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INTRODUCTION - We often hear the saying, “It doesn’t take a rocket scientist to understand this.”
The Wilshire Boulevard Bus Rapid Transit (WBRT) proposal is very complex, does take a rocket
scientist, and I am one. Before I retired as Chief Scientist, Hughes Aircraft Company, Space and
Communications Group, Systems Laboratories Directorate, I designed even more complex space
satellite systems. For example, I was the chief architect of a proposal, in cooperation with CalTech,
to put a radio telescope in a crater on the back side of the moon. (I have provided a current resume
of as Appendix I.)
The WBRT project must satisfy a combination of social, political, construction engineering, traffic
engineering, safety engineering, and environmental engineering requirements. In this letter, I will
attempt to outline the problems and propose some solutions.
I am a Professional Engineer, registered with the State of California. I am a member of both the
Westwood Homeowners Association and the Comstock Hills Homeowners Association. I was
formerly a Vice President of each. I am currently a Director of the Comstock Hills Association,
however, this letter does not represent the official position of either organization. I live within half
a mile of Wilshire Boulevard in Westwood.
The MTA Notice of Preparation (NOP) starts its history in 2008. To me this is indeed Deja Vu all
over again. So much so that I have appended my letter of June 15, 2000 (Appendix H.) as published
in the MTA 2001 Final EIR for the Wilshire Bus Rapid Transit project. I also include the first four
pages of that FEIR as Appendix C. This project has a much longer history than has been made
apparent. The past studies (e.g. Appendix G - DOT Report to Council) and tests should not be
ignored but used to guide the current effort. My letter of 2000, by itself, could be a valid response
to this request for input with little changed but the date. However, in this letter I will update that
nine year old response to accommodate the more recent changes.
My response to the NOP will address the concept of installing bus only lanes on Wilshire Boulevard
by dealing with three major issues:
1. Why the entire concept is faulty and should be delayed to allow a more comprehensive analysis
of costs, benefits, and impacts.
2. Why the Westwood corridor should once again be excluded as it was in the Final EIR of 2001.

3. Why, of the several “build” alternatives presented, the alternative to retain the existing jut-outs
in the Westwood corridor is the least damaging alternative.
In addition, I wish to incorporate by reference the letters submitted by the Holmby Westwood
Homeowners Association and the Comstock Hill Homeowners Association ,and the Los Angeles
City Council File on this topic, Council File 03-2337-S1.
I also call to your attention the set of briefing charts I include as Appendix A and reference in the
discussion to follow. These briefing charts present both the historical record of how this project has
progressed from the year 2000 and the evidence for how and why the project is faulty.

I. The Concept, as Presented Through the Years, is Faulty and Should be Delayed until the
Past Errors are Corrected and a Realistic and Accurate Cost, Benefit, and Impact Analysis is
Accomplished.
A. The Curitiba Premise and Problems - As detailed in the briefing charts appended, this concept
started in the 1980s with a visit to Curitiba, Brazil by Zev Yaroslavsky, now LA County Supervisor.
The Supervisor was shown a well functioning bus only lane system soon after it was inaugurated.
What he did not see was the analysis made soon thereafter which showed that the system was
breaking down because of interference with increasing levels of automobile traffic and that even the
initial success was based on much larger buses with a fare prepayment system and multiple doors
which allowed the entire load of 270 passengers to enter and exit very quickly, much like a subway
system. These assertions are documented both in the briefing charts and in the report by Darrell
Clarke dated June 23, 2000, which is also submitted as Appendix B.
B. The Rosendahl Test - As documented in the briefing charts and Appendices E and F, Los
Angeles Councilman Bill Rosendahl requested a test of the concept in his 6th Council District. The
results were so catastrophic that he soon moved in the LA City Council that the test be stopped
immediately. An analysis by the Los Angeles Department of Transportation (LADOT) provided the
explanation. Just as in Curitiba, the delays in automobile traffic which resulted from the bus only
lanes caused all lanes, bus lanes included, to bog down. Traffic diverted miles north and south to
Sunset Boulevard and to Santa Monica Boulevard, causing a ripple of delays spreading outward from
the tiny test zone.
C. The LADOT Analyses - At the request of Council, the LADOT conducted a series of analyses
of the impact of instituting bus only lanes on traffic flow (e.g. Appendix G). Again the results were
catastrophic. Delays at Fairfax were calculated at 109% increase. Delays at Beverly Glen were
calculated at 124% increase. The only mitigations available seem to be diverting traffic onto
alternate streets, many residential streets. However, even with these diversions onto residential
streets the increased delays remain at serious levels (e.g. 69% increase at Beverly Glen).
D. Mitigation Costs - The 2001 County MTA FEIR pointed out that mitigations of the deleterious
effects of instituting bus only lanes would be necessary. However, the approach contained in the EIR
was that the impacts should be evaluated after the bus lanes were in place and that mitigations should

then be made and paid for by the City of Los Angeles. The shift of responsibility from County to
City should not be allowed in the current EIR.
E. Performance - The studies and analyses which led up to the 2001 FEIR claimed that instituting
the bus only lanes would improve total transportation passenger service by 41%. However, the
studies were flawed in that they compared apples to oranges. They compared bus capacity (135
passengers) to car ridership (1.32 total). A more fair comparison would have been bus capacity to
car capacity. Under these conditions, the dedicated bus lanes result in a 7 % decrease in total
passenger service. This is documented in the briefing included as Appendix A.
The current study must guard against the possibility that the self interests might bias the results. The
studies and preparation of the EIR should be conducted by an independent agency or, at the least,
be reviewed and critiqued by independent practitioners before publication.
F. Effect on Bus Rider Traffic - The basic assumption of the previous studies has been that the
original Curitiba experience could be duplicated in Los Angeles. As described in Section A above,
the Curitiba system started to break down soon after it was so highly touted to Los Angeles visitors.
The LADOT has made some studies to determine the effect on automobile traffic. The Rosendahl
Test may be considered a pilot run to demonstrate such effects. What is needed is a very accurate
computer simulation to determine whether and how much the bus rider’s travel time will be helped
by bus only lanes, supplemented by a pilot run to test the validity of the computer model.
Without an accurate prediction of bus rider improvement, the claims of vastly improved bus service
may be deluding bus riders. Bus service is poor. Will this idea really help, or will the effect on
automobile traffic so bog down intersections that the busses themselves will be mired in traffic?
(See the report on the Curitiba experience in Appendix B.) Are the bus riders willing to take the
word of the agency that has been failing them for years?
Summary - The basic premise of the Wilshire Bus Rapid Transit (bus only lane) Proposal is that
dedicated bus lanes will increase the speed of buses in all segments of the corridor and therefore will
increase the service of the buses to its ridership. At the same time it is promised that the reduction
in automotive passengers will be overcome by the increase in total passengers carried by the
combination of buses and passenger cars. Much of this argument has been shown to be in error and
the remainder is not proven. Before this project is approved, the errors in past studies and study
methodologies must be corrected, definitive studies must be done to demonstrate that the claimed
benefits are real, that the bus ridership will actually be helped, that the total transportation ridership
will be increased, that the deleterious impacts on automobile traffic will be mitigated, that the
deleterious effects on residents living on and adjacent to the Wilshire corridor can be mitigated, and
that the cost of the mitigations are accommodated within the project cost budget.
II. The Westwood Corridor Should be Excluded as it was in 2001.
The briefing charts (Appendix A) reproduce a portion of page 4 of the 2001 FEIR, also shown in
original form in Appendix C-4. The studies performed by the MTA staff resulted in their reaching
the conclusion that the Westwood corridor was the only portion of the Wilshire corridor in which

busses were able to run at maximum speeds and that bus only lanes were not necessary. They found
that the potential for significant cut through traffic, most clearly at Comstock Avenue but likely at
many locations in the residential Westwood corridor, was great. They found that the reduction in
parking along the Westwood corridor would greatly impact residents. The combination of serious
negative impacts and negligible positive benefit led them to exclude the Westwood corridor in 2001.
This exclusion was confirmed in the Metro letter to Councilperson Gruel in 2006 (Appendix D).
In 2009 traffic still moves far better in this segment than anywhere else along the Wilshire corridor.
The potential for cut through traffic and the impact of reduced parking remains serious. Conditions
have not changed and the result of any unbiased study will also remain the same.
III. Of the Alternatives Presented, Retention of the Jut-outs in Westwood is the Least
Damaging
If only the Westwood corridor segment is considered, and one has to choose among the “build”
alternatives presented in the NOP, then alternative 2 is preferred. As described in the NOP:
“ALTERNATIVES: ...(2) the existing “jut-outs” on the north and south sides of Wilshire
Boulevard between Comstock Avenue and Malcolm Avenue would be retained, and the existing
curbside traffic lane would be converted to a bus lane in each direction ...”

In the local Westwood corridor between Westwood Village and Comstock, two major impacts are
created by the base plan, impacts on the residents of the condominium buildings on Wilshire and on
those who live on the adjacent residential streets.
A. Impacts on Condominium Residents - In general the condominiums on Wilshire back up
against single or multiple family residences. In most cases there are no alleys at the rear of the
condominiums. Seldom are there loading docks or parking spaces for delivery trucks. They rely on
the parking spaces on Wilshire for deliveries. The “jut-outs” protect the “cut-ins” so parking is
possible on the boulevard. Removal of the jut-outs to allow widening of the street to add a bus lane
removes these necessary parking spaces.
B. Impacts on the Wilshire Adjacent Residents - As was well documented in the LADOT report
on the Rosendahl Test (Appendix E), and on other occasions such as installation of fiber optic
cables on Wilshire Boulevard, as described in the briefing charts (Appendix A), when the curb lanes
of Wilshire Boulevard have been denied to traffic, tremendous traffic jams have occurred. As a
result, traffic has diverted to adjacent (and not so adjacent) streets. Along the Westwood corridor,
almost all the adjacent streets are residential, and most are single family residential streets. Harried
commuters seeking relief from traffic jams often speed and fail to observe stop signs in these
residential neighborhoods. They present a clear danger to the children in our neighborhoods.
One extremely vulnerable location is the intersection at Comstock Avenue. To the west, Wilshire
Boulevard is three lanes in either direction but the right-of-way is wide enough for four or more
lanes. To the east, through the Los Angeles Country Club and Beverly Hills, the right-of -way
narrows to allow only the three existing traffic lanes. If the jut-outs are removed and the Boulevard

is expanded to four lanes to the west of Comstock, this will allow three mixed traffic lanes plus a
dedicated bus lane. To the east of Comstock, the dedicated bus lane must reduce the mixed flow
lanes to two, creating a major problem.
Under these circumstances (jut-outs removed) automobile traffic flowing east from Westwood to
Beverly Hills will experience a bottleneck as traffic is squeezed from three, down to two lanes. The
natural escape route for these harried rush hour commuters is to take Comstock and Club View
Avenues, both single family residential streets with children, to Santa Monica Boulevard and thence
to reconnect to eastbound Wilshire in Beverly Hills where three traffic lanes will again be available.
Instituting a deliberate narrowing at Comstock which encourages commuter traffic to divert to single
family residential streets is a tragic disaster in the making, with the potential for consequent legal
actions against the City and the MTA a foregone conclusion.
Of the three build alternatives presented, only number 2, to retain the jut-outs, can prevent this. The
No Project Alternative will also protect against this potential disaster.
Having pointed out some of the problems associated with the Wilshire Bus Rapid Transit Project as
presently conceived, I feel obligated as a Professional Engineer to offer more solutions than I have
suggested in this short letter. Therefore I offer my services as a part time consult, without charge,
to review the study and its methodology, to determine whether this proposed project will be
effective, what its costs will be, and whether its benefits make the project worthwhile from the
perspective of the society, politics, and the engineering.
Sincerely yours,

Charles Edelsohn, PE
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Wilshire BRT Issues – October 2009

CE

Some of the traffic problems:
! Per LADOT - It will greatly increase delays at critical intersections.
! It will put traffic on residential streets such as Ashton, Lindbrook,
Comstock, and Club View.
! Contrary to MTA claims, it will decrease persons moved per day.
Some of the other problems:
! The current plan reverses the 2001 FEIR studies.
! The increase in traffic by 2009 has not changed the fundamentals.
! The new EIR studies in Westwood will not support the reversal.
! Adoption of the current plan will incense many.

WILSHIRE BUS RAPID TRANSIT
THE PHOENIX RISES
CE
Charles Edelsohn
15 October, 2009
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Wilshire BRT History to October 2009
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MTA introduced Concept in 2000.
! Neighborhood response negative, LA Times editorial negative.
! We convinced the MTA that busways cause harm in Westwood.
! 2001 FEIR made exception from Selby to Comstock.
In 2009, little has changed.
This briefing covers the same logic and facts with some recent updates:
! MTA errors.
! Curitiba problems.
! City Council actions 2005 – 2007.
! Sudden revival - fall 2007 (Federal $17M).
! Sandy Brown actions.
! City Attorney decision.
! Transportation Committee Meeting 2009
! Conclusions and Recommendations.

HISTORY
CE
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Our 2001 Flyers Included the LA Times Editorial
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The Final EIR Said “Mixed Flow” in Westwood
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WILSHIRE BOULEVARD
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Bus Rapid Transit Creates Serious Problems for Westwood
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delete the image and then insert it again.

Metro Rapid buses do a marvelous job with little negative impact.
But dedicated busways will have severe impacts:
The Bus Rapid Transit (BRT) removes one lane of traffic in each direction.
This make no more sense than the old Diamond Lanes on the Freeway did.
We need to ADD traffic lanes, not remove them.
BRT provides little improvement over Metro Rapid buses but brings a host of problems:
It causes bottled up traffic to cut through residential neighborhoods.
It creates major bottlenecks - between the Village and the 405 Freeway and at Comstock.
Until they show how it can work in Westwood, we ask you to oppose it.
The MTA says these traffic problems can be solved by the cities after busways are installed.
All three transit improvements planned for the Westside concentrate on East-West traffic.
MTA EIR studies admit that North-South traffic is equally bad.
We are severely impacted by N-S traffic seeking the 405, Sepulveda, Beverly Glen, etc.
Traffic Improvements should not be limited by one dimensional thinking.
Jack Weiss 02 CRE 8-25-01

Wilshire Busway Problem at Comstock

Jack Weiss 02 CRE 8-25-01

Wilshire Busway Problem Between Westwood and 405

West of Comstock Avenue, Wilshire will be three lanes each direction, plus the busway.
Westwood and Wilshire is the nation's busiest intersection.

East of Comstock it will be two lanes each direction, plus the busway.

Many commuters work at UCLA, live in the Valley and Beach communities, and drive the 405.

Even with three lanes in each direction, Wilshire East of Comstock is already heavily
congested eastbound.

The MTA BRT plan will reduce the present four lanes to three from Westwood to Veteran and
to two from Veteran to the 405.

Reducing the lanes from three to two creates a severe bottleneck.
Beverly Hills inadvertently provided a test demonstration the last week in August.

Making the busways RUSH HOUR ONLY will not help; that is the peak commute time.

To install concrete bus stops, one Eastbound lane was blocked inside Beverly Hills.
During non-rush hours, Wilshire was backed up to Comstock.
Drivers cut through single family residential streets, Comstock to Club View to Santa
Monica and back to Wilshire.

Traffic will filter through the residential neighborhoods to seek alternate routes to the 405.

If severe enough, the residential diversion will occur West of Comstock at Beverly Glen,
Holmby, Westholme,
This did occur last spring when fiber-optic cables were laid under Eastbound Wilshire.
Jack Weiss 02 CRE 8-25-01
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BRT Improvement Claims are False
The performance improvement claimed in the MTA study is based on apples vs. oranges.
They compare car OCCUPANCY to bus CAPACITY .
They assume the buses are always FULL and the cars are always 3/4 EMPTY (1.32 each).
A fair comparison actually shows a decrease in people moved per day
Persons moved per day
MTA Study

MTA Rapid

Rapid (@ 90)
50,000 Cars (@ 1.32)
Total

39,000 Capacity
BRT (@ 135)
66,000 Occupancy 33,300 Cars (@ 1.32)
105,000

104,000
44,000
148,000

CE

+41%

% Change
Fair Comparison
Rapid (@ 90)
50,000 Cars (@ 4)
Total
% Change

UPDATE 2009

MTA BRT

MTA Rapid
39,000
200,000
239,000

MTA BRT

Capacity
Capacity

BRT (@ 135)
33,300 Cars (@ 4)

104,000
133,200
237,200

- 1%
Jack Weiss 02 CRE 8-25-01

BRT Improvement Claims are False

CE

The MTA has claimed that installing bus only lanes will result in a 41% increase in
persons moved per day compared to normal bus use.
Their calculation was based on comparing bus capacity to automobile occupancy.
A 135 passenger bus was always full (135 passengers)
But a five passenger car carried only 1.32 people.

CRE 10-10-09

. moved per day
A fair comparison actually shows a decrease in people
Persons moved per day
MTA Study Methodology MTA Rapid
Rapid (@ 90)
50,000 Cars (@ 1.32)
Total

If apples are compared to apples, we get a very different result.

Fair Comparison
Rapid (@ 90)
50,000 Cars (@ 4)
Total

The 41% increase becomes a 1% decrease.

% Change
CRE 12-28-07

MTA BRT

39,000 Capacity
BRT (@ 135)
66,000 Occupancy 33,300 Cars (@ 1.32)
105,000

104,000
44,000
148,000

+41%

% Change

If the bus is full (135)
And five passenger cars carry just four passengers.

CE

Fair Comparison – Capacity vs. Capacity

MTA Rapid
39,000
200,000
239,000

MTA BRT

Capacity
Capacity

BRT (@ 135)
33,300 Cars (@ 4)

104,000
133,200
237,200

- 1%
CRE 110-10-09
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Fair Comparison – Capacity vs. Capacity
. moved per day
A fair comparison actually shows a decrease in people

Really Honest Comparison – Total Ridership

CE

A really honest comparison would have compared total ridership per day for:
.

Persons moved per day
MTA Study Methodology MTA Rapid
Rapid (@ 90)
50,000 Cars (@ 1.32)
Total

MTA BRT

39,000 Capacity
BRT (@ 135)
66,000 Occupancy 33,300 Cars (@ 1.32)
105,000

without bus lanes and with 50,000 cars and actual car occupancy,

104,000
44,000
148,000

VERSUS

+41%

% Change
Fair Comparison

MTA Rapid

Rapid (@ 90)
50,000 Cars (@ 5)
Total

39,000
250,000
289,000

% Change

90 passenger and 135 passenger buses, both driven the maximum number
of trips possible,

90 and 135 passenger buses
MTA BRT

with bus lanes and 33,000 cars.

Capacity

BRT (@ 135)

104,000

Capacity

33,300 Cars (@ 5)

165,000
269,000

If we are lucky, the new EIR will do this.

- 7%
CRE 110-10-09
CRE 10-10-09

Curitiba

CE

CE

Curitiba Facts from BRT 2001 EIR
“Curitiba

Zev Yaraslavsky started to promote busways after he visited Curitiba Brazil, in
about 1996.
The Curitiba busway system (including pre-paid fares) worked well at the time.
By 1998 the Curitiba system was breaking down. (See APTA Report in EIR)

“What lessons from the often-cited Curitiba model should we apply to a city like Los Angeles?
There are important differences.
“Curitiba is a compact city. Its five main radial bus lines are only five to seven miles long, with an average
bi-articulated Bus speed of Just 13 mph. too slow for longer trips.

“Prepayment of fares and level boarding, systems typically found in rail systems, create a very efficient boarding
and deboarding process. A bi-articulated bus (a 5-door, 82-foot. bus built by Volvo and currently used only in
Curitiba) with a load of 270 people can board or deboard in about 20 seconds. The average speed of buses using
The busway is 13 miles per hour…

As traffic and density increased, busses had to run so often (one per minute)
that gridlock occurred.

“There are five busways, each between 5 and 7.5 miles long, radiating from the city center. ...

Curitiba planners decided that the busways had to be elevated.

“The busway uses a signal priority system. However, because the frequency of buses operating on the busway can
reach one bus per minute during peak hours in the peak direction, there is a limit on the amount of priority that
can be given to the bus without creating unacceptable delays for cross traffic. As a result, buses operating on
the busways were observed stopping at several of the signalized cross streets.

In 2009, Curitiba is still struggling to make the system work.

“The city is nearing the capacity limits of a busway. The peak-hour frequency of buses and the size of buses cannot
be increased within the constraints of a busway operating at grade and intersecting city streets. The next step in the
continuing evolution and improvement of the transit system is to create a grade-separated transitway (probably
rail) in place of the busiest busways. Plans are to have the first grade-separated corridor in place in about 6 or 8 years.
(APTA—International Transit Studies Program, Report on the Spring
CRE 10-10-09

1998 Mission)”
CRE 12-28-07

5

10/26/09

Council Actions

CE

Rosendahl Test Run

CE

In 2005, Councilman Rosendahl instituted a test of the busway in his district.
Through the years, the Los Angeles City Council has passed a series of actions in
support of the busway system.
This despite negative reports from the DOT that instituting busways would have
severe negative impacts.

The response was not favorable.
His businesses and residents were upset.
Cut through traffic was severe.
DOT verified traffic problems.
Late in 2005, Rosendahl stopped the test.

CRE 12-28-07

Rosendahl Motion and DOT Report

CE

October 11, 2005 Motion by Bill Rosendahl

CRE 12-28-07

DOT Report

December 14, 2005

CE

Westwood was still exempted, “due to lack of congestion”.

November 7 Report to Council by DOT

CRE 12-28-07

CRE 12-28-07

6

10/26/09

DOT Report

April 4, 2007

CE

Feasibility Study … between Fairfax and Doheny

CE

April 19, 2007 Report to Council from DOT

In Westwood

Intersection delay increases by over 100%.

DOT predicts 122.4% increased delay at Beverly Glen Boulevard.
LOS declines from D to F.

If traffic shifts to alternate routes (our residential streets) delay increase goes
down to only 68.7% at Beverly Glen Boulevard.
LOS remains an F.

CRE 12-28-07
CRE 12-28-07

Page from April 19, 2007 Report to Council from DOT

CE

DOT Report

October 29, 2007

CE

DOT: Another EIR is necessary.
MTA traffic modeling was inadequate

CRE 12-28-07
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Discussions with CD5 Staff

CE

Why the Revival of Interest Despite all the Negatives?

CE

Money appears to be the first motivation and
Giving the appearance of doing something about traffic seems the second.
The CD 5 Staff has been informed about the past history, the prohibition against the
plan in Westwood, and the negative effects anticipated.

The real problem is density outstripping the infrastructure.

Paul Backstrom in September of 2006

In mid 2007 MTA pointed out that Federal money was available.

Evan Gordon in summer of 2007

In the fall of 2007, the plan was revived the plan as part of the attempt to
solve the Westside transportation problems.

Jay Greenstein in fall of 2009

There were no new studies to show any improvement in traffic.
There were no new plans to mitigate the problems found in 2001.
The revived plan did not take into account the restrictions imposed for
Westwood by the FEIR.
There was no outreach to hear the concerns of the stakeholders.
CRE 10-10-09

August 16, 2007 Report to Council from Transportation Committee

CE

$17 Million available from Federal Government

CRE 12-28-07

Recent Actions

CE

Late in December 2007, Sandy Brown found out about the plans and called.
I informed Sandy about the past history and provided documentation.
Sandy took the materials to the PLUM Committee who referred it to the City Attorney.
The City Attorney agreed that and EIR was necessary.
In September, 2009, the Transportation Committee held an informal hearing and
voted to approve funding for the EIR.
In October, 2009, with MTA in the lead, a NOP for an EIR was published and
four public outreach meetings were held.

CRE 12-28-07
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CONCLUSIONS - Plan Will Cause More Harm than Good CE

Recommendations

CE

The impact of the Project on the transportation system as a whole, and especially on Westwood,
must be thoroughly understood before construction is begun.

! The basic premise (or promise) of improved people flow is based on false
assumptions.
! 2001 FEIR study found that bus lanes cause problems and do no good in Westwood.
This has not changed in 2009.
! 2001 FEIR left the mitigations to be solved and paid for by the City, after the fact.

The 2007 LADOT reports agree with our 2001 conclusions of inadequate modeling and faulty
analysis.
The new EIR should take full account of the impacts on the City of Los Angeles and on its
citizens.
! The City must play a major role in the computer simulation studies recommended in 2001 to
determine negative effects and compare them to the positive effects.

! The Rosendahl test exposed the problems.
DOT found the previous MTA studies were flawed.
DOT quantified the resulting traffic delay problems.
DOT verified the Rosendahl test problems.

! An independent expert must review the studies to validate their accuracy.
! The City must determine whether the negative effects can be mitigated, or not.

! Most Stakeholders, throughout the Westside, oppose the current plan.

! If mitigation is possible, the City must determine the methods. The funding for the
mitigations must be included as part of the construction process, not borne by the City after the
fact.
! If adequate mitigations are not possible, the funds should be re-allocated
to advance the Wilshire subway or the Exposition light rail projects as better alternatives.
CRE 10-40-09
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Metropolitan Transportation Authority

One Gateway Plaza

213.922.2000 Tel

Los Angeles, CA 9°012-2952

metro.
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æ Metro
November 8 2005

Honorable Wendy Greuel
Chair, Transportation Committee
Attention: City Clerk

Los Angeles City Council

200 Nort Spring Street
Los Angeles, California 90012
Subject:

Council File # 03-2337-S1, Wilshire Boulevard Bus-Only lane Project

Dear Councilmember Greuel:

Following the Transportation Committee meeting on October 26,2005, I agreed to provide more
information about the status of the environmental clearance for a dedicated bus lane on Wilshire
Boulevard.
Directors certified the Final Environmental Impact Report
Wilshire
(FEIR) for the Wilshire Bus Rapid Transit (BRT) project for the entire 13 miles of
Boulevard between W estern Avenue in Los Angeles and Ocean Avenue in Santa Monica. This
includes the two-block segment between Federal Avenue and Barrngton Avenue in West Los
Angeles where LADOT recommended the bus lane be removed. Please note the following key
points related to the FEIR:
In August 2002, the Metro Board of

.
.
.

The preferred alternative adopted by the Metro Board is for a curb-lane, peak-hour only bus
lane.

The Metro Board has specified that the bus lane would be implemented in segments only

where local jurisdictions have granted approval to do so.

The FEIR, when certified in 2002, did not recommend proceeding initially with the bus lanes in
two areas - the City of Santa Monica due to severe parking impacts that could not be mitigated
and the "condo canyon" area of Westwood between Comstock Avenue and Selby Avenue due to
lack of congestion.

Beyond discussion of the FEIR, I would also like to note some key points relative to discussion
at the Committee meeting on October 26 regarding extending the bus lane across the San Diego
CD 5.
Freeway and into the Westwood Village portion of

oN
o~
o

of

. ~

Honorable Wendy Greuel
Page 2

November 8, 2005

.

Metro engineers have also noted specific challenges in extending the bus lane through the
Westwood Village portion of Wilshire Boulevard across Sepulveda Boulevard. It is felt that
that the on-ramps and off-ramps for the San Diego/405 Freeway result in a great deal of
weaving and potentially unsafe movements. Additional time to address this area is necessary
and may require bus lane improvements to be integrated with future improvements to the
freeway.

.

Recent discussions between Metro staff, Supervisor Yaroslavsky's offce, CD 5, and Beverly
Hils have focused on bus lanes in the RobertsonIoheny to Fairfax segment - including the
the Beverly Hils city line.
Wilshire Boulevard in CD 5 to the east of
portion of
tion you were seeking. Please call me if you have additional

CITY OF LOS ANGELES
INTERDEPARTMENTAL CORRESPONDENCE

Date:

November 7, 2005

To:

The Honorable City Council
c/o City Clerk, Room 395, City Hall

Attention: Honorable Wendy Greuel, Transportation Committee
From:

Franæs T. Banerjee, Interim G~I Ma~~., . -

Subject:

WILSHIRE BOULEVARD PEAK PERIOD BUS ONLY LANES - COUNCIL
MOTION 03-2337-S1

Department of Transportation~ ~ ~

This report is in response to Council Motion 03-2337-S1 directing the Department of
Transportation (LADOT) to take the neæssary steps to remove the curbside, peak period
bus-only lanes on Wilshire Boulevard between Federal Avenue and Centinela Avenue,
until the other jurisdictions have agreed to implement the project from Downtown Los
Angeles to Downtown Santa Monica.

RECOMMENDATION

That the City Council, subject to the approval of the Mayor:
1

DIRECT LADOT to retain the peak period bus only lanes between Barrington
Avenue and Centinela Avenue without change.

2

Direct LADOT to defer the operation of the peak period bus only lanes for the twoblock segment between Federal Avenue and Barrington Avenue, including the
westbound approach to Federal Avenue; remove the bus only lanes and restore
Wilshire Boulevard to its previous condition in this segment; and coordinate the
reinstallation of the two blocks of the peak period bus only lanes when MTA is
ready to extend the bus only lane easterly towards the 405 Freeway. This action wil
return these two blocks to mixed flow traffic during this interim period.

DISCUSSION

The bus lanes, which have been in operation since March 8, 2004, have had some
benefits for buses but have had a negative impact on traffic flow with resulting increases

C-b q

The Honorable City Council
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November 7, 2005

in delay and congestion along Wilshire Boulevard, especially at the intersections of

Wilshire/Barrington and Wilshire/Federal, and traffic diversion into surrounding
neighborhoods. As shown on Table A, PM peak hour delay has increased by more than
50%. The bus lanes have reduced eastbound mixed flow capacity during peak periods in
a critical segment of Wilshire Boulevard between Westgate Avenue and Federal Avenue
from three lanes to two lanes (approximately one-third of a mile.) Before the bus lanes
were installed, "Tow Away/No Stopping Anytime" restrictions were in effect on eastbound

Wilshire Boulevard all day between Barrington Avenue and Federal Avenue. 'Tow
Away/No Stopping" restrictions were also in effect on westbound Wilshire Boulevard
between Federal Avenue and Barrington Avenue during peak periods. The curb lanes
between Barrington and Federal were heavily used by mixed flow traffic during the peak
periods, particularly in the eastbound direction.

Residents in the neighborhoods north of Wilshire Boulevard around Barrington Avenue
have complained of significant increases in traffic on northbound Barrington Avenue and
eastbound Sunset Boulevard since implementation of the bus lanes. The Department's
field observations and data collection have confirmed that traffic has diverted from Wilshire
Boulevard. Eastbound traffic on Wilshire Boulevard normally destined for the northbound
405 Freeway appears to have diverted up to Sunset Boulevard to avoid congestion and

delays resulting from the reduced capacity on Wilshire Boulevard. Southbound 405
Freeway traffic has similarly diverted south toward Santa Monica Boulevard. "Before" and
"after" traffic count data indicate an approximate 22% increase in northbound traffic on

Barrington north of Wilshire and a corresponding decrease in traffic volumes in both

directions on Wilshire Boulevard during the AM and PM peak periods.
FISCAL IMPACT
As part of the demonstration project, MT A had agreed to pay for any removal costs for the
bus lanes, so there wil be no cost to the City for removing the signs and striping in the two
block segment of Wilshire Boulevard.

COORDINATION
DOT has worked in partnership with Metro to improve transit performance by implementing
the Transit Priority System (TPS) which allows extended green time for buses at signalized

intersections and by installng and implementing bus lanes at selected locations in the
City. Mayoral staff and Council District 11 staff have been kept informed of developments
in the Wilshire Boulevard Bus lanes project. DOT is working with Metro, Caltrans and

the los Angeles County Department of Public Works in studying the feasibility of
extending the bus lanes eastward from Federal Avenue.

Attachment Table A

... Dee 2003

.... Jun 2005

.. Aug 2004

Eastbound (Centinela to Federal)

3. Northbound Barrington Ave. at Montana Ave.

2. Westbound Wishire BI. at Barrington Ave.

1. Eastbound Wilshire BI. at Barrington Ave.

2. Wilshire I Federal

1. Wilshire / Barrington

. Feb/Mar 2004

Travel Time
(Mixed Flow Traffic)

.. Jun 2005

. Feb 2004

Traffic Volumes

(HCM Method)

Level of Service (LOS)

5-6 PM
F

D

After Project**

(V/C 1.51)
1446

(V/C 1.06)
1678

907****

743***

min.

5.5

min.

4-7 PM

4-7 PM
3.6

(PM Peak Period)

Before Project*
(PM Peak Period)

After Project**

1447

1888

F

(V IC 1.52)
F

(V/C 0.635)

(PM Peak Period)

Before Project*
(PM Peak Period)
5-6 PM

BEFORE AND AFTER PROJECT IMPACTS ON MIXED FLOW TRAFFIC

WILSHIRE BUS LANES DEMONSTRATION PROJECT

TABLE A

53% Increase
(1.9 min. more)

Change

Deterioration
(140%)
Deterioration
(42%)
-14%
(reduction)
-23%
(reduction)
22%
(increase)

Change

rRANSPORT A TION OCT 11 Z005
MOTION
Dedicated bus lanes are an enhancement to bus servce and are intended to improve the
transit experience and make transit an alternative to personal automobiles. They are seen
as especialy useful in corrdors where trafc and transit use are aleady at high levels,

operating at or near capacity, and where opportties to provide signcant new roadway
and transit capacity are difcult to achieve in a timely maner.
A typical trp ITom the Metro Red Line Station at WilshieI estern to Downtown Santa
Monica takes alost 70 miutes durig rush hour. Many bus riders who travel ITom

homes on the Eastside to jobs on the Westside travel for up to 2 hours in each direction
for a transit trip ofless than 25 mies.

Bus lanes on major transit corrdors such as Wilshie Boulevard have the potential to
keep transit passengers moving durg rush hour periods where they would otherwise
grd to a halt. They have the potential to make trsit a viable option in the City of
Los

Angeles by reducig the tie spent commuting. A dedicated bus lane ITom Downtown
Los Angeles to Downtown Santa Monica should be a goal of the Deparent of

Transportation.
Curently, the dedicated bus lane on Wilshie Boulevard exists only in Council District

Counci
District 11 have proven either unwig or unable to extend the bus lane into thei
II,-beteen Federal Avenue and Centinela Avenue. Jurisdictions outside of

jurisdictons. The residents and merchants in the current one-mie stretch of

bus lane

have borne a high burden for neglgible benefit. It is unai to burden these residents and
merchats if other jurisdictions are not commtted to workig together and implementing
the entire project.
The City of

Los Angeles stil remais commtted to the concept of

the bus only lane for

Wilshie Boulevard, however, the one-mie stetch in Council District 11 should be
removed until an agreement for a full implementation can be reached.

I THREFORE MOVE that the City Council suspend the Wilshire Boulevard bus-only
Tranportation to take the necessar steps to
remove the curbside, peak period bus-only lanes on Wilshie Boulevard between Federal
Avenue and Centinela Avenue, until the other juridictions have agreed to implement the
project ITom Downtown Los Angeles to Downtown Santa Monica.
lane project and direct the Deparment of
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CITY OF LOS ANGELES
INTERDEPARTMENTAL CORRESPONDENCE

Date:

April

19, 2007

The Honorable City Council
C/o City Clerk, Room 395, City Hall

To:

Attention: Honorable Wendy Greuel, Transportation Committee
From:

Gloria J. Jeff, General Manager.' 9/ t ~¿) A n -- Çk~
Department of Transportation ~~(/ tI ro

Subject:

WILSHIRE BOULEVARD BUS LANES - COUNCIL FILE 03-2337-S1

On April 11, 2007, the Department of Transportation (LADOT) presented a status
report on the Wilshire Boulevard bus lanes project to the Transportation Committee.

The report included a history of the Wilshire bus lanes project, a description of
LADOT's research into Bus Rapid Transit technology and three project options to
improve bus service on Wilshire Boulevard: 1) Option A: Peak Period End-to-End Bus
Lanes, 2) Option B: All Day Mini Bus Lanes, and 3) Option C: Engineering

Enhancements Only.

LADOT has completed its analysis of the benefits, impacts and costs of each of these
three options.

RECOMMENDATIONS
That the City Council, subject to the approval of the Mayor:

1. DIRECT LADOT to implement Option A: Peak Period End-to-End Bus Lanes.

2. DIRECT LADOT to work with Metro on funding, implementation and public
outreach for Option A.

3. AUTHORIZE LADOT, after establishment of a funding source, to issue a Request
for Proposals for public outreach services in an amount not to exceed $500,000.

4. DIRECT LADOT to report back to Council on funding and public outreach results
and recommend an implementation strategy for Option A.
5. DIRECT LADOT to remove the peak period bus lanes between Barrington Avenue
and Centinela Avenue and replace them with mixed flow lanes during the peak
periods. Restore the peak period bus. lanes in this segment in coordination with

implementation of other portions of Option A.

6. DIRECT LADOT to establish a monitoring program and report back to Council on a
six-month schedule after Option A has been implemented.

7. DIRECT LADOT to develop as part of its Strategic Transportation Plan an
approach for implementing Bus Rapid Transit measures along other transit
corridors.
BACKGROUND

In March 2004, LADOT began operation of peak period bus lanes along Wilshire
Boulevard between Federal Avenue and Centinela Avenue in West LA as part of a Bus
Lane Demonstration Project in conjunction with the Los Angeles County Metropolitan

Transportation Authority (Metro), In September 2004, the bus lanes were made
permanent by the City Council, and in its action Council expressed support for Metro's
efforts to extend the bus lanes east and west along Wilshire Boulevard. In May 2006,

at the recommendation of LADOT, the bus lanes were removed in a two-block
segment between Federal Avenue and Barrington Avenue to alleviate traffic
congestion on Wilshire Boulevard,

In November 2006, LADOT, began studying the feasibility of implementing end-to-end
bus lanes on Wilshire Boulevard between Downtown Los Angeles and the City of
Santa Monica. Traffic modeling indicated that conversion of mixed flow lanes to bus
lanes would have adverse impacts on mixed flow traffic.

At the same time, LADOT, in collaboration with Metro, began work on a Bus Speed
Improvement Project study for Wilshire Boulevard. The study identifies locations along
Wilshire Boulevard where buses experience delay (average speeds of less than 10
mph) and proposes specific bus speed improvement measures, including street
widening and traffic engineering improvements, for those locations, with the goals of

improving average bus speeds and reducing bus travel times to match the best
runtimes of the daytime period, The study covers all jurisdictions along Wilshire

Boulevard, including the City of Los Angeles, City of Beverly Hils, County of Los
Angeles (Veterans Administration property) and the City of Santa Monica.

As part of its work on the Wilshire bus lanes project, LADOT has researched Bus
Rapid Transit technology in other cities around the world and reviewed national studies
of bus lane operations. One FT A-sponsored study, "Operational Analysis of Bus

Lanes on Arterials" (1997), suggests an A-F Level of Service (LOS) criteria for bus
speeds on arterials with 1-3 bus stops per mile (similar to Metro Rapid bus service):
LOS

A

LOSB
LOSC

21,2 mph or higher 0:2,8 min./mile

Excellent - free flow

16,2-21.1 mph 2,8-3,7 min./mile
11,0-16.1 mph 3,8-5.5 min./mile

Very good
Good

2

0

LOS

LOSE
LOSF

7.9-10.9 mph
6.0-7,8 mph
under 6.0 mph

5.6-7.6 min./mile Fair - some delay
7,7-10.0 min./mile Poor-delay

worsens

::10.0 min./mile Very Poor - stop & go

Metro Rapid bus service on Wilshire Boulevard, with average daytime speed of 11.7
mph, currently operates at the lower end of LOS C. With comparatively good bus
speed for Metro Rapid service, the question may be asked, is it worth improving bus
speed on Wilshire Boulevard further?

Wilshire Boulevard is a major transit corridor with approximately 100,000 weekday
transit boardings. This number exceeds weekday boardings on the Metro Orange Line
busway (21,428), the Metro Blue Line (74,484), the Metro Green Line (35,900) and the

Metro Gold Line (17,564). Only the Metro Red Line (124,105) exceeds Wilshire
Boulevard's weekday transit boardings, Wilshire Boulevard's further development as a
Bus Rapid Transit facilty will help it to continue functioning as a major transit facility in
lieu of heavy raiL. As described in Metro's Wilshire Bus Rapid Transit Final EIR/EIS

(2002): "this alternative provides an interim solution to the expansion of the Metro Red
Line and serves the high transit volume on the Wilshire Corridor at a low cost. The
Wilshire BRT allows faster speeds than Metro Rapid Bus in the future as congestion
grows. "

The Wilshire Bus Rapid Transit Final EIR/EIS also states that "the Corridor's transit
trips are expected to increase at a much higher rate than total trips, by 26%, from the
1998 level of 662,000 to 834,000 by 2020 (based on the assumption of no major
transit improvements in the east-west corridor.) Several key points can be concluded
from the analysis which point to the importance of future transit service:

. The Mid-City/Westside Corridor is a highly signifcant origin and/or destination

point for trips in southern California, especially for transit trips, over 41% of
which has one end in the Corridor,
. The Corridor has a significantly higher transit mode spli than the region as a

whole, and the trend is expected to increase (from nearly 2.5 to 2.8 times the
regional mode split.)

. The Corridor currently has very high internal trip retention (over half of all trips),
and despite growth in regional trips, is expected to maintain these high internal
trip retention percentages.

Existing Metro Rapid buses experience slower operating speeds in Beverly Hils and
Westwood/I-405 segments of the corridor due to operations in mixed flow congested
traffc. "

It should also be noted that there has been public interest expressed in creating a
"subway to the sea" along Wilshire Boulevard, and Metro is studying an extension of

the Metro Purple Line (Union Station to Western Avenue) heavy rail subway.
3

Improving bus service on Wilshire Boulevard is a practical and logical step to building
ridership for such a mass transit project.

Given that it is worth improving bus speeds on Wilshire Boulevard, what package of
Bus Rapid Transit measures works best for this corridor?
DISCUSSION

LADOT has analyzed the benefis, impacts and costs of three different Bus Rapid
Transit packages to improve bus speeds along Wilshire Boulevard:
. Option A' Peak Period End-to-End Bus Lanes, Convert the curb lanes of

Wilshire Boulevard within the City limits from mixed flow to bus and right turnonly operation between Downtown LA and the Santa Monica City limit during

weekday peak periods (7-9 AM and 4-7 PM). Also, implement the engineering
enhancements identified in Phase i of the Bus Speed Improvement Project

conducted jointly by Metro and LADOT. These engineering enhancements
include enhanced transit signal priority, bus stop relocations, pavement repair
and some on-street parking space removals to improve bus speeds, improve

schedule reliability and reduce overall bus travel times. Metro has also
proposed to install 200 new concrete bus pads at all bus stops and signalized
intersections along Wilshire Boulevard as part of the Bus Speed Improvement

Project. Option A includes retention of the existing bus lanes between
Barrington Avenue and Centinela Avenue.

. Option B' AII Day Mini Bus Lanes. Implement all day mini bus lanes in selected
segments, street improvements, and the engineering enhancements identified
in Phase I of the Bus Speed Improvement Project study. The existing bus lanes

between Barrington Avenue and Centinela Avenue could be removed and
replaced with mixed flow lanes that would operate during peak periods.
. Option C' Engineering Enhancements Only. Implement only the engineering

enhancements identified in Phase I of the Bus Speed Improvement Project.
The existing bus lanes between Barrington Avenue and Centinela Avenue could
be removed and replaced with mixed flow lanes that would operate during peak

periods.
24/7 (All Day) Bus Lanes
In developing the Bus Rapid Transit options, LADOT, in cooperation with Metro staff,
examined the feasibility of implementing full-time bus lanes that would operate 24
hours a day, seven days a week. Buses on Wilshire Boulevard do not generally
experience delay at night and weekends, and Metro has not sought to improve bus
speeds during those times. Metro Rapid Line 720 on Wilshire Boulevard shows

significant improvement in speeds both eastbound and westbound between 7 PM and
4

6AM,
24/7 bus lanes were also found to have deleterious impacts on surrounding

communities, They would significantly impede access to commercial, institutional and

residential land uses fronting on Wilshire Boulevard because of their full-time
prohibitions against parking and stopping. They would eliminate over 450 on-street

parking spaces plus all Commercial Loading Zones, Passenger Loading Zones and
Taxi Zones on Wilshire Boulevard. Annual parking revenue loss to the City would be

over $650,000,
For these reasons, 24/7 bus lanes were eliminated from further study. Other options
exist to improve bus speeds during the times when buses experience delay. Option B,
with its all-day mini bus lane segments, would relieve bus delay throughout the daytime

period (7 AM-7 PM). Option A's peak period end-to-end bus lanes would relieve bus
delay during the peak periods.

Option A: Peak Period End-to-End Bus Lanes
Option A is consistent with the characteristics and performance thresholds

recommended in the USDOT's "Operational Design Guidelines for High Occupancy
Vehicle Lanes on Arterial Roadways" (1994), the Journal of Public Transportation Vol.
5, NO.2 (2002) and SCAG's warrant criteria for arterial bus lanes (1991):
. Bus lanes at least 10 km (6.2 miles) in length

. Serving many communities and business centers
. Travel time savings of at least 8-10 minutes

. Heavy bus corridor with at least 30-40 buses in the peak hour and 300 buses

daily

The bus lanes would require an aggressive level of traffic enforcement to maintain bus
travel time and speed benefits. This would mean active enforcement of prohibitions

against stopping and parking and driving of non-transit vehicles in the bus lanes.
Ticketing and towing of stopped and parked vehicles could be handled by LADOT's
Wilshire Boulevard Tiger Team over the long term, but additional Traffic Officers would
be needed during the first 3-6 months of operation to mount an aggressive

enforcement campaign and change driving patterns.

BENEFITS
Option A would result in significant improvement for bus travel times and speeds. Endto-end Metro Rapid bus travel time within the City would be reduced by an average of

11.7 minutes from 48.0 to 36.3 minutes, or 24%. Average Metro Rapid bus speed
would increase by 32%, from 11,9 mph to 15.7 mph. (See Table A, attached.)
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