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I. Introduction
Background
Randolph Street is an east-west corridor with an existing and active center median Union Pacific Railway.
The Randolph Street Corridor traverses the boundary
of unincorporated Los Angeles (LA) County, the
City of Huntington Park, the City of Vernon, the City
of Maywood, and the City of Bell. This segment of
Randolph Street spans from the Slauson Blue Line
Station at the western terminus to the Los Angeles
River (LA River) at the eastern terminus of the street
(the railroad tracks continue over the Los Angeles
River). The cities of Huntington Park, Maywood, and
Bell have among the highest population densities in
Los Angeles County, are over 90% Latino, and have
median household incomes of $39,100 to $41,200.
The City of Vernon is primarily industrial and has
among the lowest population densities in Los Angeles
County, with only 112 residents according to the 2010
Census and a median household income of $81,279.
In 2008, the City of Huntington Park adopted a
downtown specific plan that focuses on the area
south of Randolph Street centered along the Pacific
Boulevard commercial corridor. The 2014 Huntington
Park Bicycle Master Plan highlights the potential
for developing a bicycle path along the Randolph
Street median if Union Pacific Railroad abandons the
right-of-way.
The 2016 Huntington Park Complete Streets Plan
identifies Randolph Street as a key location for a potential shared use (bicycle and pedestrian) path. The
plan further identifies Randolph Street as a candidate
for a road conversion based on its low 24-hour traffic
volumes (5,000 to less than 13,000 vehicles per day,
depending on the segment). The plan identifies four
concepts for including bicycle infrastructure and
enhancing multi-modal conditions along Randolph
Street. Regionally, the Randolph corridor is identified
as a planned facility in the Gateway Council of
Governments Strategic Transportation Plan as well as
Metros Active Transportation Strategic Plan.

The City of Huntington Park is currently undergoing a
general plan update and a simultaneous green street
trail infiltration trench project is under study to the
north of Randolph Street between State Street and
the LA River.

Goals and Objectives
The goal of this report is to conduct a feasibility study
for the City of Huntington Park evaluating a set of
alternative bicycle infrastructure options along Randolph Street between the Blue Line Slauson Station
and the LA River. This study included a substantial
community engagement effort to gain feedback on
how local residents and stakeholders currently use
Randolph Street and to gauge community interest in
rethinking Randolph Street as a complete street that
includes enhanced facilities for people walking and
biking.

Report Structure
Including this introduction this report has five
chapters. The second chapter presents the in depth
community engagement efforts that were conducted
as part of the feasibility study. Chapter 3 discusses
the existing conditions along the corridor including
opportunities and constraints, an analysis of existing
volumes along the corridor, a collisions analysis,
and a discussion of the regional context. Chapter 4
outlines three alternative alignments for the bicycle
facility along the corridor with planning level cost
estimates. Finally, Chapter 5 provides a detailed cost
estimate and phasing plan for a preferred alignment
and provides detailed information on potential funding
sources.
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II. Community Engagement
The project team’s community engagement
specialists, Community Arts Resources (CARS),
developed a strategic outreach plan that targeted
local stakeholders, through the implementation of the
project development team, as well as members of
the communities located directly along the Randolph
Street corridor between the Metro Blue Line Slauson
Station and the Los Angeles River. Engagement
efforts prioritized people who live, work and play in
the City of Huntington Park, City of Maywood, City
of Bell and the neighborhood of Florence in Los
Angeles County. To gather the most feedback from a
diverse group of people, CARS executed a number of
engagement strategies:
•
•
•
•
•
•

Pre-study community bike ride
with local stakeholders
Postcard distribution in surrounding
residential neighborhoods
Social media engagement
Pop-up workshops at three
existing community events
Bike raffle give-away as an
incentive for data gathering
Post-study community bike ride
with local stakeholders

The project team developed a bilingual project
identity, Rethink Randolph / Repensar en Randolph,
to encourage local residents and visitors to engage
with the project and re-imagine Randolph Street as
a beautiful, accessible and safe corridor to walk, bike
and drive through.

Project Development Team
A project development team was created to provide
local stakeholders a formal opportunity to participate
and provide feedback throughout the course of
the study. The project development team included
representatives from the Cities of Huntington Park,
Bell, Maywood, and Vernon as well as representatives
from Metro, LA County, Eco-Rapid, Union Pacific
Railroad, River LA, and the City of Huntington Park
Health and Education Commission. Members of the
project development team were invited to participate
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throughout the community engagement process.
Specifically community engagement tools (described
below) were provided to the project development
team for feedback prior to distribution. Draft
components of this report were also provided to the
project development team to allow local stakeholder
to provide feedback throughout the feasibility study
and development of draft alignments.

Kickoff Bike Ride
A project kick-off ride was organized on September
8th, 2016 to introduce the project development team
to the goals and objectives of the study. The ride was
designed to inform local stakeholders of the project,
identify opportunities and constraints associated with
the corridor, and initiate a conversation about the
pros and cons of different design options. Four members of the project development team, representing
the City of Huntington Park, Eco-Rapid Transit,
and City of Huntington Park Health and Education
Commission participated in the event. Figure 1 shows
the route developed for the kick-off ride.
Following the bike ride, the participants engaged
in a discussion of existing conditions, community
engagement ideas, and desired facility amenities.
The post-ride discussion highlighted the contrast
between the less pleasant industrial portion of the
corridor and the more comfortable residential portion
of the corridor. Participants indicated that the portion
of the corridor between State Street and Maywood
Avenue was the most stressful due to higher volumes
of traffic. Participants also stressed the importance
of parking and the need to physically separate any
potential walking and bicycling facility from the active
rail infrastructure. Landscaping, signage, public art,
and place-making efforts were common themes
of the discussion and identified as community
priorities in the ultimate design of any facility along
the corridor. The post-ride discussion also identified
the “Haunt”ington Park Event and Huntington Park
Farmers Markets as the preferred community
engagement pop-up events.

CITY OF HUNTINGTON PARK

Randolph Street Rail to Trail Exporatory Bike Ride

#1: Blue Line Slauson Station

#2: State St./Boyle Ave.

#4: LA River
#3: Maywood Ave.
(just west of active rail)
Start/End: City Hall

September 8th, 2016
Ride Length: 9.7 MILES

Figure 1 Kickoff Bike Ride Route

Overall, the kick-off ride helped inform local
stakeholders of the upcoming feasibility study,
introduced stakeholders to the project team, identified
some high-level community priorities, and identified
the community events to work with for the pop-up
engagement activities.

Engagement Tools
A project identity for the outreach component of the
Randolph Street Rails-to-Trails Feasibility Study was
developed to encourage community members who
live nearby to reimagine how Randolph Street could
be more inviting and safer for people who walk or
bike along the corridor. Outreach for this project
included a creative marketing component to spread

awareness for the campaign and increase community
participation in the planning and development process
of this study. The following sections discuss the
engagement tools and the specific stakeholder
and community members engaged through each
engagement tool. Engagement tools included a press
release, Facebook page, and bilingual post cards.
Project materials were designed and distributed to
encourage community members who live nearby
to share input. Participation was possible through
social media, an online survey, or attendance at one
of the pop-up workshops. Each tool and the specific
stakeholders and community members engaged are
discussed below
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Figure 2 Facebook Advertisements
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Facebook

Press Release

To promote the project, share community
engagement events, and engage community
members through a digital platform, the project team
created a website and Facebook page. Facebook
advertisements were purchased to increase the
reach of the Facebook page and online presence
of the project (Figure 2). The first advertisement
ran from November 3rd through December 4th
and reached 28,353 people. The second Facebook
advertisement ran from November 29th to November
30th immediately in advance of the Farmers Market
pop-up workshop and reached 5,146 people. The
third Facebook advertisement ran from December
27th through January 6th 2017 and reached 18,986
people. The Facebook page was also used to display
images from the three pop-up workshops discussed
below.

Through the Rethink Randolph outreach campaign,
CARS sent press releases to community organizations and local media sources. A press release in
English and Spanish was published on November 10,
2016 and distributed to the project development team
and media outlets including: Communities for a Better
Environment, Southland Christian Church, Southeast
Community Development Corporation, Gateway Cities
Council of Governments, and Los Angeles Wave
Newspaper. The press release provided a description
of the project as well as a list of upcoming community engagement events and online project resources
and is shown in Figure 3.

Postcards
English and Spanish language postcards were
developed to inform the community about the project
(Figure 4). The postcards included information
about the Facebook page as well as the upcoming
pop-up workshops. A total of 7,000 postcards were
distributed to local businesses, community centers,
and other public locations. Postcards were also
distributed to 10,000 homes located within a half-mile
radius of the corridor.

Figure 3 Press Release

PARA DIVULGACIÓN INMEDIATA
1º de noviembre de 2016
Contacto con los medios:
Regina Alcázar, (213) 365-0324
regina@carsla.net
La Ciudad de Huntington Park lanza estudio y campaña informativa
“Rethink Randolph” / “Repensar en Randolph”
Rethink Randolph – Repensar en Randolph –un estudio de viabilidad y una campaña de información
encabezada por la Ciudad de Huntington Park, en asociación con la Ciudad de Maywood, la Ciudad de
Bell y el Condado de Los Ángeles, invita a los residentes locales y a los visitantes a re-imaginar la Calle
Randolph como un corredor bello, accesible y seguro para pasear en pie, andar en bicicleta y jugar. La
calle que se extiende 4.3 millas de este a oeste, que contiene una vía de ferrocarril de carga en el medio,
es un enlace importante de conexión entre la parada Slauson de la línea Azul de Metro y el Río Los
Ángeles, que vincula las ciudades de Huntington Park, Bell, Maywood, Vernon, y el área de Florence.
El plan mayor “Rails to Trails” (rieles a senderos), un estudio de viabilidad e implementación,
encabezado por el equipo de asesores de Fehr & Peers, RRM Design Group y Community Arts Resources
(CARS), evaluará las varias posibilidades de configuraciones y facilidades para bicicletas y peatones a
largo del Derecho de Paso Ferroviario (ROW por sus siglas en inglés), e identificará posibles fuentes de
financiación para el eventual redesarrollo del corredor. La Calle Randolph está identificada como un
proyecto planificado dentro del Plan Maestro de Transporte en Bicicleta de Huntington Park y dentro del
Plan de Calles Completas, además del Plan de Transporte Activo del Concejo de Gobiernos de las
Ciudades Circundantes (las llamadas “Gateway Cities”, GCCOG por sus siglas en inglés).
La Ciudad de Huntington Park alienta a todos los miembros de la comunidad, sobre todo los que viven,
trabajan o viajan con frecuencia por la Calle Randolph, a que asistan a los talleres divertidos para toda la
familiar para compartir sus opiniones sobre los posibles usos de la Calle Randolph. Los comentarios
recibidos de la campaña de información influirán en el eventual desarrollo del corredor. Además de
recoger las reacciones de la comunidad para el estudio de viabilidad, los talleres Rethink Randolph
ofrecerán regalos gratuitos, actividades interactivas y oportunidades de ganarse una de cuatro bicicletas
nuevas por cortesía de un negocio local de Huntington Park, Reyes Bike Shop. Se instalarán
temporalmente letreros únicos en la Calle Randolph que proporcionarán más información sobre la
campaña y que inspirarán a los usuarios a imaginarse el corredor de una forma totalmente nueva.
Los Talleres Rethink Randolph se celebrarán en los siguientes eventos comunitarios:
•

Mercado de Agricultores de Huntington Park
Miércoles, 16 de noviembre de 2016 de 9:30 AM a 1:30 PM
Salt Lake Park, 3401 E Florence Ave, Huntington Park, CA 90255

•

Mercado de Agricultores de Huntington Park
Miércoles, 30 de noviembre de 2016 de 9:30 AM a 1:30 PM
Salt Lake Park, 3401 E Florence Ave, Huntington Park, CA 90255
Page 1 of 2

11

Figure 3 (Continued Press Release

Los comentarios comunitarios sobre el corredor de la Calle Randolph seguirán siendo recogidos hasta
diciembre de 2016. Un informe final del equipo de asesores será presentado a la ciudad en marzo de 2017
con las recomendaciones sobre los mejores usos de la Calle Randolph.
Para más información sobre Rethink Randolph, favor de visitar:
rethinkrandolph.com.
Reciba información actualizada sobre el proyecto siguiente la Página de Facebook
de Rethink Randolph.
Contacto con los medios:
Regina Alcázar, Community Arts Resources (CARS)
(213) 365-0324
regina@carsla.net
SOBRE LA CIUDAD DE HUNTINGTON PARK
La Ciudad de Huntington Park se incorporó en 1906 como un “suburbio de tranvía” cinco millas al
sureste del centro de Los Ángeles, para acomodar el aumento de trabajadores en las fábricas que se
establecieron con la expansión de la industria en el centro de Los Ángeles. Su calle principal, Pacific
Boulevard, continúa siendo el centro comercial y el centro de compras para los residentes de la ciudad y
de las comunidades a su alrededor. Huntington Park sigue siendo una comunidad de clase obrera cuya
densidad y población reflejan la urbanización que ha transformado el núcleo urbano de Los Ángeles. Las
Ciudad de Huntington Park cuenta con más de 65,000 residentes en un área de sólo tres millas cuadradas.
Para más información, visite
www.huntingtonpark.org.
###
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rethinkrandolph.com

Para más información sobre el estudio de factibilidad de la zona de Rethink
Randolph (Repensar en Randolph), favor de visitar rethinkrandolph.com o
envíenos un correo electrónico a rethinkrandolph@gmail.com

For more information about the Rethink Randolph corridor feasibility study,
please visit rethinkrandolph.com or email rethinkrandolph@gmail.com

Salt Lake Park / Parque Salt Lake
3401 E Florence Ave
Huntington Park, CA 90255

November 16th, 2016 / 16 de noviembre &
November 30th, 2016 / 30 de noviembre

Wednesday / Miércoles • 9:30 AM – 1:30 PM

Huntington Park Farmers Market /
Mercado de Agricultores de Huntington Park

Venga a los dos talleres “pop-up” de Rethink Randolph (Repensar
en Randolph), comparta sus ideas para el futuro de este corredor,
disfrute de las actividades GRATIS para toda la familia, y ¡participe
para ganar une nueva bicicleta de Reyes Bike Shop!

Come to both Rethink Randolph pop-up workshops, share your ideas
for the future of this corridor, enjoy FREE family friendly activities, and
enter to win a new bike from Reyes Bike Shop!
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Randolph Street Current Conditions

CITY OF HUNTINGTON PARK

Ideas to Consider for Randolph Street
Bikeway Types

1

2

3

4

5

6

7

8

1

2

3

4

1. Colored sharrows
2. Bike lanes
3. Buffered bike lanes
4. Colored bike lanes
5. One-way protected bike lane
(cycletrack)
6. Two-way protected bike lane
(cycletrack)
7. On-street bike path with
adjacent sidewalk
8. Off-street walk/bike path

Amenities
1. Shade & bike parking
3. Seating areas & bike parking

Flickr User Eden Janine and Jim (left)

4. Exercise equipment
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Wikipedia User Mark Hogan (left) and Hans Olav Lien (right)

2. Drinking fountains

Pop-Up Workshops
Community engagement through traditional outreach
efforts such as community meetings typically engage
very few members of the community. The Randolph
Street corridor exists in a predominantly working
class, Spanish-speaking community and people
may not have the time or may not feel comfortable
attending a traditional public meeting to voice their
concerns about their community. CARS hoped
to bring a creative spark, bringing engagement
opportunities to existing community events. CARS
targeted existing events within the community to
reach as many local residents as possible and allow
community members to partake in a fun, interactive
feedback exercises. As a result CARS chose to
participate in the “Haunt”ington Park Halloween
Festival on October 31st, 2016 and the Huntington
Park Farmers Market on November 16th and 30th,
2016.
CARS and Fehr & Peers collected survey results
from community members and local stakeholders
through the following pop-up workshops at the
following events:
•
•
•

“Haunt”ington Park Halloween Festival,
October 31, 2016, over 1,500 attendees
Huntington Park Farmers Market, November
16, 2016, estimated 100 attendees
Huntington Park Farmers Market, November
30, 2016, estimated 100 attendees

Our team set up a pop-up engagement booth at each
existing community event, the “Haunt”ington Park
Halloween Festival and at the Huntington Park Farmers Market, to collect feedback from a diverse sample
of the community in English and Spanish. Equipped
with easels and graphic boards with example photos
of enhanced bike and pedestrian infrastructure, our

staff members engaged with the public verbally in
conversations with local community members. To
facilitate the conversation, the project team used
graphic boards (Figure 5) to communicate different
types of bicycle and pedestrian infrastructure being
considered as part of the project.
Adult participants were asked to complete a brief
survey (in English or Spanish) and children visiting
the pop-up workshop were encouraged to complete
a drawing activity to answer the question “What do
you want to see on Randolph Street?” The results of
the drawing activity and survey are discussed in the
following sections.
Through conversation with participants at each of
the events, the team heard overwhelming support
for pedestrian and bicycle infrastructure with an
emphasis on safety. The project team discussed the
potential conversion of parking and/or travel lanes
to provide the space for a high quality bicycle facility
with pop-up workshop participants. Participants
generally had a preference for the conversion of
travel lanes and the preservation of parking along
the corridor. There were no major concerns among
participants regarding the conversion of travel lanes
to allow the implementation of a high quality bicycle
facility. Randolph Street is less than 5-miles and was
generally not regarded as a key regional connection
for drivers.
To promote pedestrian and bicycle safety, the team
provided over 400 Rethink Randolph branded safety
bracelets to people that stopped by the teams pop up
booth at “Haunt”ington Park Halloween Festival. To
encourage participation at our pop-up engagement
booths, community partner, Reyes Bike Shop, donated
two adult bikes and two child bikes to use as a larger
incentive for people to complete a survey and enter a
drawing to win a bike.
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Drawing Activity
In order to engage people of all ages, children were
asked the question, “What do you want to see on
Randolph Street?”, then encouraged to draw how
they would like Randolph Street to look like in the
future. Approximately 150 qualitative worksheets
were collected from children between the ages of
4 to 17. Several of the drawings included common
elements that suggested a desire for improved
pedestrian and bicycle infrastructure. Some of the
most common elements included in the drawings
were: bike lanes, bike racks, greenery, lighting, trash
cans, bus benches, and public community space.
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Survey Results
Adults at the pop-up workshops were asked to
complete a more detailed survey about their positive
and negative experiences traveling along Randolph
Street and what they would like to see improve on
the corridor (Figure 6). An identical on-line survey
was also posted to the Facebook page to allow
people unable to attend the pop-up workshops an
opportunity to provide feedback as well. A total of
164 people responded, both online and in-person,
to the survey. Figure 7 at right and the notes below
summarize the survey results.
•

•

•
•
•

•

The respondents were 90% Hispanic / Latino
and 66% female. 62% of respondents were
between 25 and 44 years of age and 71%
of respondents live in the 90255 zip code
and 94% of respondents were from zip
codes within 3-miles of Randolph Street.
Over half of survey respondents drive sometimes
or always to their everyday destinations
(58% of respondents drive sometimes or
always); 22% of respondents primarily
walk to their destinations and 19% of the
respondents typically travel by a combination
of biking, walking, and taking the bus.
Walking was the most common method of
getting to Pacific Boulevard and Salt Lake Park.
Only 15% of respondents indicated that their
destinations were too far to walk or bike.
When asked to rate three different bike facilities:
(1) a standard striped bike lane, (2) a protected
bike lane, and (3) a separated path in the median,
the separated path was the most popular (83%
of respondents strongly liked the path option). A
similar number of respondents strongly liked the
standard bike lane and the protected bike lane
options (63% and 65% respectively) while the
standard bike lane option was strongly disliked
by the most number of respondents (19%) compared to the protected bike lane and the path options (6% and 7% respectively strongly disliked).
99% of participants would in favor of
the city implementing better bike infrastructure along Randolph Street.

���
���
���
���
���
���
���
���
���
���
56%

99%

83%

65%

63%

54%

48%

42%

62%

52%

Over half of respondents were concerned
about traffic safety on Randolph St, which
kept them from walking or biking more in
their neighborhood.
Nearly all participarts would be in favor of
the city implementing better bike
infrastructure along Randoplh St.

The majority of respondents preferred the
bike path option to be implemented along
Randolph St.

Nearly two-thirds of respondents strongly
liked the protected bike lane option as
well.

More than half of respondents strongly
liked the standard bike lane option.

More than half of respondents would be
more likely to walk or bike with increased
lighting.

Nearly half of responedents would be more
likely to walk or bike with safer
crosswalks.

More than a third of respondents do a
combination of walking, biking or taking
the bus to get to their everyday
destinations.
Nearly two-thirds of respondents
sometimes or always walk to Pacific
Boulevard.

More than half of all respondents
sometimes or always walk to Salt Lake
Park.

Figure 7 Survey Results
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1

5

How do you typically travel to work, school
or around your neighborhood?
Check all that apply.
Walk
Bus

From 1-3, rate which bicycle improvement
you would like to see most on Randolph St.
1 = Strongly Like
2 = Somewhat Like
3 = Strongly Dislike

Bike
Drive

Other: _________________________
How do you typically travel from your house
to the following destinations? Check all that
apply.

on
’t g

oh
ere

Standard Striped
Bike Lane: ____

Id

s

Bu

ive

e

Dr

Bik

Wa
lk

2

Metro Blue Line
LA River
Pacific Boulevard
Salt Lake Park
Other: _____________
Other: _____________

3

Protected Bike
Lane: ____

Separated Bike Trail
in Median: ____

What keeps you from biking or walking more
around your neighborhood?

6

Would you support your city making street
improvements, like the ones seen above,
on Randolph St?
Yes
No

7

What is your zip code? _______________
Prefer not to answer

8

How do you identify yourself?

9

What is your age group?

Concerned about traffic safety (fast
drivers, big trucks)
Bad road conditions (broken sidewalks)
Concerned about crime
Takes too much time
Destinations are too far to walk or bike
Other: _________________________

4

What amenities would make you more likely
to bike and walk on Randolph St?
Shade (trees, canopy structures)
Bike Parking
Drinking Fountains
Seating / Street Furniture
Increased Lighting
Safer Crosswalks
Other: _________________________

10

Male
Other
Under 18
35-44
55-64

Female
Prefer not to answer
18-24
45-49
65-74

25-34
50-54
75 or older

What is your race?
White
African American
Asian
Hispanic / Latino
Other: _______________________
Prefer not to answer

Figure 6 English and Spanish Surveys Used in the Study

1

5

¿Cómo acostumbra viajar al trabajo, a la
escuela, o por el área donde vive?
Marque todos los que se aplican.

1 = me gusta mucho
2 = me gusta algo
3 = no me gusta para nada

A pie
En bicicleta
En autobús
En carro
Otro: _________________________

í

aq
u

voy

tob
ús

Carril normal
pintado a rayas para
bicicletas: ____

No

au
En

car

icl

En

bic
En

ie
Ap

ro

¿Cómo acostumbra viajar desde su casa
hasta los siguientes destinos?Marque todos
los que se aplican.
eta

2

Usando de 1 a 3, califique las mejoras que
más quiere ver en la Calle Randolph para las
bicicletas

Línea Azul del Metro
Río LA
Pacific Boulevard
Parque Salt Lake
Otro: _____________
Otro: _____________

3

Carril protegido para
bicicletas:____

¿Qué lo impide de andar más en bicicleta o
a pie por el área donde vive?
Preocupaciones por la seguridad del tráfico
(exceso de velocidad, camiones grandes)
Mala condición de la calle (banquetas rotas)
Preocupaciones por el crimen
Lleva mucho tiempo
Destinos muy lejanos para ir a pie o en
bicicleta
Otro: _________________________

4

¿Qué servicios o mejoras harían más
probable que usted anduviera en bicicleta y
caminara por la Calle Randolph?
Sombra (árboles, toldos)
Estacionamientos para bicicletas
Fuentes de agua potable
Bancas y asientos en la calle
Mejor iluminación
Pasos de peatones/cruces más seguros
Otro: _________________________

Sendero separado para
bicicletas, como en la
mediana de la calle: ____

6

¿Apoyaría usted el esfuerzo de su ciudad
de hacer mejoras en la calle como las
mencionadas arriba en la Calle Randolph?
Sí
No

7

¿Cuál es su código postal ZIP? _________
Prefiero no contestar

8

¿Cómo se identifica usted?

9

¿Cuál es su edad?

10

Hombre
Otro
1 -18
35-44
55-64

Mujer
Prefiero no contestar
18-24
45-49
65-74

25-34
50-54
75 +

¿De qué raza es usted?
Blanca
Afroamericana
Asiática
Hispana/Latina
Otro: _______________________
Prefiero no contestar

Figure 6 (Continued) English and Spanish Surveys Used in the Study
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Total Reach
Table 1 shows that a total of almost 70,000
people were reached as part of the comprehensive
community engagement efforts conducted as part of
this study.

Table 1 Total Community Engagement Reach
Marketing Effort or Outreach Activity

Number of People
Reached

Interactions at Pop-Up Events
Estimated number of People who engaged with staff in conversations about Rethink Randolph project that did
not fill out surveys at three (3) Pop-Up Engagement Events (“Haunt”ington Park Halloween Festival and two
Huntington Park Farmers Markets)

125

Number of Surveys Collected
164
Completed surveys collected from three (3) Pop-Up Engagement Events (“Haunt”ington Park Halloween Festival
and two Huntington Park Farmers Markets) and online
Number of Drawings Collected
150
Estimated number of drawings collected at the three (3) Pop-Up Engagement Events (“Haunt”ington Park
Halloween Festival and two Huntington Park Farmers Markets)
Facebook Reach
52,485
Total number of people that read the Facebook advertisements
Postcards – Local Residents
10,000
Postcards distributed to residents within ½ mile of the Randolph Street corridor
Postcards – Local Businesses, Civic Centers, and Public Places
7,000
Postcards distributed at City Hall, Salt Lake Park Recreation Center, and local businesses
TOTAL NUMBER
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69,924

21

3

Existing
Conditions

Randolph Street Feasibility Study

III. Existing Conditions
This section details the existing conditions along
the 4.3-mile segment of Randolph Street from the
Slauson Avenue to the LA River (Randolph Street
Corridor). The existing conditions section includes the
physical characteristics of the Randolph Street Corridor, a discussion of opportunities and constraints
related to the inclusion of a bicycle facility along the
Randolph Street Corridor, existing vehicle, pedestrian,
and bicycle counts, and an analysis of the bicycle,
pedestrian, and motor vehicle collisions along the
corridor. The existing conditions analysis informs the
consideration and development of draft alignments
for the corridor.
The area along the Randolph Street Corridor is
generally a mix of industrial and residential with numerous schools and commercial corridors extending
north and south along Pacific Boulevard and Atlantic
Boulevard. The majority of the Randolph Street
Corridor includes a single Union Pacific Railway
track running along a median ranging in width from
approximately 40 to 120 feet.

Typical rail crossing

Characteristics of the corridor such as cross-sections, number of lanes, traffic control, existing
active transportation infrastructure, crossings and
intersections, and key land uses are discussed in the
following sections.

Corridor Segments

Median parking conditions

The Randolph Street Corridor has several different
typologies depending on right-of-way characteristics,
lane configurations, local jurisdiction, and land use
contexts. Based on these typologies, the Randolph
Street Corridor was broken into six segments shown
in Figure 8 and described in Table 2. The physical
characteristics, crossing infrastructure, and opportunities and constraints are discussed by segment.
Cross-sections displaying the existing conditions
for each segment along the corridor are included at
the end of the chapter. Appendix A has a detailed
markup of the existing conditions, opportunities, and
constraints along the corridor.
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Rail right of way

FIGURE 1

Randolph Street Corridor
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Figure 8 Randolph Street Corridor Segment Map
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Table 2 Randolph Street Segments
RANDOLPH STREET SEGMENTS

Segment

Jurisdiction(s)

Western End

Eastern End

Length

Rail
ROW
Width

Number of Lanes

Speed Limit

3-4 lanes total

1

Blue Line
Transition

Los Angeles County
/ Huntington Park

Blue Line
Slauson Station

Alameda St

2,100 ft.

75-90
ft.

1-2 lanes north of
ROW (WB only)

25 MPH
prima facie
limit

2 lanes south of
ROW (EB only)
4 lanes total

2

Huntington
Park

Huntington Park

Alameda St

State St /
Boyle Ave

7,600 ft.

40 ft.

1-2 lanes north of
ROW (WB only)

35 MPH

2 lanes south of
ROW (EB only)

3

Huntington
Park /
Vernon

2-lanes
Huntington Park /
Vernon

State Street /
Boyle Ave

Maywood Ave

3,000 ft.

115 ft.

35 MPH
2-lanes south of
ROW (2-way)
4-lanes total

4

Huntington
Park / Bell

Huntington Park
/ Bell

Maywood Ave

Gifford Ave

3,000 ft.

100 ft.

2-lanes north of
ROW (2-way)

25-35 MPH

2-lanes south of
ROW (2-way)
4-lanes total

5

Huntington
Park /
Maywood /
Bell

Huntington Park /
Maywood / Bell

Gifford Ave

Walker Ave

6,200 ft.

80 ft.

2-lanes north of
ROW (2-way)

25 MPH

2-lanes south of
ROW (2-way)
4-lanes total

6

LA River
Transition

Maywood / Bell

Walker Ave

LA River

840 ft.

100 ft.

2-lanes north of
ROW (2-way)
2-lanes south of
ROW (2-way)
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25 MPH

Segment 1 – Blue Line Transition
Segment 1 includes Unincorporated Los Angeles
County and the City of Huntington Park. This segment
provides a direct connection to Slauson Avenue at
the Blue Line Station from the east. Westbound travel
lanes connect directly to 60th Street.

Physical Characteristics
Union Pacific Rail Right-of-Way
The western end of Segment 1 includes two diverging
spurs connecting to the north/south Union Pacific
Rail Line. The railway tracks run along the median
of Randolph Street split immediately east of Holmes
Avenue and continue west as two spurs. The median
ranges from approximately 75 to 90 feet. Between
Holmes Avenue and Alameda Street, the tracks are
positioned 15 to 40 feet from the north edge of the
right-of-way and approximately 30 to 60 feet from
the south edge of the right-of-way between the
intersections with Wilmington Avenue and Holmes
Avenue.
West of Wilmington Avenue, the median is fenced
off along the north and south sides. Informal parking
occurs on the median between the rail spurs west
of Holmes Avenue, with vehicles entering and exiting
at the intersection of Holmes Avenue & Randolph
Street. Between Wilmington Avenue and Alameda
Street, the median is not fenced. Parking occurs
on the median to the north of the tracks. Rawlins
Public Scale Service weigh station is located south
of the tracks, with trucks entering the station at the
Wilmington Avenue intersection and exiting into the
Alameda Street intersection.
Randolph Street
The portion of Randolph Street north of the median
connects westbound travel lanes to Slauson Avenue
immediately east of the Slauson Avenue Blue Line
Station. Between Holmes Avenue and Slauson
Avenue, Randolph Street is approximately 20 feet
wide and includes a single westbound travel lane
and on-street parking along the north side of the

street. Between Holmes Avenue and Alameda Street,
Randolph Street is approximately 25 to 30 feet wide
with two westbound travel lanes and on-street
parking along the north side of the street.
The portion of Randolph Street south of the median
connects eastbound travel lanes from 60th Street to
Alameda Street. Between 60th Street and Holmes
Avenue, Randolph Street is approximately 20 feet
wide and includes a single eastbound travel lane and
on-street parking along the south side of the street.
Between Holmes Avenue and Wilmington Avenue,
Randolph Street is approximately 15 to 20 feet wide
with a single eastbound travel lane and no on-street
parking. Between Wilmington Avenue and Alameda
Street, Randolph Street is approximately 20 feet wide
with two eastbound travel lanes at the approach to
Alameda Street.
Sidewalks are present along the north side of
Randolph Street throughout the segment. Sidewalks
are present along the south side of Randolph Street
from 60th Street to Wilmington Avenue. Between
Wilmington Avenue and Alameda Street, there is a
gap in the sidewalk that has been observed to be
used as a sidewalk and for parking. Pedestrian and
bicyclist activity was observed at intersections and
along Randolph Street. There were no major desire
paths apparent across the median.
Land uses to the north of Randolph Street are
primarily industrial. Land uses south of Randolph
Street are residential to the west of Holmes Avenue
and primarily industrial between Holmes Avenue and
Alameda Street. Lillian Elementary School is located
on the southeast corner of Holmes Avenue and
Randolph Street.

Intersections and Rail Crossings
The Union Pacific Rail includes two crossings
in Segment 1 at Holmes Avenue and Wilmington
Avenue. Characteristics of the crossings are included
in Table 3.
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Table 3 Segment 1 Intersection Crossing Characteristics
SEGMENT 1 INTERSECTION CROSSING CHARACTERISTICS
Street Being Crossed
Street
Name

Number
of Lanes

Posted
Speed Limit

Intersection
Control

Rail
Control

Crosswalks

Curb Cuts

Median
Pedestrian
Infrastructure

Notes
2-tracks across
intersection

Holmes
Ave

4 lanes
(plus bike
lanes)

35 MPH

Signalized (E-W
Split Phasing)

Four
SingleDirection
Rail Gates

Four Legs
Marked
(Yellow)

All corners

Median includes
sidewalk on both
sides

Access to
informal parking
west leg of the
median
WB Left-Turn
Lane
EB Right-Turn
Lane

Wilmington
Ave

2 lanes

25 MPH
prima facie
limit

Two All-Way
Stop-Controlled

Dual
Gated R/R
crossing

Opportunities and Constraints
Opportunities include the following:
• Connection to the Blue Line – Connecting the
bike trail to the Blue Line is a major opportunity.
The combined right-of-way along Randolph
Street connecting to Slauson Avenue including
both the existing street width and the space
along the median to the northeast of the tracks
ranges from 45 to 70 feet, which creates
the opportunity for a 2-way bicycle facility
connecting directly to the Blue Line Station.
• Connection to the Blue Line – The portion of
Slauson Avenue from the Blue Line Station to
Holmes Avenue has an approximately 68-foot
right-of-way with four travel lanes, on-street
parking on the south side of the street and a
left-turn pocket at the intersection, which allows
for the inclusion of a protected eastbound
bike lane connecting the Blue Line Station to
Holmes Avenue. Holmes Avenue has a bike
lane that starts approximately 400 feet south of
Slauson Avenue. Based on the width of Holmes
Avenue, this bike lane could be extended to
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No Marked
Crosswalks

NW, NE,
and SE
corners
only

Sidewalk along
west side only
(without curb
cuts)

Entrance
driveway to
weigh station at
the median

connect directly to Slauson Avenue and create
a direct eastbound connection between the Blue
Line Slauson Station and Randolph Street.
Constraints include:
• Rail Right-of-Way – Between Wilmington
Avenue and Alameda Street, the tracks shift to
the northern portion of the median with only
15 feet between the tracks and the roadway.
• Weigh Station – The weigh station south of
the tracks between Wilmington Avenue and
Alameda Street results in non-standard heavy
vehicle turning movements at the intersections.
• Parking along the Right-of-Way – Use
of the right-of-way north of the tracks
for parking may be in conflict with
any potential use of the median.
• Blue Line Connection – There is no direct
connection from the Blue Line Station to
Randolph Street in the eastbound direction.
• Randolph Street Right-of-Way – Without
encroaching on the median rail right-of-way, the
Randolph Street right-of-way provides limited

Figure 9 Existing Street Section along Segment 1

flexibility in terms of lane narrowing; adding a
bike lane would likely result in the conversion
of either a travel lane or on-street parking.

Segment 2 – Huntington Park
Segment 2 is 1.4 miles and is entirely in Huntington
Park from Alameda Street to State Street/Boyle
Avenue. The majority of the segment has a typical
cross-section of two westbound lanes north of the
median rail right-of-way and two eastbound lanes
south of the median rail right-of-way. At the eastern
edge of the segment, between Arbutus Avenue
and Boyle Avenue/State Street, Randolph Street
transitions into a single 4-lane road south of the rail
right-of-way.

Physical Characteristics
Union Pacific Rail Right-of-Way
For the majority of the segment, between Alameda
Street and Arbutus Avenue, the median includes a
single track that is along an approximately 40-foot
median with the tracks typically 10 feet from the
north edge of the median right-of-way. Throughout
the segment, the portion of the median south of
the tracks is used for parking. No parking signs are
placed in the median immediately west of Regent
Street and immediately east and west of Albany
Street. The parking enforcement responsibility and
specific area being regulated by these signs is unclear and parking stalls are striped within immediate
proximity of the no parking signage.
The portion of the median south of the tracks is
intermittently planted with varying amounts of
vegetation between Santa Fe Avenue and Boyle
Avenue/State Street.
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Randolph Street
North of the median, Randolph Street has two lanes
in the westbound direction and south of the median,
Randolph Street has two lanes in the eastbound
direction. On-street parking is permitted throughout
the segment on the far north and far south sides of
Randolph Street and prohibited along the median.
Portions of the north side of Randolph Street
between Pacific Boulevard and Rita Avenue are
restricted and marked with red curb.
Sidewalks are present throughout the segment along
the north side and south side of Randolph Street.
Pedestrian and bicyclist activity was observed at
intersections and along Randolph Street. Desire paths
across the median demonstrated pedestrian activity
throughout the corridor with higher concentrations
along the eastern end of the segment near Miles
Avenue and State Street/Boyle Avenue.
Land uses vary throughout the segment with a mix
of industrial, commercial, schools, churches, and
residential on both the north and south sides of
Randolph Street. Industrial land uses are primarily
located north of Randolph Street between Alameda
Street and Santa Fe Avenue. The commercial land
uses are concentrated at Pacific Boulevard and Boyle
Avenue. Linda Esperanza Marquez High School is
located on Cottage Street south of Randolph Street
and Huntington Park High School and San Antonio
Continuation School are located on Miles Avenue
north of Randolph Street.

Intersections and Rail Crossings
Segment 2 includes 13 crossings, and their
characteristics are described in Table 3. In addition to
the crossings, several minor streets meet Randolph
Street at 3-way intersections without crossing the
railway tracks. These 3-way intersections are typically stop-controlled with curb-cuts at the corners and
no marked crosswalks.
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Opportunities and Constraints
Opportunities include:
• Vegetation – Existing plantings along
median provide shade opportunities
• Rail Right-of-Way – Despite the constraints based
on use of the right-of-way for parking, there is
consistently approximately 20 feet to the south
of the tracks that is unused by the railway.
• Randolph Street Road Diet – Both the north
and south side of Randolph Street are 30
feet with two lanes and on-street parking.
Within this space, lanes could be narrowed,
reduced, or converted to allow for on-street
bicycle facilities. Additional right-of-way from
the median might be able to be utilized to
provide additional space for bicycle lanes.
Constraints include:
• Rail Right-of-Way – The tracks along the
northern portion of the median are approximately
10 feet from the north curb; south of the tracks,
the right-of-way is typically either used for
parking or planted with trees or other vegetation.
• Land Use – The large amount of industrial
land uses along this segment results in
frequent truck use of the corridor.
• Randolph Street Alignment Transition – The
change in lane configurations across the
median immediately west of State Street/
Boyle Avenue will need to be incorporated
into any bicycle infrastructure design.

Segment 3 – Huntington Park/Vernon
Segment 3 is approximately 3,000 feet or 0.6 miles
and is along the boundary of Vernon and in the City
of Huntington Park. This segment is the only segment
without a median and has the rail right-of-way to
the north of Randolph Street. To the east end of the
segment, an active north/south rail crosses Randolph
Street west of Maywood Avenue.

Figure 10 Existing Street Section along Segment 2 West of Pacific Boulevard

Physical Characteristics
Union Pacific Rail Right-of-Way
Between Boyle Avenue/State Street and Maywood
Avenue, the right-of-way is north of Randolph Street
with a difference in grade that results in the tracks
being elevated higher than Randolph Street. The rail
right-of-way is approximately 60 feet wide at the
Boyle Avenue/State Street intersection and expands
to approximately 100 feet for the majority of the
segment. Portions of the right-of-way in this segment
include abandoned partial tracks to the north of the
active rail. The active rail shifts within the right-ofway throughout the segment.
Randolph Street
In Segment 3, Randolph Street is entirely south
of the rail right-of-way. The street is striped with
four lanes at each intersection. Throughout the
segment, Randolph Street is approximately 40 feet

wide with one westbound lane, one eastbound lane,
and on-street parking along the south side of the
street. Approximately 500 feet west of Maywood
Avenue, Randolph Street crosses an active dual gated
at-grade rail crossing.
Sidewalks are present throughout the segment
on the south side of Randolph Street. Pedestrian
activity was observed along the sidewalk. There
is evidence of pedestrian desire paths north of the
tracks throughout the segment and some evidence of
pedestrians crossing from Alcoa Avenue to Randolph
Street across the median, between Newell Street and
Bissell Place.
The rail right-of-way runs north of Randolph Street
along several industrial parcels. The dominant land
use south of Randolph Street is residential. In addition
to the residential land uses, San Antonio Elementary
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Figure 11 Existing Street Section along Segment 2 East of Pacific Boulevard

School is at the southeast corner of Randolph Street
& State Street and there are industrial land uses on
either side of the active rail crossing.

Intersections and Rail Crossings
Segment 3 includes an active rail crossing and the
Maywood Avenue intersection. Characteristics of the
crossings are included in Table 4. Throughout the
segment, six minor streets meet Randolph Street.
The minor streets are typically stop-controlled with
curb-cuts at the corners and no marked crosswalks.

Opportunities and Constraints
Opportunities include:
• Randolph Street Road Diet – Randolph
Street is approximately 40 feet with two
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lanes and on-street parking on the south
side of the street only. Travel lanes could
be narrowed or the parking lane converted
to allow for on-street bicycle facilities.
Constraints include:
• Rail Right-of-Way – The tracks shift throughout
the right-of-way making it difficult to place
bicycle infrastructure on either side of the tracks.
• Rail Right-of-Way – The rail right-of-way is
elevated compared to Randolph Street.
• Any new crossing of an active rail would
need to be approved by CPUC and comply
with MUTCD at-grade crossing guidelines
specific to active transportation

Table 4 Segment 2 Intersection Characteristics
Segment 2 Intersection Characteristics
Street Being Crossed
Street
Name

Number of
Lanes

Posted
Speed Limit

Alameda
St

5 lanes

40 MPH

Alameda
St

2 lanes

25 MPH
prima facie
limit

2 lanes

25 MPH
prima facie
limit

Intersection
Control
Signalized

Regent St

(EW and NS
split phasing)
Minor Street
StopControlled

Minor Street
StopControlled

Albany St

2 lanes

Minor Street
StopControlled

Signalized
5 lanes

Malabar St

2 lanes

35 MPH
(EW split
phasing)

2 to 3
lanes
Rugby Ave
(NBRT
lane)

25 MPH
prima facie
limit

25 MPH
prima facie
limit

Signalized
(EW split
phasing)
Minor Street
StopControlled

Notes
Exit driveway
from weigh
station at the
median

Crosswalks

Lights and
Bells Only
(no gates)

No east leg

All four
corners

Sidewalk
along west
side only (with
curb-cuts)

Lights and
Bells Only
(no gates)

No west leg

All four
corners

Sidewalk
along east
side only (with
curb-cuts)

Single
crossbuck

None Marked

Dual
Gated R/R
Crossing

NW
and NE
corners
only

None

Sidewalk on
both sides
(without
curb-cuts)

N/A

NB approach
is an exit only
driveway

None Marked

All four
corners

Dual
Gated R/R
Crossing

Four legs
marked

All four
corners

Sidewalk on
EB and WB
both sides (with Left-Turn
curb-cuts)
Lanes

Dual
Gated R/R
Crossing

Four legs
marked

All four
corners

Sidewalk on
both sides (with WB Left-Turn
curb-cuts)
Lane

None Marked

All four
corners

Sidewalk on
both sides (with N/A
curb-cuts)

(Yield crossing
median)

Santa Fe
Ave

Median
Pedestrian
Infrastructure

Rail Control

(Yield crossing
median)

25 MPH
prima facie
limit

Curb
Cuts

Dual
Gated R/R
Crossing

N/A

(Yield crossing
median)
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Table 4 (Continued) Segment 2 Intersection Characteristics
Segment 2 Intersection Characteristics
Street Being Crossed
Street
Name

Number of
Lanes

Posted
Speed Limit

Pacific
Blvd

5 lanes

25 MPH

Intersection
Control
Signalized

Rita Ave

(EW lefts
protected)

2 lanes

25 MPH
prima facie
limit

Minor Street
StopControlled
(Yield crossing
median)

Signalized
Seville Ave

2 lanes

25 MPH
(EW split
phasing)
Signalized

Miles Ave

5 lanes

25 MPH
(EW split
phasing)

Arbutus
Ave

Boyle Ave
/ State St
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2 lanes

5 lanes

25 MPH
prima facie
limit

35 MPH

All-Way StopControlled
(Yield crossing
median)

Signalized

Rail Control

Crosswalks

Curb
Cuts

Lights and
Bells Only
(no gates)

Four legs
marked

All four
corners

Dual
Gated R/R
Crossing

Median
Pedestrian
Infrastructure

Sidewalk on
EB and WB
both sides (with Left-Turn
curb-cuts)
Lanes

Notes

SB approach
is an in/out
driveway

None Marked

All four
corners

Dual
Gated R/R
Crossing

Four legs
marked

All four
corners

Sidewalk on
both sides (with WB Left-Turn
curb-cuts)
Lane

Dual
Gated R/R
Crossing

Four legs
marked
(yellow)

All four
corners

Sidewalk on
Crosswalks
both sides (with have brick
curb-cuts)
pattern

Lights and
Bells Only
(no gates)

None Marked

All four
counters

Dual
Gated R/R
Crossing

Four legs
marked
(yellow)

SW and
SE only

Sidewalk on
both sides (with
curb-cuts)
No NB
approach
(1-way SB)

Sidewalk on
WB Right-Turn
both sides (with Lane
curb-cuts)

Sidewalk on
both sides
(without
curb-cuts)

On-going
construction
on Boyle Ave /
State St
Free-flow SB
Right Turn
(Yield Control)
at Randolph
Street

Segment 4 – Huntington Park/Bell
Segment 4 is approximately 3,000 feet or 0.6 miles
long and runs from Maywood Avenue to Gifford Avenue. Throughout this segment the rail right-of-way is
approximately 100 feet wide and runs between two
2-way, 2-lane portions of Randolph Street.

Physical Characteristics
Union Pacific Rail Right-of-Way
Between Maywood Avenue and Gifford Avenue, the
right-of-way includes a single track that runs along
the approximately 100-foot wide median. The north
side of the median is fenced off between Maywood
Avenue and Carmelita Avenue and tree-lined
throughout the segment. The south side of the
median is planted between Carmelita Avenue and
Gifford Avenue.
Randolph Street
Along Segment 4, Randolph Street operates as two
2-way, 2-lane roads running both north and south
of the rail right-of-way median. Both the north and
south portions of Randolph Street are approximately
35 to 45 feet wide. South of the median, parking is
permitted on both sides of the street; north of the
median, parking is permitted on the north side of the
street only.
Sidewalks are present throughout the segment along
the north side of the northern portion of Randolph
Street and along the southern side of the southern
portion of Randolph Street. Pedestrian activity was
observed along the sidewalk. Desire paths are present between Carmelita Avenue and Gifford Avenue.
The land use along this segment is primarily residential both north and south of the Randolph Street.

Intersections and Rail Crossings
Segment 4 includes two intersections with crossing
characteristics shown in Table 5. Throughout the
segment, several minor streets intersect Randolph

Street from the north and the south without
crossing the rail right-of-way. The minor streets are
stop-controlled with curb-cuts at the corners and no
marked crosswalks.

Opportunities and Constraints
Opportunities include:
• Carmelita Avenue – Under the existing
configuration, Carmelita Avenue includes
a physically separated stop-controlled
right-turn pocket. Eliminating the turn pocket
(shifting the right turns to the intersection)
would create space for a potential parklet.
• Rail Right-of-Way – The median right-of-way
is 100 to 125 feet with space on both the
north and south side of the tracks
• Parking – There is no existing parking
utilizing the median (existing parking
is on-street along the median)
Constraints include:
• Carmelita Avenue - The northbound right turn
pocket on Carmelita Avenue creates an additional
crossing for pedestrians and bicyclists.
• South of the median, Randolph Street is
approximately 40 feet wide with two travel
lanes and on-street parking on both sides of the
street. On-street bike lanes are feasible with
converting either a travel lane or parking lane.
• North of the median, Randolph Street is
approximately 35 feet with two travel lanes
and on-street parking on the north side of the
street only. On-street bike lanes may be possible
without converting travel lanes or parking.

Segment 5 – Huntington
Park/Maywood/Bell
Segment 5 is approximately 6,200 feet or 1.17 miles
long and runs from Gifford Avenue to Walker Avenue.
The rail right-of-way is approximately 125 feet wide
for the westernmost 300 feet and then narrows to
approximately 80 feet (at Otis Avenue). Throughout
the segment, Randolph Street operates as two 2-way,
2-lane roads, north and south of the rail median.
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Figure 12 Existing Street Section along Segment 3

Physical Characteristics
Union Pacific Rail Right-of-Way
Between Gifford Avenue and Otis Avenue, the
right-of-way is approximately 125 feet wide. For the
remainder of the segment, the right-of-way is approximately 80 feet wide. The right-of-way includes a
single active rail track between Gifford Avenue and
Heliotrope Avenue. Between Heliotrope Avenue and
Walker Avenue, the single active track runs south
of several inactive spurs. The active rail track runs
through the center of the right-of-way, 35 to 50 feet
from the north and south edge of the right-of-way.
Between Pine Avenue and Prospect Avenue,
perpendicular parking is provided along the southern
side of the median with four handicap spaces at King
Avenue. Vegetation is intermittently present along
the median on both the north and south sides of the
tracks.

36

Randolph Street
Throughout Segment 5, Randolph Street operates
as two 2-way, 2-lane roads running both north
and south of the median rail right-of-way. Both the
north and south portions of Randolph Street are
approximately 35 to 40 feet wide.
For the majority of the segment, parking is permitted
on both sides of both the north and south portions
of Randolph Street. On-street parking along the
median is prohibited, with signage or red curb along
portions of the segment between Gifford Avenue
and Pine Avenue. Speed humps are present on the
northern portion of Randolph Street between Atlantic
Boulevard and the LA River.
Sidewalks are present throughout the segment along
the north side of the northern portion of Randolph
Street and along the southern side of the southern

Table 5 Segment 3 Intersection Characteristics

Segment 3 Intersection Characteristics
Street Being Crossed

Street Name

North-South
Active Rail
Track

Number
of Lanes

Single Rail
Track

Posted
Speed
Limit

N/A

Intersection
Control

Rail
Control

Rail Control

Dual
Gate
Arms

Crosswalks

Curb
Cuts

None

N/A

N/A

Four legs
marked

All four
corners

Sidewalk on
both sides
(with curbcuts)

Crosswalks

Curb
Cuts

Median
Pedestrian
Infrastructure

All four
corners

Sidewalk on
both sides (no
curb-cuts)

Signalized
Maywood
Ave

3 lanes

30 MPH
(EW split
phasing)

Dual
Gate
Arms

Median
Pedestrian
Infrastructure

Notes
Rail gate arm on
the south side of
Randolph is in
the middle of the
sidewalk
Randolph Street
continues north and
south of the rail
to the east of the
intersection

Table 6 Segment 4 Intersection Characteristics
Segment 4 Intersection Characteristics
Street Being Crossed

Street Name

Number
of Lanes

Posted
Speed
Limit

Intersection
Control

Rail
Control

25 MPH
Carmelita
Ave

2 lanes
prima facie
limit

Two All-Way
StopControlled
Intersections

Dual
Gate
Arms

Northern
Intersection –
4 legs
Southern
Intersection

Notes

Northbound rightturn lane is physically
separated from
intersection

West leg only

Gifford Ave

2 lanes

25 MPH

Two All-Way
StopControlled
Intersections

Dual
Gate
Arms

Northern
Intersection
– west, north,
and east legs
Southern
Intersection

All four
corners

Sidewalk on
both sides
(curb cuts
on southern
corners only)

N/A

South leg only
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Figure 13 Existing Street Section along Segment 4 West of Carmelita Avenue

Figure 14 Existing Street Section along Segment 4 East of Carmelita Avenue
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Figure 15 Existing Street Section along Segment 5

portion of Randolph Street. Pedestrian activity
was observed along the sidewalk. Desire paths are
present throughout the segment at locations where
the north-south running residential streets meet
Randolph Street without crossing the street.
The land use along this segment is primarily
residential both north and south of the Randolph
Street. However, additional school, commercial, and
church facilities are present throughout the segment.
Maywood Academy High School is located on the
northwest corner of Pine Avenue & Randolph Street
and Nueva vista Elementary School is located on the
south side of Randolph Street between Pine Avenue
and Atlantic Avenue. Atlantic Avenue serves as a major commercial corridor. Southland Christian Church
is located on the southeast corner of Randolph Street
& King Avenue.
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Intersections and Rail Crossings
Segment 5 includes five intersections with
characteristics shown in Table 6. Throughout the
segment, several minor streets meet Randolph Street
from both the north and the south without crossing
the rail right-of-way. The minor streets are generally
stop-controlled with curb-cuts at the corners and no
marked crosswalks.

Opportunities and Constraints
Opportunities include:
• Rail Right-of-Way – The majority of the median
right-of-way is 80 feet with space on both
the north and south side of the tracks
• The primarily residential land uses and the absence of major arterials east of Atlantic Avenue
contribute to a lower level of traffic stress.

Constraints include:
• Parking – There is formalized parking within
the median right-of-way south of the tracks
between Atlantic Avenue and Prospect Avenue.
• Randolph Street – For the majority of Segment
5, both the north and south side of Randolph
Street are 30 to 40 feet wide with one lane
in each direction and parking on both sides
of the street. This does not allow the physical
space for on-street bicycle facilities without
eliminating a travel lane or on-street parking.

Segment 6 – LA River Transition
Segment 6 is approximately 870 feet or 0.16 miles
long and runs from Walker Avenue to the Los Angeles River. Paved access to the Los Angeles River trail
is provided from Randolph Street, north of the rail
right-of-way. The rail right-of-way is approximately

100 feet wide. Throughout the segment, Randolph
Street operates as two 2-way, 2-lane roads, north
and south of the rail median.

Physical Characteristics
Union Pacific Rail Right-of-Way
Between Walker Avenue and the Los Angeles River,
the right-of-way is approximately 100 feet wide. Two
inactive rail spurs run north of the active rail line
and connect to the industrial parcel to the north of
Randolph Street between Walker Avenue and District
Boulevard. The active rail track runs approximately
50 feet from the south edge of the median and
approximately 70 feet from the north edge of the
median. Throughout the segment, the median is
elevated compared to Randolph Street. Vegetation is
intermittently present along the median on both the
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portion of Randolph Street. Pedestrian activity
was observed along the sidewalk. Desire paths are
present throughout the segment at locations where
the north-south running residential streets meet
Randolph Street without crossing the street.
The land use along this segment is primarily
residential both north and south of the Randolph
Street. However, additional school, commercial, and
church facilities are present throughout the segment.
Maywood Academy High School is located on the
northwest corner of Pine Avenue & Randolph Street
and Nueva vista Elementary School is located on the
south side of Randolph Street between Pine Avenue
and Atlantic Avenue. Atlantic Avenue serves as a major commercial corridor. Southland Christian Church
is located on the southeast corner of Randolph Street
& King Avenue.

Intersections and Rail Crossings
Segment 5 includes five intersections with
characteristics shown in Table 6. Throughout the
segment, several minor streets meet Randolph Street
from both the north and the south without crossing
the rail right-of-way. The minor streets are generally
stop-controlled with curb-cuts at the corners and no
marked crosswalks.
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Opportunities and Constraints
Opportunities include:
• Rail Right-of-Way – The majority of the median
right-of-way is 80 feet with space on both
the north and south side of the tracks
• The primarily residential land uses and the absence of major arterials east of Atlantic Avenue
contribute to a lower level of traffic stress.
Constraints include:
• Parking – There is formalized parking within
the median right-of-way south of the tracks
between Atlantic Avenue and Prospect Avenue.
• Randolph Street – For the majority of Segment
5, both the north and south side of Randolph
Street are 30 to 40 feet wide with one lane
in each direction and parking on both sides
of the street. This does not allow the physical
space for on-street bicycle facilities without
eliminating a travel lane or on-street parking.

Table 7 Segment 5 Intersection Characteristics
Segment 5 Intersection Characteristics
Street Being Crossed

Street
Name

Number of
Lanes

Posted
Speed
Limit

Intersection
Control

Rail
Control

25 MPH
Pine Ave

2 lanes
prima
facie limit

Atlantic
Blvd

King Ave

5 lanes

2 lanes

35 MPH

25 MPH

Two All-Way
StopControlled
Intersections

Signal

Two All-Way
StopControlled
Intersections

Dual Gate
Arms

Heliotrope
Ave

2 lanes
prima
facie limit

Dual Gate
Arms

Dual Gate
Arms

Alamo Ave

2 lanes
prima
facie limit

Missing
west leg on
southern
intersection

Northern
Intersection:
north leg only

Curb Cuts

Sidewalk on
both sides
(curb-cut
missing form
southwest
corner)

All four
corners

Sidewalk on
both sides
(with curbcuts)

All four
corners

Sidewalk on
both sides
(curb-cut
missing form
southwest
corner)

All four
corners

Sidewalk on
both sides
(curb-cut
missing form
southwest
corner)

15 MPH speed
bump on
Heliotrope Ave
north of Randolph

All four
corners

Sidewalk on
both sides
(curb-cut
missing form
southwest
corner)

15 MPH speed
bump on Alamo
Ave north of
Randolph

Northern
Intersection:
north leg only
Dual Gate
Arms

Southern
Intersection:
east and south
leg only
Northern
Intersection:
north leg only

Dual Gate
Arms

Southern
Intersection:
east and south
leg only

Notes

Missing
from
southwest
corner

Southern
Intersection:
east leg only

25 MPH
Two All-Way
StopControlled
Intersections

Northern
Intersection:
west, north,
and east legs
Southern
Intersection:
east leg only

25 MPH
Two All-Way
StopControlled
Intersections

Crosswalks

Median
Pedestrian
Infrastructure

No northbound
approach (3-leg
intersection)

Median along
Atlantic within
the center of the
intersection

15 MPH speed
bump on King Ave
north of Randolph
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Figure 16 Existing Street Section along Segment 6

Existing Volume Analysis
Bicycle, pedestrian, and vehicle counts were collected
to quantify the existing bicycle, pedestrian, and motor
vehicle use along the corridor. Original counts were
conducted along the corridor as part of this study on
November 17th, 2016. Counts taken on November 4,
2015 as part of the general plan were also provided
by the City of Huntington Park and counts collected
on September 21st, 2016 as part of an ongoing Metro
project were also shared to provide a more complete
understanding of bicycle, pedestrian, and vehicular
utilization of the corridor. Appendix B includes the
count sheets used in this analysis.
The existing volumes along the corridor show the
highest pedestrian volumes during the AM peak
hour at the intersections of Randolph Street & each
Miles Avenue and State Street (628 and 475 people
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respectively). Pedestrian volumes during the PM
peak period are highest at Miles Avenue, Pacific
Boulevard, and State Street (230, 123, and 121 people
respectively). Bicycle volumes range from 1 to 22
bicyclists in the AM peak period and from 3 to 26
bicyclists during the PM peak period. Segment counts
show the highest number of vehicles between Miles
Avenue and State Street (12,829 daily vehicles) and
between Maywood Avenue and Atlantic Avenue
(12,436 daily vehicles).
For context, Florence Avenue, a Major Arterial with
2-lanes in each direction and turn pockets at major
intersections and has over 30,000 daily vehicles.
Randolph Street has the same capacity and less
than half the vehicle volumes. Figure 17 shows the
AM and PM peak hour vehicle turning movements
by intersection. At the majority of intersections, the
peak hour turning movements along Randolph are
below 100 vehicles. Peak hour turning movements

along Randolph Street (eastbound and westbound
lefts and rights) exceed 200 vehicles at Holmes
Avenue, at Miles Avenue and, at State Street. The
majority of the high volume turning movements along
Randolph Street are left turn movements at signalized
intersections. The existing signal phasing includes
split phasing in the east/west direction.

Opportunities and Challenges
FHWA guidelines indicate that roads with average
daily traffic volumes under 20,000 may be good
candidates for road diets. The most conservative
research on road diet feasibility suggests road diets
are viable with average daily traffic volumes of under
15,000. The segment counts along the Randolph
Street corridor are all below 13,000 daily vehicles.
As a result, Randolph Street is an ideal candidate
for a road diet and the inclusion of on-street bicycle
facilities.

The intersection of Randolph Street & State Street
will need to be considered carefully during the design
of the facility. This intersection has a lot of pedestrian
and bicycle activity as well as a large number of
vehicles turning from Randolph Street onto State
Street.
Overall, Randolph Street is operating under capacity
and it is an ideal candidate for on-street bicycle
facilities for several reasons:
•

•

The Randolph Street corridor provides a key
regional bicycle connection to both the Blue
Line, the existing LA River Path, and the
future Metro path along Slauson Avenue
The Randolph Street corridor is not a key
regional vehicle connection as it is less
than 5 miles long and does not extend
beyond the Blue Line or LA River.
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•
•

Based on vehicle counts, Randolph Street is
overbuilt for the current vehicle operations
Turning movements along Randolph Street are
generally under 100 vehicles in the peak hour.

Collision Analysis
Bicycle, pedestrian, and motor vehicle collision data
was obtained from the Statewide Integrated Traffic
Records System (SWITRS) and the Transportation
Injury Mapping System (TIMS) for all reported
collisions within 100 feet of Randolph Street for five
years from 2010-2014. This section summarizes the
data and presents the collision analysis.

Corridor Collision by Mode
Table 8 summarizes the collision data by mode.
Overall, a total of 135 motor vehicle, pedestrian,
and bicycle collisions were reported between 2010
and 2014. This equates to one collision every other
week, on average, and is likely underreported in this
area. Figure 18 displays the locations of the reported
collisions over this time period.
Over the 5-year analysis period, the greatest number
of collisions and injuries involve motor vehicles
more than any other mode. Motor vehicle collisions
accounted for 64% of analyzed collisions, whereas
14% of collisions involved a pedestrian and 22%
involved a bicycle. This analysis can enhance safety
for all roadway users by examining collision locations
and patterns and offering potential countermeasures
through the development of the feasibility study.

Corridor Collision by
Mode and Segment
Table 9 summarizes the number of collisions that
were reported on each segment of Randolph Street.
Of the 135 analyzed collisions, the highest number
of collisions occurred on Segment 2. Segment 2
and segment 5 are the longest segments and 54%
of analyzed collisions occurred on Segment 2 and
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30% on Segment 5. Segment 2 and Segment 5
also have the highest rate of pedestrian and motor
vehicle collisions per mile per year. Segment 4 and
Segment 5 have the highest rate of bicycle collisions
per mile per year. Table 9 shows the relative number
of analyzed collisions per year per mile by segment
compared to the overall rate of analyzed collisions
per year per mile along the entire corridor.

Corridor Collision by Mode
and Time of Day
Figure 19 summarizes the time-of-day data for the
analyzed collisions. Most collisions occurred between
12:00 PM and 9:00 PM for all modes. The highest
percentage of bicycle collisions occurred during the
late evening period, between 6:00 and 8:59 PM,
while the highest percentage of pedestrian collisions
occurred in the evening and late evening hours
(between 3:00 and 6:00 PM and between 6:00 and
9:00 PM). The highest percentage of motor vehicle
collisions occurred during the evening rush hours,
between 3:00 and 6:00 PM, corresponding to the
time people typically leave work or school. Figure
19 illustrates the distribution of collisions throughout
the day, by mode. Overall, the highest number of
pedestrian and motor vehicle collisions along the
corridor occurred during morning and evening
periods. The number of bicycle collisions throughout
the day was relatively constant with more collisions
occurring later in the day.

Pedestrian and Bicyclist
Collision Analysis
Over the analysis period, bicycle collisions outnumbered pedestrian collisions. There were 19 reported
pedestrian collisions and 30 bicycle collisions. The
majority of bicycle and pedestrian collisions occurred
at intersections (95% and 87%, respectively). Table 10
and Table 11 list the intersections on Randolph Street
with the highest number of pedestrian and bicyclist
collisions, respectively. This list is based on the
number of collisions reported at a given intersection
between 2010 and 2014, and is not normalized for
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Figure 17 Existing Volumes
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vehicle, pedestrian, or bicycle volumes. A pedestrian
collision at the intersection of Passaic Street &
Randolph Street resulted in a severe injury.
Of the 19 pedestrian collisions reported on Randolph
Street between 2010 and 2014, 47% of collisions
resulted in visible injuries and 11% of injuries were
severe. Table 12 summarizes the severity of injuries
for pedestrian and bicycle collisions. The majority
of reported bicycle collisions, 55%, resulted in
complaints of injuries.
Table 13 provides a list of the most common primary
collision factors (PCF) categories for pedestrian
collisions reported on Randolph Street between 2010
and 2014. Of the 19 pedestrian collisions analyzed,
pedestrian violations (pedestrian determined at
fault) accounted for 42% of the pedestrian collisions
and pedestrian right-of-way violations (vehicle
determined at fault) accounted for 26% of all pedestrian collisions. Of the eight pedestrian violations
(pedestrian determined at fault), five occurred while
the pedestrian was crossing within a crosswalk and
three occurred while the pedestrian was crossing not
in a crosswalk. All five of the pedestrian right-of-way
violations (vehicle determined at fault) occurred while
the pedestrian was crossing within a crosswalk.
Overall, 74% of the pedestrian collisions (14 collisions)
occurred while the pedestrian was crossing in a
crosswalk.
When interpreting the PCF category for pedestrian
collisions, it is important to understand the data has
certain limitations as the legal nuance of pedestrian
right-of-way includes an element of subjectivity for
individuals completing reports and may be simplified
or generalized in the collision report.
Table 14 summarizes the most common primary
collision factors (PCF) for bicycle collisions reported
on Randolph Street between 2010 and 2014. The top
two PCFs were wrong side of road (cyclist riding on
the wrong side of road) and violation of traffic signals
and signs.
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Collisions within Walking
distance of Schools
This collision analysis highlights the importance
of improving roadway design and safety for all
transportation modes on Randolph Street.
A dense cluster of nine bicycle collisions (3.6
collisions per year per mile) and eight pedestrian
collisions (3.2 collisions per year per mile) occurred
within a ¼ mile of Maywood Academy High School
and Nueva Vista Elementary School located at Pine
Street & Randolph Street.

Collision Summary
The largest total number of bicycle and pedestrian
collisions as well as the rate of bicycle and pedestrian
collision per mile per year occurred on Segments
2 and 5. Both segments had more pedestrian and
bicycle collisions per year per mile than the average
along the entire corridor. However, it is important to
note that these numbers do not account for the total
usage of the corridor and the number of collisions
per year per mile have not been adjusted for overall
pedestrian, bicyclist, or vehicle volumes. Segments
5 includes Atlantic Avenue, which has a number of
pedestrian and bicycle collisions (three and four,
respectively).

Table 8 Collision Summary by Mode
Collision Summary by Mode
Type of Collision

Number of Collisions

Pedestrian

19

Bicycle

30

Motor Vehicle

86

Total Collisions

135

FIGURE 3

Collisions along Randolph Street by Mode
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Figure 18 Collisions along Randolph Street

The two longest segments accounted for the majority
of collisions along the corridor. Nine pedestrian
collisions (47% of all pedestrian collisions on Randolph) and 11 bicycle collisions, (37% of all bicycle
collisions on Randolph) occurred along Segment 2;
and seven pedestrian collisions (37% of all pedestrian
collisions on Randolph) and 11 bicycle collisions (37%
of all bicycle collisions on Randolph), occurred along
Segment 5. Segments 2 and 5 include the highest
number of pedestrian collisions per mile per year (1.0
and 1.5, respectively). Bicycle collisions were more
frequent along the eastern end of the corridor; Segments 4 and 5 include the highest number of bicycle
collisions per mile per year (2.1 and 1.9, respectively).
Segment 5 also includes the cluster of pedestrian and
bicycle collisions within ¼ mile of Maywood Academy
High School and Nueva Vista Elementary School
at Pine Street & Randolph Street, where a higher
number of collisions may be a reflection of higher
levels of pedestrian activity in this area.

Overall, the collision analysis showed that the vast
majority of pedestrian and bicycle collisions along
Randolph Street occurred within 100 feet of an intersection with high numbers of pedestrian and bicycle
collisions located within walking distance of schools.
The draft alignment options will include strategies to
prioritize safety along the entire corridor with special
emphasis at intersections and within walking distance
of schools.

Regional Context
The expansion of an interconnected, low stress,
regional bicycle network is a growing priority across
the region. The City of Los Angeles has committed to
Los Angeles Vision Zero: Zero Traffic Deaths on Our
Streets by the Year 2025. The Los Angeles Vision
Zero effort focuses on protecting the most vulnerable
roadway users which include children, older adults,
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Table 9 Collision Summary by Study Segment
Collision Summary by Study Segment

Segment

Jurisdiction(s)

1

Unincorporated Los
Angeles County/
Huntington Park

Blue Line Transition

Pedestrian
Collisions

Bicycle
Collisions

Motor
Vehicle
Collisions

Total
Collisions

0

2

3

5

(0 per year per
mile)

(1.0 per year
per mile)

(1.5 per year
per mile)

(2.5 per year
per mile)

7

11

55

73

(1.0 per year per
mile)

(1.5 per year
per mile)

(7.6 per year
per mile)

(10.1 per
year per
mile)

2

0

6

8

(0.7 per year
per mile)

(0 per year
per mile)

(2.1 per year
per mile)

(2.8 per year
per mile)

1

6

2

9

(0.4 per year
per mile)

(2.1 per year
per mile)

(0.7 per year
per mile)

(3.2 per year
per mile)

9

11

20

40

(1.5 per year per
mile)

(1.9 per year
per mile)

(3.4 per year
per mile)

(6.8 per year
per mile)

0

0

0

0

(0 per year per
mile)

(0 per year
per mile)

(0 per year
per mile)

(0 per year
per mile)

22,740 ft.

19

30

86

135

(4.3 mi)

(0.9 per year
per mile)

(1.3 per year
per mile)

(4.0 per year
per mile)

(6.3 per year
per mile)

Segment
Length

2,100 ft.

2

Huntington Park

Huntington Park

7,600 ft.

3

Huntington Park/Vernon

Huntington Park/
Vernon

3,000 ft.

Huntington Park/
Maywood

3,000 ft.

Maywood/ Bell

6,200 ft.

4

5

6

Huntington Park/Maywood

Maywood/Bell

LA River Transition

Maywood/Bell

840 ft.

Entire Corridor
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Total Number of Collisions
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Figure 19 Collisions by Mode and Time of Day
and people walking and bicycling. Many local jurisdictions have conducted bicycle master plans including
the City of Huntington Park (2014), the City of Bell
(forthcoming), the City of Vernon (forthcoming), and
LA County (2012).
The Gateway Cities Council of Governments (COG)
also approved a Strategic Transportation Plan that
includes an Active Transportation Plan for the
entire COG area. Randolph Street is identified as a
regionally significant corridor with the potential to
include a low-stress facility that closes a key gap
between the LA River and the Blue Line Slauson
Station. In 2016, the LA Metro Board of Directors
adopted the Active Transportation Strategic Plan

(ATSP) that emphasizes the importance of creating a
regional active transportation network and improving
access to transit for people who walk and bike. A
bicycle facility along Randolph Street connecting
the Blue Line Slauson Station to the LA River would
directly support both of those countywide objectives
and deliver a low-stress first/last mile connection
serving the existing Blue Line Station and proposed
future Eco-Rapid Station on Pacific Boulevard.
Figure 20 highlights the key regional transit and
bicycle connections that a Randolph Street bicycle
facility would provide to people who live and work in
the cities of Huntington Park, Maywood, and Bell.
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Table 10 Locations with Pedestrian Collisions

Table 11 Intersections with the Largest Number of Bicycle Collisions

Intersections with the Largest Number of Pedestrian Collisions
Non-Intersection

Intersection

Atlantic Blvd

0

3

Fishburn Ave

0

Miles Ave

Non-Intersection

Intersection

Gifford Ave

0

5

3

Atlantic Blvd

0

4

0

2

Otis Ave

0

3

Pacific Blvd

0

2

Rugby Ave

0

3

Maywood Ave

0

1

Heliotrope Ave

0

2

Palm Ave

0

1

Holmes Ave

0

2

Passaic St

0

1*

Clarkson Ave

0

1

Plaska Ave

0

1

Cedar St

0

1

Carmelita Ave

0

1

Flora Ave

0

1

Pine Ave

0

1*

Riverside Ave

0

1

Seville Ave

0

1

Santa Fe Ave

0

1

Woodward Ave

0

1

Seville Ave

2

1

Middleton St

1

0

Pacific Blvd

0

1

18

Middleton St

1

0

State St

1

0

Total

4

26

Total
1
* Collision resulted in a severe injury
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Intersections with the Largest Number of Bicycle Collisions

Table 12 Injury Severity for Pedestrian and Bicyclist Collisions
Injury Severity for Pedestrian and Bicyclist Collisions
Pedestrian

Bicycle

Severity of Injuries

Occurrences

Percent

Occurrences

Percent

Injury: Complaint of Pain

8

42%

17

55%

Injury: Other Visible

9

47%

13

45%

Injury: Severe

2

11%

0

0%

Table 13 Pedestrian Primary Collision Factors

Table 14. Bicyclist Primary Collision Factors

Primary Collision Factors - Pedestrian Collisions
PCF

Occurrences

Percent

Pedestrian
Violation

8

42%

Pedestrian Rightof-Way Violation

5

Unknown

Primary Collision Factor Violation Category- Bicycle Collisions
Occurrences

Percent

Wrong Side of the
Road

10

33%

26%

Traffic Signals and
Signs

9

30%

2

11%

Automobile Rightof-Way Violation

4

13%

Driving Under the
Influence

1

5%
Other Hazardous
Violation

3

10%

Unsafe Speed

1

5%
3%

1

5%

Unsafe Starting or
Backing

1

Improper Turning
Traffic Signals and
Signs

1

5%

Improper Turning

1

3%

Pedestrian
Violation

1

3%

Unknown

1

3%
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Figure 20: NetworkExisting and Future Regional Bicycle and Transit Connections

In 2014, the City of Huntington Park adopted a Bicycle
Master Plan with six goals around implementing an
interconnected bikeway network, improving safety
for all road users, developing educational programs
that promote safe bicycling, encouraging the use of
bicycles for transportation and recreation, promoting
the bicycling within the local community, and
securing funding to implement the master plan.
The City of Huntington Park Bicycle Master Plan
specifically identifies the Union Pacific Railroad
right-of-way along Randolph Street as a potential
opportunity for a bicycle path. This study is directly in
line with the City of Huntington Park Bicycle Master
Plan and Complete Streets Mater Plan, Gateway COG
ATP, and Metro ATSP, as it identifies potential bicycle
infrastructure options along Randolph Street both
with and without acquiring the freight right-of-way.
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Metro Rail to River
This Randolph Street Feasibility Study was conducted
in parallel with the LA Metro Rail to River Project.
The Metro Rail to River Project is broken into
Segment A which connects the future Crenshaw/
LAX line to Slauson Avenue & Alameda Street
and Segment B which connects Segment A to the
LA River (Figure 21). Segment A is fully funded
and undergoing design. Segment B is concluding
an alternatives analysis which has preliminarily
identified Randolph Street as the preferred option.
The proposed connection between Segment A
and Segment B of the Rail to River project is along
Alameda Street East. The City of Huntington Park,
Metro, and other stakeholders have participated in
a number of coordination meetings to discuss key
connections, overlapping segments, and unique
aspects of enhancing multi-modal access to regional
assets such as the LA River, Metro Blue Line, and
Slauson active transportation corridor.

Figure 21 Metro Rail to River Project

Storm Water Management

Union Pacific Railroad

In addition to the regional emphasis on developing a
high quality interconnected bicycle and pedestrian
network, there is also a regional emphasis on
improved storm water treatment. The existing Union
Pacific Railroad right-of-way provides an excellent
opportunity for implementing a high quality storm
water treatment project. If the Union Pacific Railroad
right-of-way is acquired as part of either Eco-Rapid
or Rail to River, there is an opportunity to coordinate
the design of a bicycle facility, linear park, and storm
water management project that focuses on local
strategies for water exchange and filtration.

Overall project coordination included inviting Union
Pacific Staff to project development team meetings
and events. Additionally, coordination with Union
Pacific has occurred through parallel Metro efforts
related to planning active transportation facilities on
the Slauson Avenue and Randolph Street corridors.
Finally, reports and work products were shared with
the project development team for input and comment.
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4

Draft
Alignments

Randolph Street Feasibility Study

IV. Draft Alignments
This chapter presents three draft alignment options
for the Randolph Street Rails-to-Trails Bicycle
Feasibility Study. The overall focus of this effort is
to evaluate the potential for utilizing a wide median
on Randolph Street that serves limited freight rail
activity. A portion of Randolph Street is also being
considered for the potential future Eco-Rapid transit
alignment. The three draft alignments (Figure 22) are
designed around three distinct rail operation scenarios: (A) Union Pacific Railroad continues to operate;
(B) Eco-Rapid Rail operates along a portion of the
median and the freight rail is removed; (C) Eco-Rapid
operates along with the Union Pacific Railroad.
Each draft alignment includes an off-street portion
and an on-street portion. The on-street portion of
each alignment is consistent across alternatives and
intended as a near-term option to enhance conditions
for bicyclists along the corridor. The off-street option
for each alignment would offer opportunities to
transform Randolph Street from a vehicle-oriented
corridor to a complete street. Completing the offstreet portion of each alignment would require
extensive collaboration with Union Pacific and Los
Angeles County Metro (Metro) to utilize any portion of
the existing Union Pacific right-of-way. This collaboration would, be a long-term effort, during which time
the proposed on-street facility would be an important
first step in transforming of the corridor.

Parking Considerations
Parking was indicated as a community priority
both by local stakeholders involved in the project
development team as well as through conversations
with pop-up workshop participants (see Community
Engagement Chapter).
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The configuration of the on-street bicycle facility
shown as part of each alignment preserves the
maximum amount of parking while providing a high
quality, low stress, on-street bicycle facility. Two
options were considered in the development of
the on-street alignment. The first was to preserve
parking along the side-walk side of Randolph Street
in the form of a parking protected bicycle lane. The
second (shown in the sections and plan view for
each alignment) was to include parking along the
railroad right-of-way.
Including the parking along the rail median will
maintain the maximum amount of parking. The option
to provide a parking protected bicycle lane is feasible,
however, to maintain sight distance triangles some
parking would need to be eliminated at each of the
driveways and side streets. Driveways and minor
intersections are frequent along the entire corridor
and parking would be reduced at multiple locations
on each block. Parking along the rail median will
also provide an enhanced buffer, providing greater
comfort and separation for users of the park.
The existing conditions analysis identified several
instances along the corridor where parking occurs
both within and along the railroad right-of-way. The
proposed configuration with parking along the median
and the conversion of a travel lane to a protected
bicycle lane will help reduce speeds along the
corridor and help facilitate access to parking along
the median.

E LINE

CLASS I - WIDEN STREET
WIDTH AND MOVE FENCE

EX CLASS II BIKE LANES

AVE

AVE

HOLMES

STREET

CLASS IV
ON-STREET

1 MILE

CLASS IV
ON-STREET

EX. ACTIVE
FREIGHT LINE

HUNTINGTON PARK

CLASS I IN MEDIAN SOUTH OF RAIL
MEDIAN CONSTRAINED NORTH OF RAIL

RANDOLPH

SANTA FE

AVE

PROPOSED SIDEWALK
BETWEEN WILMINGTON
AVE AND ALAMEDA ST

SLAUSON
E

CLASS III ON-STREET
S AVE

E LINE

AVE

CLASS I - WIDEN STREET
WIDTH AND MOVE FENCE

EX CLASS II BIKE LANES

STREET

1 MILE

CLASS I IN MEDIAN
WITH RAIL REMOVAL

RANDOLPH

CLASS IV
ON-STREET

CLASS IV
ON-STREET

HUNTINGTON PARK

AVE

2 MILES

CLASS II
ON-STREET

VERNON

2 MILES

CLASS II
ON-STREET

VERNON

FUTURE ECO-RAPID SERVICE TO
LOS ANGELES AND CERRITOS

CLASS I - WIDEN STREET
WIDTH AND MOVE FENCE

EX CLASS II BIKE LANES

RANDOLPH
CLASS I IN MEDIAN SOUTH OF RAIL
MEDIAN CONSTRAINED NORTH OF RAIL

1 MILE

STREET

CLASS IV
ON-STREET

HUNTINGTON PARK

NEW MEDIAN
CURB AND
GUTTER

CLASS II
ON-STREET

VERNON

REALIGNED ACTIVE
FREIGHT LINE BETWEEN
PACIFIC BLVD AND
MAYWOOD AVE

2 MILES

CLASS IV
ON-STREET

FUTURE ECO-RAPID
SERVICE TO LOS
ANGELES AND
CERRITOS

Proposed Proposed
Class I Path
Class I Path
Proposed Proposed
Class II Bike
Lane
Proposed Proposed
Class III Bike
Route
Proposed Proposed
Class IV Protected
Bike Lane Bike Lane
Class
II Bike Lane
Class
III Bike Route
Class IV Protected

HOLMES

AVE

PROPOSED SIDEWALK
BETWEEN WILMINGTON
AVE AND ALAMEDA ST

SLAUSON
E

CLASS III ON-STREET

A ST

MED

ALA

AVE
SANTA FE

SLAUSON
STATION

PACIFIC

BLVD

C FREIGHT AND ECO-RAPID RAIL WITH TRAIL
S AVE

Proposed Proposed
Class I Path
Class I Path
Proposed Proposed
Class II Bike
Lane
Proposed Proposed
Class III Bike
Route
Proposed Proposed
Class IV Protected
Bike Lane Bike Lane
Class
II Bike Lane
Class
III Bike Route
Class IV Protected

HOLMES

AVE

PROPOSED SIDEWALK
BETWEEN WILMINGTON
AVE AND ALAMEDA ST

SLAUSON
AVE
SANTA FE

CLASS III ON-STREET

A ST

MED

ALA

BLVD
PACIFIC

SLAUSON
STATION

E

B ECO-RAPID RAIL WITH TRAIL
S AVE

Proposed Proposed
Class I Path
Class I Path
Proposed Proposed
Class II Bike
Class
Lane
II Bike Lane
Proposed Proposed
Class III Bike
Class
Route
III Bike Route
Proposed Proposed
Class IV Protected
Class IV Protected
Bike Lane Bike Lane

METRO BLU

A ST

MED

ALA

BLVD
PACIFIC

SLAUSON
STATION

MILES AV
MILES AV
MILES AV

D AVE

A FREIGHT RAIL WITH TRAIL
ARBUTU
ARBUTU
ARBUTU

Existing Class II Bike Lane

CLASS IV
ON-STREET

Intersection Enhancements

3 MILES

BELL

CLASS III
ON-STREET

Intersection Enhancements

RANDOLPH STREET

CLASS III
ON-STREET

CLASS III
ON-STREET

CLASS IV
ON-STREET

3 MILES

BELL

CLASS I IN MEDIAN NORTH OF RAIL IS PREFERRED
SIDE OF TRACK TO AVOID EXISTING PARKING
AND TAKE ADVANTAGE OF THE EXISTING TREES.

Existing Class II Bike Lane

CLASS IV
ON-STREET

CLASS III
ON-STREET

Intersection Enhancements

RANDOLPH STREET

CLASS III
ON-STREET

GIFFORD AVE

3 MILES

BELL

LINEAR PARK AND CLASS I IN MEDIAN.
FREIGHT NO LONGER ACTIVE.

Existing Class II Bike Lane

CLASS III
ON-STREET

RANDOLPH STREET

CLASS I IN MEDIAN NORTH OF RAIL IS PREFERRED
SIDE OF TRACK TO AVOID EXISTING PARKING
AND TAKE ADVANTAGE OF THE EXISTING TREES.
ATLANTIC BLVD
ATLANTIC BLVD

ST
S BOYLE
STATE ST

ST
S BOYLE
STATE ST

ST
S BOYLE
STATE ST

D AVE
MAYWOO
MAYWOO
D AVE

MAYWOO

METRO BLU

E LINE

METRO BLU

Proposed Eco-Rapid Rail

4.25 MILES

EX. ACTIVE
FREIGHT LINE

ENHANCE EXISTING
CONNECTION TO THE
LOS ANGELES RIVER

4 MILES

PROPOSED CONNECTION TO
THE LOS ANGELES RIVER TRAIL

Freight Rail

4 MILES

New Curb

4.25 MILES

PROPOSED CONNECTION TO
THE LOS ANGELES RIVER TRAIL

RANDOLPH STREET
EX. ACTIVE
FREIGHT LINE

CLASS IV
ON-STREET

MAYWOOD

4.25 MILES

ENHANCE EXISTING
CONNECTION TO THE
LOS ANGELES RIVER

4 MILES

PROPOSED CONNECTION TO
THE LOS ANGELES RIVER TRAIL

RANDOLPH STREET

Proposed Eco-Rapid Rail

CLASS IV
ON-STREET

MAYWOOD

Freight Rail

EX. ACTIVE
FREIGHT LINE

ENHANCE EXISTING
CONNECTION TO THE
LOS ANGELES RIVER

RANDOLPH STREET
EX. ACTIVE
FREIGHT LINE

CLASS IV
ON-STREET

MAYWOOD

AN

GIFFORD AVE
GIFFORD AVE

AN

LOS
ES

EL

G

ATLANTIC BLVD

ES

EL
AN

LOS
ES

EL

G

LOS

R I VER
R I VER
R I VER

G

Figure 22 Draft Alignment Schematic Overview
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Alignment A – Freight Rail with Trail

Alignment A – Freight
Rail with Trail
The on-street portion of the alignment would be
primarily a parking protected Class IV facility. The offstreet facility would be in the median and share the
right-of-way with the active Union Pacific freight rail.
The rail tracks and existing utility equipment would be
kept in place. Cross-section and plan view figures for
Alignment A are included at the end of the section.

On-Street Facility
The on-street facility is intended as a short-term
first phase that would directly enhance the utility of
Randolph Street for bicyclists. The majority of the onstreet bicycle facility would be a Class IV protected
bikeway.
There are short segments where there is high
parking utilization of on-street parking adjacent to
residential neighborhoods. If maintaining on-street
parking is determined to be preferable, there may be
short multi-block segments, particularly within the
constrained segment between State Street and Maywood Avenue, where a bicycle route may be used to
close gaps where identified low-stress facilities are
not feasible within the available right-of-way.

Between the Blue Line Slauson Station
and State Street (Segments 1-2)
Along the western end of the corridor, between
the Blue Line Slauson Station and State Street,
the proposed on-street facility is a Class IV 1-way
cycle track with posts physically separating the
bicycle movements from the travel lanes. The cycle
track would result from the conversion of a travel
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lane and the relocation of on-street parking to the
median; on-street parking would be preserved. An
alternative strategy for implementing a Class IV cycle
track would be to convert the parking lane into a
cycle track with two travel lanes in each direction.
On-street parking on Randolph Street would be
eliminated under this alternative. See the proposed
street sections and plan views 1-3 on the following pages.

Between State Street and Maywood
Avenue (Segment 3)
Between State Street and Maywood Avenue,
Randolph Street is entirely south of the rail
right-of-way and operates as a 2-lane, 2-way street
with parking on the south side of the street. The
roadway right-of-way is approximately 38 feet. While
preserving on-street parking, this portion of Randolph
Street could be converted to a 2-lane, 2-way street
with two 5-foot, Class II bike lanes; on-street parking
would be preserved. An alternative strategy would be
to convert on-street parking and have two protected
1-way Class IV cycle tracks. On-street parking on
Randolph Street would be eliminated under this
alternative. See street section and plan view 4 on the
following pages.

Between Maywood Avenue and
the LA River (Segment 4-6)
East of Maywood Avenue, Randolph Street operates
as two 2-way streets. The proposed on-street facilities east of Maywood Avenue include a combination
of Class III sharrows and a Class IV cycle track.
On-street parking is preserved along the median.
The eastbound Class IV facility is south of the rail
right-of-way and the westbound Class IV facility is
north of the rail right-of-way. The Class III sharrows
would provide a westbound facility south of the rail
right-of-way and an eastbound facility north of the

rail right-of-way. An alternative condition would be to
include both east and westbound Class II bike lanes
both north and south of the rail right-of-way with the
conversion of on-street parking along both sides of
the street. See street sections and plan views 5-8 on the
following pages.

Off-Street Facility
For Alignment A, the off-street, Class I facility would
operate alongside the active Union Pacific Railroad
track. The proposed Class I facility would be separated from the freight rail with a fence and a minimum
setback of 10 feet (measured from the centerline of
the freight rail tracks to the edge of the trail).
According to a 2014 FHWA study, rail with trail setbacks are typically 25 feet, but there is no consensus
on an acceptable minimum setback distance. The
minimum setback is determined on a case-by-case
basis in agreement with the land owner.

Between the Blue Line Slauson Station
and State Street (Segments 1-2)
The most constrained portions of the right-of-way
are between the Blue Line Slauson Station and State
Street. To provide a high-quality Class I connection
to the Blue Line Slauson Station while maintaining
freight operations, the fence along the rail tracks
would need to be moved to allow for an off-street
Class I facility. Between Holmes Avenue and State
Street, the Class I facility is proposed south of the rail
due to constrained right-of-way north of the rail. See
the proposed street sections and plan views 1-3 on the
following pages.

Between State Street and Maywood
Avenue (Segment 3)
Between State Street and Maywood Avenue, Randolph Street is entirely south of the rail right-of-way.
The dominant land use to the north is industrial and
to the south is residential. There are no access points
to the north of the rail right-of-way and it is not a
suitable location for a trail facility. The space south
of the tracks is at a steep grade and would not accommodate a trail without substantial re-engineering.
The inclusion of a path north of the existing freight
is not feasibility as it would require the creation of a
new California Public Utilities Commission (CPUC) atgrade crossing. As a result, there is no recommended
Class I facility between State Street and Maywood
Avenue due to constrained space south of the tracks
and the infeasibility of adding at CPUC crossing to the
north of the tracks. See street section and plan view 4
on the following pages.

Between Maywood Avenue and
the LA River (Segments 4-6)
East of Maywood Avenue, the path is located north of
the tracks to take advantage of the existing vegetation
and avoid the existing median parking. See street
sections and plan views 5-8 on the following pages.

Street Sections and Plan Views
The following pages display sample Alignment A
street sections and plan views for each of eight
locations included in the Existing Conditions
Chapter. These graphics provide images and details
regarding the existing and proposed Alignment A path
alignment, conceptual design of on- and off-street
facilities, and other potential enhancements for the
corridor. This series of images is provided for each of
the three alignments.
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Alignment B – Eco-Rapid Transit

Alignment B – EcoRapid Transit
Alignment B includes an on-street and off-street
component. Under this scenario, Eco-Rapid Transit
is assumed to operate along the median between
Pacific Boulevard and Maywood Avenue. The freight
rail is assumed to be abandoned or otherwise
discontinued.

On-Street Facility
The on-street facility for Alignments A, B, and C
are consistent across alignments. See the above
on-street section under Alignment A for a discussion
of the on-street facility.

Off-Street Facility
For Alignment B, the off-street, Class I facility would
operate alongside a future Eco-Rapid Transit rail. The
proposed Class I facility would be separated from
the transit rail with a fence. The envelope, measured
fence-to-fence, for the existing Gold Line and Expo
Line and future Crenshaw LAX Line were used to
inform the assumption of a 28 foot envelope, fenceto-fence for the future Eco-Rapid Line.

Between the Blue Line Slauson Station
and State Street (Segments 1-2)
Under the Alignment B conditions, there is no rail
operating between the Blue Line Station and Pacific
Boulevard, the Class I facility is able to utilize the
entire median. The trail design will incorporate
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elements of a linear park to maximize the utility of
the space for both transportation and recreation. See
street sections and plan views 1-2 on the following pages.
Between Pacific Boulevard and State Street, the
Class I facility will operate alongside the Eco-Rapid
Transit rail. Consistent with the Gold Line and
Crenshaw Line designs, the minimum envelope
provided for the Eco-Rapid service is 28 feet. The
Class I facility would be physically separated from the
rail by a fence or wall. See street section and plan view
3 on the following pages.

Between State Street and Maywood Avenue
Between State Street and Maywood Avenue, the
Eco-Rapid Transit rail line turns from the Salt
Lake rail line (existing north/south rail line west
of Maywood Avenue) onto Randolph Street. This
movement will likely require a wide turn radius that
may prevent the inclusion of a Class I facility along
the median between State Street and Maywood
Avenue. The inclusion of an off-street bicycle facility
for this portion of the corridor would need to be
coordinated with the Eco-Rapid transit construction
and alignment. See street section an plan view 4 on the
following pages.

Between Maywood Avenue and
the LA River (Segments 4-6)
East of Maywood Avenue, the rail tracks would be
removed and the Class I facility would operate along
the median as a linear park. See street sections and
plan views 5-8 on the following pages.

Street Sections and Plan Views
The following pages display sample Alignment B
street sections and plan views for each of eight
locations included in the Existing Conditions
Chapter. These graphics provide images and details
regarding the existing and proposed Alignment B path
alignment, conceptual design of on- and off-street
facilities, and other potential enhancements for the
corridor. This series of images is provided for each of
the three alignments.
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Alignment C – Freight and Eco-Rapid Rail with Trail

Alignment C – Freight and
Eco-Rapid Rail with Trail
Alignment C includes an on-street and off-street
component designed assuming that the freight trail
operations would be maintained with the addition of
the Eco-Rapid Line between Pacific Boulevard and
Maywood Avenue. This operating scenario would
require the re-laying the Union Pacific tracks to allow
for both services to operate within the existing rail
right-of-way.

On-Street Facility
The on-street facility for Alignments A, B, and C
are consistent across alignments. See the above
on-street section under Alignment A for a discussion
of the on-street facility.

Off-Street Facility
In order to accommodate both Eco-Rapid and freight
rail between Pacific Boulevard and Maywood Avenue,
the median will need to be widened. As a result, there
is no space for an off-street bicycle facility along this
portion of the corridor between Pacific Boulevard
and Maywood Avenue. West of Pacific Boulevard and
east of Maywood Avenue, the off-street Class I facility
would operation alongside the active Union Pacific
Railroad track.
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The proposed Class I facility would be separated
from the freight rail with a fence and a minimum
setback of 10 feet (measured from the centerline
of the freight rail tracks to the edge of the trail) as
described under Alignment A.

Between the Blue Line Slauson Station
and State Street (Segments 1-2)
West of Pacific Boulevard, the Class I facility would
operate alongside the active Union Pacific Rail track
according to the same conditions as Alignment A. See
street sections and plan views 1-2 on the following pages.
Between Pacific Boulevard and State Street,
the right-of-way would need to be widened to
accommodate both rail services and does not allow
for an on-median bicycle facility. See street section and
plan view 3 on the following pages.

Between State Street and Maywood
Avenue (Segment 3)
Between State Street and Maywood Avenue,
the freight rail would need to be realigned to
accommodate the addition of the Eco-Rapid rail
tracks. The inclusion of a path north of the existing
freight and proposed transit is not feasibility as it
would require the creation of a new CPUC at-grade
crossing. The inclusion of an off-street bicycle facility
for this portion of the corridor is infeasible due to the
physical constraint of accommodating both freight
and transit rail facilities. Any potential to include a
path facility would need to be incorporated directly
into the Eco-Rapid design. See street section and plan
view 4 on the following pages.

Between Maywood Avenue and
the LA River (Segment 4-6)
East of Maywood Avenue, the Alignment C Class
I facility is identical to the Alignment A facility and
would provide a Class I bicyclist and pedestrian
path north of the active freight rail tracks. See street
sections and plan views 5-8 on the following pages.

Street Sections and Plan Views
The following pages display sample Alignment C
street sections and plan views for each of eight
locations included in the Existing Conditions
Chapter. These graphics provide images and details
regarding the existing and proposed Alignment C path
alignment, conceptual design of on- and off-street
facilities, and other potential enhancements for the
corridor. This series of images is provided for each of
the three alignments.
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Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail

116

117

Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail

122

123

Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail
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Alignment C – Freight and Eco-Rapid Rail with Trail
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Key Features,
Opportunities, and
Constraints
The three alignments presented in this report differ
based on the assumed rail operation scenario.
Table 15 provides a summary discussion of the key
features, opportunities, and constraints associated
with each alignment.

Table 15 Key Features, Opportunities, and Constraints

Rail Operation Assumptions
Alignment A

Alignment B

Alignment C

Freight remains in place along the median

Freight rail is removed.

Freight remains in place along the median (freight
tracks are realigned as needed to accommodate
transit)

No transit along the median.

Transit operates along the median between
Maywood Avenue and Pacific Boulevard.

Transit operates along the median between
Maywood Avenue and Pacific Boulevard.

Blue Line to Pacific Boulevard City of Huntington Park
Existing Conditions - Randolph Street operates as two 1-way streets north and south of the median rail ROW. The median is typically 40
feet wide with the centerline of the tracks approximately 10-15 feet from the northern edge of the median. The south side of the median is
periodically used for parking.
On-Street Facility – Conversion of a travel lane into a cycle track with on-street parking along the median.
Alignment Graphics – Street Sections and Plan Views 1-2
Alignment A

Alignment B

Alignment C

The off-street path is proposed approx. 10’
south of the existing rail centerline with a 5’
buffer from the road.

The off-street path operates as a linear park
along the median.

Same as Alignment A

Pacific Boulevard to State Street City of Huntington Park
Existing Conditions - Randolph Street operates as two 1-way streets north and south of the median rail ROW. The median is typically 40
feet wide with the centerline of the tracks approximately 10-15 feet from the northern edge of the median. The south side of the median is
periodically used for parking.
On-Street Facility – Conversion of a travel lane into a cycle track with on-street parking along the median.
Alignment Graphics – Street Section and Plan View 3
Alignment A

Alignment B

Alignment C

The off-street path is proposed approx. 10’
south of the existing rail centerline with a 5’
buffer from the road.

The off-street path operates adjacent to the
transit service and with fences along both
sides of the 12’ path.

No off-street option due to physical
constraints of operating freight and transit.
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Table 15 (Continued) Key Features, Opportunities, and Constraints

State Street to Maywood Avenue City of Huntington Park
Existing Conditions - Randolph Street operates as single 2-way street south of the rail ROW. The median is ranges from approximately
65 to 110 feet with the centerline of the tracks approximately 30 feet from the edge of the Randolph Street. The rail ROW is elevated with
relation to the Randolph Street. The City of Vernon begins immediately north of the rail right-of-way.
On-Street Facility – Reduction in travel lane widths to include a standard Class II bike lane with on-street parking preserved along the
south side of Randolph Street.
Alignment Graphics – Street Section and Plan View 4
Alignment A

Alignment B

Alignment C

No off-street option due to steep grade
separation between right-of-way and
Randolph Street and the constrained
alignment of the existing freight tracks
immediately west of State Street. The
inclusion of a path north of the existing
freight is not feasibility as it would require
the creation of a new CPUC at-grade
crossing.

No off-street option due to the physical
constraints associated with the assumed
Eco-Rapid alignment and need for a wide
turning radius.

No off-street option due to physical
constraints of operating freight and transit.

Maywood Avenue to Pine Avenue, City of Huntington Park and City of Bell
Existing Conditions – Randolph Street operates as two 2-way streets. The median is approximately 100 feet with the centerline of the
tracks approximately 60 feet from the northern edge of the median.
On-Street Facility – South of the railroad right-of-way, conversion of parking along the sidewalk curb into a cycle track with parking
preserved along the median. North of the railroad right-of-way, reduction in travel lane widths to include a cycle track with on-street
parking along the median.
Alignment Graphics – Street Sections and Plan Views 5-6
Alignment A

Alignment B

Alignment C

The off-street path is proposed
approximately 10 to 25 feet north of the
existing rail centerline with a 10 to 25 foot
buffer from the road.

The off-street path operates as a linear park
along the median.

Same as Alignment A

Pine Avenue to LA River, City of Bell and City of Maywood
Existing Conditions – Randolph Street operates as two 2-way streets. The median is approximately 100 feet with the centerline of the
tracks approximately 60 feet from the northern edge of the median.
On-Street Facility – Conversion of the parking along the sidewalk curb into a cycle track with parking preserved along the median.
Alignment Graphics – Street Sections and Plan Views 7-8
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Alignment A

Alignment B

Alignment C

The off-street path is proposed
approximately 10 to 25 feet north of the
existing rail centerline with a 10 to 25 foot
buffer from the road.

The off-street path operates as a linear park
along the median.

Same as Alignment A

Key Transitions
To further develop the feasibility of the alternatives
alignments presented above, focused analysis of two
key transition areas was also considered. The first
key transition area is the connection between the
proposed bicycle facilities and the Blue Line Slauson
Avenue Station. The second is the transition between
the on-street and off-street facility west of State
Street.

Blue Line Transition
The westbound connection to the Blue Line Slauson
Station is proposed along Randolph Street. This short
segment of Randolph Street is low volume and low
stress and is recommended as a bike route or bike
boulevard. The eastbound connection between the
Blue Line Station and Randolph Street is proposed
via bike lanes along Slauson Avenue and existing
bike lanes on Holmes Avenue. Figure 23 shows
conceptual intersection configurations for the transition between the Blue Line Slauson Station and the
on-street and off-street bicycle facilities proposed as
part of Alignments A-C. For this transition, Alignment
A and Alignment C both propose the same condition:
freight with trail. Alignment B assumes no Union
Pacific Railroad tracks along Randolph Street and
designing a linear park style trail along the railroad
right-of-way. Connecting the proposed Randolph
Street bicycle facilities directly to the Blue Line allows
users to connect directly between the Blue Line and
the LA River a central goal of this project.

tation Corridor enhances the utility of both corridors
and provides options for bicyclists and pedestrians
with a variety of origins and destinations.

Transition Between On-Street
and Off-Street Facilities
Between State Street and Maywood Avenue the
proposed facility is exclusively on-street for all
three alignments. A proposed transition between
the off-street facility and the on-street facility at
Arbutus Avenue is recommended through enhanced
cross-walk infrastructure.
The westbound on-street bicycle facility crosses from
south of the tracks to north of the tracks immediately
west of State Street. This transition would occur with
a buffered Class II bike lane. Enhanced crosswalks at
Arbutus Avenue would allow bicyclists to transition
between the on-street and off-street facilities.
Similarly, at Maywood Avenue, enhanced crosswalks
would allow bicyclists to transition between the
on-street and off-street facilities.

Safety And Comfort
Oriented Design

Metro Rail to River Transition

Design elements that enhance safety and comfort
for users of all abilities and ages is a priority for this
project. Perceived safety was a recurring theme
during the community engagement process.

The Metro Rail to River Segment B study is proposing
an alternative connection between Randolph Street
and the Blue Line via the future Segment A path
along the north side of Slauson Avenue. This
proposed connection will utilize bike lanes along
Alameda Street east (little Alameda Street) to
connect to the Metro Rail to Rail Segment A Active
Transportation Corridor on Slauson Avenue. This
additional connection between the Randolph Street
Corridor and the Slauson Avenue Active Transpor-

The survey conducted as part of the community
engagement effort identified concerns about levels
of traffic and motorist behavior as common reasons
for not biking more. Each of the alternatives provides
a low stress Class I Path and Class IV Cycle Track
connection between the Slauson Avenue Blue Line
Station, the proposed Metro Bicycle, and Pedestrian
Path along Slauson Avenue (Metro Rail to Rail
Segment A). There are opportunities for the design
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of each of these facilities to emphasize safety through
lighting, fencing, signal timing, and intersection
design.
Lighting was frequently cited in the community engagement surveys as a reason for not bicycling more.
A well-lit corridor creates a more inviting space for
biking and walking while also improving visibility
of people biking and walking at night. Specific to
the proposed path along the Railroad right-of-way,
fencing will be necessary at points where the trail
runs within close proximity of the rail tracks.
Wayfinding signs are a critical component in the
implementation of a bicycle plan, because they make
the bicycle network system intelligible to riders. In
addition to assisting bicyclists in navigating the city
safely via new bicycle facilities, wayfinding signs
enhance safety and perceived safety by making
bicyclists more visible to other road users and by
legitimizing and normalizing bicycle riding as part of
the multi-modal transportation system.

Intersection Design
Intersection design and signal phasing is another
important design element to promote safety and
perceived safety along the bicycle facility. The
typical existing signal phasing along Randolph Street
implements split phasing in the east/west direction.
This eliminates the conflict between a bicyclist and
an opposing left-turning driver. However, the conflict
between the through bicyclist and a right-turning
driver remains. The proposed mixing zones at the
controlled intersections are designed with green paint
to emphasize bicyclist visibility. The lower-stress
Class I Path facility along the Railroad right-of-way
will require a bicycle signal phase to separate through
bicyclists from the left-turning vehicles.
Figure 24 shows typical intersection diagrams that
include a set of preliminary signal phasing options
for typical signalized intersections. The intersections
are designed to allow trail users to cross at the
intersection to maximize the trail user’s visibility.
Signal phasing options are intended as a guide for the
next stages of the project that will need to consider
traffic operations and signal design.
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ONE-WAY SEGMENTS

TWO-WAY SEGMENTS

Table 16 Order of Magnitude Cost Estimates

North
signal

Existing Phasing

TYPICAL

South
signal

Split phasing

Legend
Auto Pedestrian Bike Trail

Auto includes on-street bikes where no
separate bike-only phase is indicated

ON-STREET FACILITIES ONLY

Future Option Phase I

Alternate, protected lefts

Add leading pedestrian interval with leading bicycle signal to
increase visibility of pedestrians and bicyclists. Leading phases
will have minimal impact on operations and delay

Protected Permissive No Change

Leading phases will have minimal impact on operations
and delay

Future Option Phase II

ON- AND OFF-STREET FACILITIES

Add overlaps at intersections with low-volume eastbound and
westbound right turns to protect bicyclists and pedestrians
from right-turning vehicles. Overlaps will have minimal
impact on operations and delay

Keep overlaps and add bicycle and pedestrian signal phasing for
median trail crossing. Additional phase will add some delay, but with
detection, delay would be minimized. Signal equipment would need
to be upgraded to protect all eastbound/westbound turning movements

Alternative option to add protected right turns for locations with high
eastbound and westbound right turn volumes
Figure 24 (Continued) Typical Intersection and Signal Phasing Concepts
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Add overlaps to eastbound and westbound right turns that
cross the crosswalks. Add bicycle and pedestrian signal phasing
for median trail crossing. Add protected left turns for the
eastbound and westbound movements to eliminate conflicts at
the trail crossing. Additional phase will add some delay, but with
detection, delay would be minimized. Signal equipment would
need to be upgraded to protect all eastbound/westbound
turning movements

Planning Level
Cost Estimates
Table 16 shows planning level cost estimates for
each of the alignments. The cost estimates do not
include the costs associated with the acquisition of
the railroad right-of-way. The on-street facility is
identical across the three alignments and includes
the costs associated with enhancing intersections
and installing bollards along the entire corridor. The
primary difference between the off-street alignments
is the rail operation. As a result, the design elements
and planning level cost estimates are similar across
alternatives.

Local Coordination
The proposed alignments presented in this chapter
present a single cohesive design that pass through
LA County, the City of Huntington Park, the city of
Bell, and the City of Maywood between the Blue
Line Slauson Avenue Station to the LA River. Each
jurisdiction has been involved throughout the process
and indicated support for the alignments presented
here.
The City of Bell is in the process of conducting a Bicycle Master Plan and suggested an alternative option
with a 2-way cycle track between Carmelita Avenue
and the LA River, south of the railroad right-of-way
(Figure 25 and Figure 26). This 2-way cycle track
option would convert both sides of on-street parking
in the City of Bell and would preserve on-street
parking in the City of Maywood. The 2-way cycle
track is proposed along the median to reduce the
number of driveway and minor street conflicts. The
placement of the cycle track along the southern edge
of the railroad right-of-way will require particular
attention to the design of minor side streets so that
the design allows bicyclists to easily and safely enter
and exit the cycle track at designated locations. The
ultimate alignment option will need to be approved by
each jurisdiction.
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Table 16 (Continued) Order of Magnitude Cost Estimates

Segment

Facility

Project Elements

Freight with Trail

Eco Rapid with
Trail

Freight and Eco Rapid
with Trail

Alignment A

Alignment B

Alignment C

$1,180,608

$1,180,608

$1,180,608

On-Street Facility is consistent across alignments
On-Street
Facility

One Way Cycle-Track
8.6 miles
10 signalized
intersections

In-Roadway Cycle
Track with Striped
Buffers, Soft-Hit
Posts

Off-Street Facility: Blue Line to Pacific Avenue
Hardscaping and Shared Use Path
Landscaping
1.1 miles

Asphalt Path,
Landscaped Buffer,
Trees, Wayfinding,
Pedestrian Scale
Lighting

$5,716,408
does not include trees

$6,477,256
includes trees

$5,716,408
does not include trees

Bike Detection
and Phasing

Green Conflict
Zones, Bicycle
Detection-Loop,
Bicycle Signal Phase

$1,043,172

$1,043,172

$1,043,172

Hardscaping and Shared Use Path
Landscaping
0.7 miles

Asphalt Path,
Wayfinding,
Pedestrian Scale
Lighting

$3,637,714
includes landscaping

$3,238,546

$2,387,616
does not include asphalt
path

Bike Detection
and Phasing

Green Conflict
Zones, Bicycle
Detection-Loop,
Bicycle Signal Phase

$769,940

$769,940

$813,940

4 signalized
intersections
5 unsignalized
intersections

Off-Street Facility: Pacific to State Street

0.7 miles
3 signalized
intersections
2 unsignalized
intersections

Off-Street Facility: State Street to Maywood Avenue
Hardscaping and Shared Use Path
Landscaping
0.6 miles

Wayfinding,
Pedestrian Scale
Lighting

$2,046,528

$2,046,528

$2,046,528

Bike Detection
and Phasing

Green Conflict
Zones, Bicycle
Detection-Loop,
Bicycle Signal Phase

$287,448

$287,448

$287,448

0.6 miles
1 signalized
intersections
5 unsignalized
intersections

Off-Street Facility: Maywood Avenue and LA River

146

Hardscaping and Shared Use Path
Landscaping
1.9 miles

Asphalt Path,
Landscaped Buffer,
Trees, Wayfinding,
Pedestrian Scale
Lighting

$9,873,795
does not include trees

$11,187,987
includes trees

$9,873,795
does not include trees

Bike Detection
and Phasing

Green Conflict
Zones, Bicycle
Detection-Loop,
Bicycle Signal Phase

$294,556

$294,556

$294,556

Total

$24,850,169

$26,526,041

$23,644,071

1 signalized
intersections
6 unsignalized
intersections

Figure 25 Plan View for City of Bell 2-Way Cycle Track Option
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Figure 26 Street Section for City of Bell 2-Way Cycle Track Option
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V. Preferred Alignment
The City of Huntington Park identified Alignment B
as the preferred alignment along Randolph Street.
This Chapter includes a detailed cost estimate for
the preferred Alignment B alignment as well as a
discussion of potential funding sources and potential
phasing plan.

Cost Estimate
Table 17 shows engineering level cost estimates
for the three alignments. These cost estimates
differ from the planning level cost estimates. The
engineering cost estimates include the base level
physical infrastructure improvements. The planning
level cost estimates include additional amenities such
as enhanced landscaping.

Phasing Plan
The feasibility of Alignment B is directly dependent
on the manner in which Eco-Rapid is implemented
along Randolph Street. Coordination with Metro
and Eco-Rapid should be maintained to maximize
the potential to acquire access to the Union Pacific
Railroad right-of-way. The on-street bicycle facility
can be implemented in advance of any acquisition of
the railroad right-of-way.

Phase 1 – Community Engagement
Conduct focused community engagement around
the benefits and costs of implementing the on-street
bicycle facility. Consider a cycle track demonstration
along Randolph Street and coordinating with local
schools to promote bicycle awareness among
students and parents.

Phase 2 – On-Street Facility
The on-street facility could initially be implemented
through changes in striping and the installation of a
series of bollards along a striped buffer. Additional
coordination with LA County, the City of Bell, and
the City of Maywood will be needed to provide a
continuous facility connecting the Blue Line Slauson
Station to the LA River.

Phase 3 – Off-Street Facility
The off-street facility will require extensive coordination to acquire access to the Union Pacific Railroad
right-of-way. The City of Huntington Park will need to
work directly with LA County, the Cities of Bell and
Maywood, LA Metro, and Eco-Rapid to coordinate
with Union Pacific Railroad and to achieve a favorable
outcome for all jurisdictions and agencies.

Table 17 Cost Summary
Alignment A - Freight Rail
with Trail

Alignment B - Eco Rapid
Rail with Trail

Alignment C - Freight and
Eco Rapid Rail with Trail

Holmes Avenue to Pacific Boulevard

$5,671,652

$5,671,652

Pacific Boulevard to State Street

$2,020,413

$1,551,588

Holmes Avenue to State Street
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$6,938,228

State Street to Maywood Avenue

$330,469

$330,469

$330,469

Maywood Avenue to Los Angeles River

$5,190,680

$12,176,716

$12,176,716

Total Construction Cost

$12,459,377

$20,199,249

$19,730,424

Funding Sources
State and Federal Funding Sources
Active Transportation Program
The California Transportation Commission developed
program guidelines and project selection criteria for
the first call for projects for the statewide Active
Transportation Program (ATP) in March 2014. The
Active Transportation Program consolidated and
replaced the former Transportation Alternatives
Program, Safe Routes to School Program, and
Bicycle Transportation Account. The second cycle of
the ATP was held in Spring 2015 and a third cycle
was held in Spring 2016. A fourth cycle of the ATP is
anticipated in 2017.

Environmental Enhancement
and Mitigation Program
The Environmental Enhancement and Mitigation
Program (EEMP) was established in 1989 and is
administered by the California Natural Resources
Agency and Caltrans. The program offers a total of
$7 million each year for grants to local, state, and
federal governmental agencies and to nonprofit
organizations, funded through gasoline taxes. EEMP
Funds are allocated to projects that either directly or
indirectly offset environmental impacts of modified or
new public transportation facilities including streets,
mass transit guideways, park & ride facilities, transit
stations, and tree planting to offset the effects of vehicular emissions, and the acquisition or development
of roadside recreational facilities, such as trails.

Recreational Trails Program
The Recreational Trails Program (RTP) provides
funds to sates to develop and maintain recreational
trails and trail-related facilities for both non-motorized and motorized recreational trail uses. The
RTP is an assistance program of the Department
of Transportation’s Federal Highway Administration
(FHWA). The RTP funds come from the Federal

Highway Trust Fund, and represent a portion of the
motor fuel excise tax collected from non-highway
recreational fuel use. RTP funds are distributed to
each state by legislative formula: half of the funds
are distributed equally among all states, and half are
distributed in proportion to the estimated amount of
non-highway recreational fuel use in each state. RTP
funds may be used for maintenance and restoration
of existing trails, purchase and lease of equipment
to construct or maintain trails, administrative costs
associated with the program, or operation of educational programs to promote safety and environmental
protection related to trails.

Highway Safety Improvement Program
The Highway Safety Improvement Program (HSIP)
is a core federal-aid program that aims to reduce
traffic fatalities and serious injuries on public roads.
Caltrans administers the program in California and
received $74.5 million for the 2010/11 Federal fiscal
year. HSIP funds can be used for projects such as
bike lane or sidewalk projects on local roadways,
improvements to Class I multi-use paths, or for
traffic calming measures. Applications that identify a
history of incidents and demonstrate their project’s
improvement to safety are most competitive for
funding. The Transportation Development Act can
also be used to fund related improvements; however,
these funds are allocated to cities on the basis of a
formula. The next HSIP call for projects (Cycle 9) is
expected to be announced around May, 2018.

Rivers, Trails, and Conservation Assistance
The Rivers, Trails, and Conservation Assistance
(RTCA) Program is part of the National Parks
Service. The project provides technical assistance
to help communities improve parks, establish trails,
and access rivers. The program provides technical
assistance in the form of on-site facilitation and
planning expertise. Applications for the 2017 funding
cycle are requested by June 30.

153

Randolph Street Feasibility Study

Land and Water Conservation Fund
The Land and Water Conservation Fund (LWCF)
provides matching grants to states and local governments for the acquisition and development of public
outdoor recreation areas and facilities. The program
is intended to create and maintain a nationwide
legacy of high-quality recreation areas and facilities
and to stimulate non-federal investments in the
protection and maintenance of recreation resources.

Transportation Development Act
Transportation Development Act was enacted by
the California State Legislature and is administered
by Caltrans. Article 3 of the TDA provides funding
for pedestrian and bicycle facilities. By ordinance,
Metro is responsible for administering the program
and establishing its policies within Los Angeles
County. TDA, Article 3 funds are allocated annually
on a per capita basis to both cities and the County
of Los Angeles. Agencies must submit a claim form
to Metro by the end of the fiscal year in which they
are allocated. TDA Article 3 funds may be used for
right-of-way acquisition, design costs, construction
or major reconstruction, retrofitting to comply with
the Americans with Disabilities Act (ADA), route
improvements such as bicycle detectors at signals,
and purchase and installation of supporting bicycle
facilities such as parking, lockers, and showers.

Environmental Protection Act Guidelines
The U.S. Environmental Protection Agency (EPA)
Brownfields Program provides grant funding to
empower states, communities, tribes, and nonprofits
to prevent, inventory, assess, clean up, and reuse
brownfields sites. To be eligible for this grant, the
applicant must be the property owner. The EPA
estimates awarding an estimated $54 million to 294
grants for the 2017 grant cycle.
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California Natural Urban
Greening Grant Program
The Urban Greening Program provides grant funding
to projects that transform the build environment
by reducing greenhouse gases and vehicle miles traveled, decreasing energy consumption, and creating
more walkable and bikeable communities. All selected
projects are required to plant trees to sequester and
store carbon, reduce building energy use by planting
trees to shade buildings, or reduce commute vehicle
miles traveled by constructing bicycle paths, bicycle
lanes, or pedestrian facilities as part of the project.
All projects are required to quantify and show a net
greenhouse gas benefit. Approximately $76 million
is available for urban greening projects for the 2017
grant cycle.

Regional and Local Funding Sources
At the regional and county level, SCAG and Metro
administer much of the funds that can be used to
implement active transportation projects. Metro
administers several programs that are sources of
funding for recommended projects. As mentioned,
federal and state programs are administered at
the state or county level and distributed to local
jurisdictions.

Metro Call for Projects
Metro is responsible for allocating discretionary
federal, state, and local transportation funds to
improve all modes of surface transportation. Metro
also prepares the Los Angeles County Transportation
Improvement Program (TIP). The Call for Projects
program is a competitive process that distributes
discretionary capital transportation funds to regionally significant projects. Metro accepts applications
for this program every other year. Funding levels for
each mode is established by the Metro Long Range
Transportation Plan.

Measure R

Toll Road Revenue

Measure R is a half-cent sales tax for Los Angeles
County to finance new transportation projects that
took effect in 2009. The Measure R Expenditure Plan
devotes its funds to seven transportation categories
as follows: 35% to new rail and bus rapid transit
projects, 3% to Metrolink projects, 2% to Metro Rail
system improvement projects, 20% to carpool lanes,
highways and other highway related improvements,
5% to rail operations, 20% to bus operations, and
15% for local city sponsored improvements. Many
jurisdictions use their local Measure R funding for
active transportation projects.

The Los Angeles County Metro Board of Directors
adopted a Toll Road Revenue Action Plan that targets
40% of revenues be invested in active transportation
projects within three miles of the I-110 and I-10
corridors. The policy will help ensure communities,
stakeholders, and all travelers along these corridors
to benefit from projects that include congestion
reduction, improved safety and access, transportation
options, and air quality/environmental improvements.

Measure M
Measure M is a half-cent sales tax increase and an
extension of Measure R sales tax to fund transportation improvements in Los Angeles County over four
decades that passed in November 2016. Measure
M is expected to generate an estimated $120 billion
over the next 40 years. Two percent of all Measure M
funds will be dedicated to fund active transportation
projects.

Public Private Partnerships
Increasingly, innovative bicycle projects are being
implemented with the assistance and funding from
private entities. One recent, high-profile example is
the sponsorship of New York City’s bicycle sharing
program by Citigroup. Additional examples of local
projects include the provision of shared bicycles
at hotels, the construction of shower and changing
facilities in office buildings, and the development of
bicycle storage rooms at new residential development
sites. These projects typically do not occur in the
public right-of-way (with the exception of Citi Bike in
New York, which utilizes on-street parking spaces in
partnership with the City for bike sharing kiosks).

Traffic Mitigation Fees
Some agencies have implemented development fees
that can then be used to fund various types of infrastructure. For example, a fee may be adopted for
each PM peak hour trip that is generated by a project.
This funding is combined with funds from other
projects to establish a source of funds to construct
the improvements that are on an adopted project list.
Based on the list of projects or other mechanisms,
the traffic mitigation program can be used to fund a
variety of projects that serve several travel modes.
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Appendix A.
Existing Conditions
Opportunities and Constraints
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Apendix B.
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