestion on Lankershim Boulevard. The streets which will
receive the greatest portion of this traffic spillover will probably be Vineland and
Tujunga Avenues. This rerouting could pose safety problems for school children and
elderly residents. Visual impocts result because the aerial structure will be out of
scale with adjacent buildings and the visual proximity of the guideway will invade the
privacy of buildings fronting Lankershim.

Long Term Direct and Indirect Operational Impocts

The social consequences of Metro Rail in each of the northern aerial impact
corridors should be quite similar. This is because they have similar physical and
social characteristics, as well as comparable resident perceptions about the
corridor's neighborhoods. In the Lankershim North Aerial Corridor, the issues which
were ranked most highly at community meetings were visual appearance, neighbor-
hood stability, and neighborhood atmosphere. The visual oppearance of Lankershim
Boulevard along the aerial alignments witl undergo a dramatic change once the aerial
structure is built. (A complete discussion of these visual impacts can be found in the
EIS Technical Report on Aesthetics.) Residents living adjacent to Lankershim
Boulevard will be those most impacted because the aerial structure will be visible
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from their homes. Neighborhood stability will deteriorate if residents perceive the
presence of the aerial structure in their neighborhood as sufficiently negative to
warrant moving. Neighborhood atmosphere, a component of stability, will also be
negatively impacted. The areas directly adjacent to the alignment may become, at
least subjectively, more urbanized once the aerial structure is in operation. Many
residents at Special Analysis community meetings indicated that they lived in this
part of Los Angeles because of its suburban atmosphere. However, noise from
transit operations would not adversely affect the community since at no point along
its entire length will trains raise the ambient noise levels sufficiently to be
considered significant. (See EIS Noise and Vibration Technical Repert for a complete
discussion.)

In summary, the major, long term, indirect impact of this Metro Rail acerial
alignment would be the physical and psychological barrier it presents to residents,
pedestrians, and drivers in the corridor. Local residents, particularly special users
such as school age youth and seniors, would probably be reluctant ta cross the
alignment itself or frequent areas close to the alignment. This disruption to their
daily patterns wou!d thea cause them major hardships. Their activity patterns wo..d
then change, resuiting in a lower rate of utilization of nearby facilities, services, and
retail stores. Auto and bus usage wouid not significantly change, although pedestrian
activity would logically decrease. The Metro Rail alignment is, in itself, unlikely to
have a substantial impact on demographic trends within the corridor.

Direct Long Term Displacement Impacts

Construction-of an cerial system would require considerable land acquisition diong
the Lankershim North Aerial Corridor. While no residential units would be displaced,
28 retail facilities, |8 service/office buildings, five restaurants, and one nonprofit
focility would need to be relocated. These 52 businesses employ an estimated 132
individuals.
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XXl VINELAND SOUTH AERIAL CORRIDOR (5-3)
BASELINE CONDITIONS

Total Population and Ethnic Distribution

The total population of the Vineland South Aerial Corridor is high compared to other
aerial impact corridors. Its population as of 1980 was 7,304 people (see Table
XXII-1). The area primarily has multiple family dwellings along Vineland Avenue and
single family residences on adjocent side streets. A small number of public-oriented
facilities are scattered throughout the station environs. '

The corridor's population consists largely of whites, with a small Hispanic minority.
Together these two groups comprise 24 percent of the total corridor population.
Key informants at the nearby Studio City station environs believe that the Hispanic
population has risem slightly within the last ten years. Blacks and Asians together
comprise only five percent of the total population. Other minority groups represent
less than four percent of the population.

TABLE XXII-1

VINELAND SOUTH AERIAL CORRIDOR |
POPULATION BY ETHNICITYI

Asian and
Population Hispanic White Bliack Amer. Indian Other
7,304 10% 845% 2% - 3% 1%

Source: Census of Population and Housing, |980.
Census reports STF-l, RIi8-55 by Southern California Association of
Governments,

’Percentages rmay not add up to 100% due to rounding errors.

Age Structure

When compared with station environs, the Vineland South Aerial Corridor has a fow
percentage of elderly residents. However, the |12 percent of the population aged 65
years or older is comparable to the percentage of eiderly residents in Los Angeles
County. The school age population, those between the ages of 5 and |19, at nine
percent is also small. This is the smallest youth population of any Metro Rail cerial
alignment. Thus, youth and eiderly, the most transit dependent special user age
groups comprise only 20 percent of the total population. On the other hand, the baby
boom cohort, those aged 25 to 34 years totals 30 percent of the corridor's population,
a relatively iarge proportion.
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TABLE XXIl-2

VINELAND SOUTH AERIAL CORRIDOR
AGE STRUCTURE

Population 0-4 5-19 20-24  25-34  35-44  45-34  55-64 65+

7,304 3% 9% 13% 30% 13% Hl% 10% 12%

Source: Census of Population and Housing, |980.
Census reports