


Tarzana Crossing
 Table of Contents.............................1
 Advanced Design Studio.....................2
 The Site.............................................3 
 Neighborhood Council Goals..............4
 Community Issues & Opportunities .....5

Research
 Historical Analysis..........................6-7
 Plant Community............................8-9
 Circulation Analysis.........................10
 Housing/ Employment......................11
 The Orange Line..........................12-13
 Precedent Study..........................14-15
 Land Use Study...........................16-17
 Safety and Security......................18-19
 Complete Green Streets..............20-23

Specific Plans    
 Site Analysis.......................................24-25
 Site A (Topham W of Reseda)..............26-27 
 Site B (NW Corner Reseda & Topham)...28-29
 Site C (NE Corner Reseda & Topham)...30-31
 Site D (Green Streets Reseda Blvd).....32-33
 Site E (SW Corner Reseda & Oxnard)...34-35
 Site F (SE Corner Reseda & Oxnard.....36-37
 Site G (Oxnard West)..........................38-39
 
Conclusion..................................................40

Bibliography...............................................41

table of contents



22

ADVANCED DESIGN STUDIO  
UCLA Extension Landscape Architecture 
   Environmental Planning & Analysis
 PROGRAM DIRECTOR:
  Stephanie Landregan, ASLA 

 STUDIO INSTRUCTOR:
  Kathleen Bullard, ASLA

 STUDIO STUDENT DESIGNERS:      
  Gina Calica
  Debbie James
  Erick Jensen
  Jen Libby
  Richard Maxwell
  Stephen Schuster
  Nick Stupin
  Sharn Ure

 CLIENT:
  Tarzana Neighborhood Council
  City of Los Angeles

 In this Advanced Design Studio the students worked in cooperation 
with the Tarzana Neighborhood Council to model a mixed use development 
program along the Orange Line transit stop at Reseda Boulevard & Oxnard 
Street.   We were fortunate to have students in this class who were able to 
bring their experiences of growing up in a variety of locations and forms, 
including the San Fernando Valley and specifically this neighborhood, that 
helped inform our approach and final design.  It is often when we draw upon 
our emotional connections and experiences to place combined with an in-
formed design aesthetic that we yield the best solutions to underperforming 
spaces.  I believe that is the case here.  The class recognized with the help 
of our advisors Joe Bernstein and Kathy Delle Donne that the San Fernando 
Valley was formed primarily upon the ideal of catering to families – having 
safe places for children to play, convenient shopping and close neighborhoods.  
By putting ourselves in the role of children wanting to walk or ride their 
bikes around the neighborhood or parents running errands on the weekend, 
we realized where connections were broken or lacking and where amenities 
were needed most.   What you see here is a collaborative approach on the part 
of the students to redesign an area that will reinvigorate the local economy, 
make the residential and commercial areas more porous, and most impor-
tantly from a landscape architecture perspective, create a community more 
sustainable, beautiful, and livable for its residents.  
       Kathleen Bullard, ASLA 
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The Community of Tarzana
Orange Line Crossing at Reseda Boulevard and Oxnard Street

The site
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A RESOLUTION OF THE TOPHAM/OXNARD SUBCOMMITEE OF 
THE TARZANA NEIGHBORHOOD COUNCIL 

LAND USE COMMITTEE EXPRESSING A DESIRE TO ESTABLISH A NEW PEDESTRIAN- 
FRIENDLY, MIXED USE VILLAGE IN TARZANA FOR THE AREA LOCATED WITHIN ONE  
QUARTER OF A MILE IN ALL DIRECTIONS FROM THE RESEDA BOULEVARD STATION 
OF THE ORANGE LINE AND CREATING A COMMUNITY VISION FOR THE FUTURE         

DEVELOPMENT/ RE-DEVELOPMENT OF THIS VILLAGE.

the city’s ideas
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Community Issues and Opportunities
The following summarizes the most significant planning and land use issues 
and opportunities which were identified in the Encino-Tarzana Community 
Plan Area, last updated in 2003:

Residential  Issues
Need to preserve single family neighborhoods•	
Lack of open space in apartment projects•	
Cumulative effects if permitted development exceeds infra-•	
structure capacity
Need to preserve & enhance historic buildings/residences•	
Need for more affordable senior housing •	
Rising cost of housing•	
Compatibility between residential and industrial uses•	

Opportunities
Active homeowners groups promoting identification and pres-•	
ervation and rehabilitation of historic residences
Access and proximity to employment •	
Potential for residential and mixed use development along •	
commercial corridors
Undeveloped or underdeveloped land may allow opportunities •	
for clustered development
Potential for appropriately scaled new housing in proximity to •	
new transit facilities

Commercial  Issues
Lack of continuity of complementary uses and cohesiveness •	
Lack of overall parking and access within commercial strips •	
due to such physical constraints as shallow commercial lot 
depths
Unsightliness of new construction due to the lack of landscap-•	
ing architectural character and scale

 Opportunities
Support for efforts to preserve and rehabilitate commercial •	
and residential historic structures when located on commercial 
sites
Complement any unique existing development/uses to reinforce •	
desirable design characteristics and uses
Establish appropriate transitions between commercial (mixed •	
use) and adjoining uses, especially residential
Create pedestrian/friendly shopping areas by incorporating •	
street trees, benches, convenient parking/access, and maintain-
ing retail frontage at ground level

Industrial  Issues
Ensure that industrially zoned properties are located north of Ventura •	
Boulevard
To provide adequate protection for residentially zoned properties adja-•	
cent to industrial uses

Opportunities
Expand manufacturing uses that generate employment for the local •	
work force
Attract desirable (“clean”) industrial uses, thus generating less harm-•	
ful pollutants and lower noise levels
Providing appropriate administrative review for major expansions of •	
existing industrial sites when located near residential uses
Excellent access to regional freeways and rail services•	
Availability of sites planned for job producing uses that improve the •	
economic and physical condition of the area

Transportation  Issues
Establishing a route for a possible east-west transit rail line or trans-•	
portation corridor
Developing standards for development in possible transit station loca-•	
tions along the east-west route

Opportunities
Potential for joint development between private and public sectors to •	
integrate, optimize and coordinate new construction
Establishing the proper types of uses if the rail line is not used for •	
transit uses
Establish design features that complement adjacent uses for any future •	
transit station stop

Neighborhood Character
Preserve and enhance the positive characteristics of existing uses which 
provide the foundation for community identity, such as scale, height, 
bulk, setbacks and appearance

Issues
Scale, density and character of multiple dwelling housing adjacent to •	
single-family homes
Impact on street parking from new high density apartments•	
The need to preserve and rehabilitate historic areas with sensitivity to •	
the character of the established neighborhood
New development that complements significant historic structures•	

Opportunities
Development of areas adjacent to transit station stops provide opportuni-•	
ties to enhance community identity
Potential for appropriately scaled new housing in proximity to transit •	
facilities
Inclusion of mixed use development in commercial areas adjacent to •	
transit station stops
Development of specific design guidelines for areas located adjacent to •	
commuter rail service and transit stations stops
Rework inadequate transition between commercial and residential uses•	
Potential to determine the intensity, density and design of development in •	
proximity to transit station stops
Potential to incorporate needed facilities conveniently near transit sta-•	
tions stops such as child care, senior housing, and art and craft districts
Potential to reflect and enhance community identity with themes for each •	
transit station stop

Recreation, Parks & Open Space
Issues

Addition, expansion and/or improvement of needed local parks through-•	
out the Community should be accelerated, where feasible
Continued development of equestrian, hiking and bicycle trails•	
Providing public access to state owned parkland•	

Opportunities
Continued efforts to establish state and local park sites within the hill-•	
side areas

Major  Development Opportunity Site
One area has been identified as a major opportunity site: the rail line lo-
cated along Oxnard Street and portion of Topham Street. This designation 
is applied to areas which will potentially generate significant community 
wide impacts

Issues
Determine if the rail right-of-way should be retained for possible transit •	
line use
Determine where a transit station should be located along the rail right-•	
of-way
The increase in traffic volume in the vicinity•	

Opportunities
Integrating the development of the rail right-of-way adjacent properties•	

the city’s ideas
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Prior to Spanish domination, the area which would one day be known as Reseda/Tarzana was   
occupied by members of the Tongva Indian Tribe who live along the Los Angeles River.

Few people know that Tarzana is one of the oldest communities in the Valley. In 1769 when 
Gaspar de Portola became the first white man to visit the Valley, the Tarzana area was the 
second community he passed through. Soon after that, the Franciscan Friars came to found the 
San Fernando Mission. The land now known as Tarzana became part of those Mission lands and 
later part of the 116,000 acre Rancho Ex-Mission San Fernando. The only ones to visit the 
Tarzana area were a few Franciscan missionaries and travelers on the El Camino Real (The 
King’s Highway), now Ventura Boulevard. 

In the 1870’s the southern half of the Valley was sold to the Los Angeles Farm Homestead 
Association. Main stockholders in the association were Isaac Lankershim and I.N. Van Nuys. 
During the 1880’s, a new organization, the Los Angeles Farm and Milling Company, succeeded 
the Homestead Association, and the Tarzana area, together with the rest of the Valley, became 
a huge wheat field. In 1909, the Farm and Milling Co. sold out to the Los Angeles Suburban 
Homes Company. This paved the way for the Tarzana of today.

In 1911, one of the promoters of the Suburban Homes Co., General Harrison Gray Otis, pur-
chased 550 acres of what is now the heart of Tarzana. General Otis was the founder and pub-
lisher of the Los Angeles Times. He took a very active part in the development of the Valley.

In 1915, water to the Valley was provided through the Owens River Aqueduct and the Valley 
was annexed to the City of Los Angeles. This secured the Valley’s growth.

In 1919, Edgar Rice Burroughs purchased the Otis Ranch, built his home there and named it 
Tarzana Ranch.

In 1922, Charles L. Daniels purchased a 320 acre tract of land on Reseda Boulevard between 
the Southern Pacific railroad tracks and Ventura Boulevard and bordering Tarzana Ranch. Here 
he founded a town, Runnymede. Runnymede consisted of one-acre plots for poultry ranches, 
berry and truck farms. Soon there were 15 farms there. Although it experienced irrigation and 
climate problems, these were soon solved and the little town prospered. By 1928 there were 
ten square miles in the town, which included Burroughs’ Tarzana Ranch.

In 1923, Burroughs subdivided a portion of his land for homes. This was known as the Tarzana 
Tract. A promotional brochure of the era said of Tarzana Tract: ‘Chosen by Edgar Rice Bur-
roughs, author of the Tarzan Stories and The Girl from Hollywood, Tarzana is the pride of the 
beautiful San Fernando Valley. Tarzana will enjoy everything that makes for ideal home life. 
High elevation, water, gas, electricity, paved streets, etc.... Tarzana offers you homey, spacious 
acres, with cool, liveable surroundings. Here amidst nature’s own, on a subdivision in which the 
price includes all improvements, with convenient schools, churches and theatres, is the place to 
live. Do you know that you can buy one of these full acres for $1500, the price of a city lot in 
the poor district? Why hesitate? Come out into the open and see Tarzana.’

The Runnymede Poultry and Berry Association, a forerunner of the Tarzana Chamber of Com-
merce, was formed in 1923. The Women’s Auxiliary later became the Tarzana Women’s Club.

In 1927, the residents petitioned for their own post office. It was at this time that it became 
necessary to find a new name for the community since there was already a Runnymede in Cali-
fornia. A contest was held and the name ‘Tarzana’ was accepted. On December 12, 1930, the 
Tarzana Post Office (fourth class) opened in a store on Ventura Boulevard. The population of 
Tarzana at the time was about 300.

HISTORICAL ANALYSIS
By: Erick Jensen & Stephen Schuster

From the archives of Edgar Rice Burroughs, Inc and 
Used with permission

research
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During the 1930’s, Tarzana was known as the ‘Heart of Ventura Boulevard.’ A drug store, a 
grocery and a few other small stores were grouped together on Ventura Boulevard/Reseda 
Boulevard intersection, surrounded by many acres of small farms.

Tarzana grew slowly during the late ‘30s and early ‘40s, but after the war, a postwar boom 
brought prosperity to the little town. Soon many subdivisions began to appear in the hills and 
in the Valley itself. It soon became one of Los Angeles’ ‘bedroom communities.’ Today, Tarzana’s 
24,000 residents enjoy living in ‘The Home of Tarzan.’ Instead of a few small shops, today a 
wide variety of goods and services are offered. Instead of farms, modern Tarzana consists 
mainly of single family homes. A few apartment houses are located north of Ventura Boulevard. 
While the days of the chicken ranches, berry farms and sprawling ranches are gone, residents 
continue to enjoy gracious living in a tranquil atmosphere established by their predecessors. 
In addition to the facilities of the 1920s, modern Tarzana now has a park, a library, a freeway, 
banking facilities, ice skating and bowling centers, medical buildings, country clubs, and an 
extremely bright future.

Late 1940’s – 1950’s   A post war boom takes hold of the area converting   
    it into a suburban bedroom community.  Population of  
    Reseda grows from 4100 in 1940 to 16,000 in 1950.

1954      Red Car service in the West Valley is terminated.

1960        The 101 Ventura Freeway through the West Valley is  
    completed.

2005       Metro begins construction of the Orange Line bus   
    route through the Valley.

research
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According to Sunset Western Garden book, Tarzana is lo-
cated in zone 18, which means the climate is above and 
below the thermal belts in Southern California’s interior 
valleys. This articulates that the major influence on cli-
mate is the continental air mass; the ocean determines the 
climate no more than 15 percent of the time. Many of the 
valley floors of zone 18 were once regions where apricot, 
peach, apple, and walnut orchards flourished, but the or-
chards have now given way to homes and businesses. 

The valley provides ample winter chill for the plants that 
need it and enough heat in the summer for those that thrive 
in it.  The average temperature for Tarzana in the summer 
is 95 degrees and around 65 in the winter. In January 
through February the average precipitation is around 3.3 
inches. June through September is pretty much the dry 
season.  With this in mind, we can dictate the plantings 
that we use by the amount of sun they block out, the space 
their roots take up, and the water they may or may not 
require.  In short, time should be taken for thought and 
design about what effect trees will have on the street or 
garden before anything is planted.  

Much too often, inappropriate trees are planted in a 
streetscape design or they are planted too close to struc-
tures or to each other.  Trees that have invasive roots are 
regularly used as street trees and can damage sidewalks, 
streets, and underground pipes.  Trees that drop copious 
amounts of debris are planted in the path of pedestrian 
walkways or parking areas that can stain cars or concrete 
causing an undesirable look. 

Tarzana’s Plant Community
 By: Debbie James 

In Tarzana along Reseda Blvd starting from Ventura Blvd 
going north, there are Lagerstroemia indica (Crape Myr-
tle) lining the sidewalk on both sides of the street, planted 
far apart from each other. Same goes with Chitalpa tash-
kentensis, a beautiful flowered tree sparsely planted along 
the boulevard. The Jacaranda mimosifolia is also planted 
up the boulevard, giving it height and color along the street 
at its season’s peak.  Liquidambar styraciflua (American 
Sweet Gum) is planted at the corner of Reseda and Vic-
tory on the southeast corner. This was not a good choice 
because its roots are invasive and they are upheaving the 
sidewalk. In addition, the fruit spiny ball-like cluster drop-
ping all over the sidewalk make it difficult for pedestrians 
having to step on them.  

Overall, the existing planting scheme has no balance or 
continuity and no seasonal consideration in the designing 
process; most of the trees previously mentioned are all de-
ciduous, creating a cold lifeless bare street in the late fall 
until spring.             

SHRUB SPECIES   
COMMON NAME

A      
MATURE 

HEIGHT (FT.)

B     
MATURE 

SPREAD (FT.)

  C    
TREE TYPE

D                
GROWTH 

RATE

E     
PEST/DISEASE 
OCCURRENCE

F                 
SURFACE 

ROOTS

G                    
IRRIGATION 

NEEDS

H                      
SUITABILITY             
S= STREET      

Y= YARD          
P= PARK

COMMENTS

Cercis occidentalis 
Western Redbud

6-20 6-20 D M N N L Y/P Accent shrub or small tree, Sun to 
shade, good in perennial border or 
woodland

Artemisia californica 
California Sagebrush

1 1/2-5 4-7 E M N N L Y/P Aroma first and eye second, soft fine 
textured foliage

Ceanothus arboreus        
Ray Hartman Ceanothus

12-20 15-20 E F S N L Y/P Best known, prefers full sun, good 
screen or small tree

Lavandula angustifolia     
English Lavender

1-2 1-2 E M N N M Y/P Blossom spikes in a variety of purple 
color. Great lavender scent

Leptospermum  
Australian Tea Tree

10-30 10-30 E M N N L Y/P Useful plant year round, full sun.

research
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TREE SPECIES   
COMMON NAME

A      
MATURE 

HEIGHT (FT.)

B     
MATURE 

SPREAD (FT.)

  C    
TREE TYPE

D                
GROWTH 

RATE

E     
PEST/DISEASE 
OCCURRENCE

F                 
SURFACE 

ROOTS

G                    
IRRIGATION 

NEEDS

H                      
SUITABILITY       
S= STREET          

Y= YARD           
P= PARK

COMMENTS

Acer buergeranum     
Trident Maple

20-25 25-30 S M L N L S/Y/P Good tree for tight locations and under 
utility lines. Displays a nice red or 
orange fall color.

Erythrina caffra Kaffirboom 
Coral Tree

25-30 25-40 D F H Y L S/Y/P Accent Street Tree, should only be 
planted where proper micro-climate is 
suitable to tree

Geijera parviflora  
Australian Willow

30-40 20-25 E M L N L S/Y/P Fine textured tree with dense rounded 
crown. Gives a weeping willow effect; 
suitable for 5’ parkways, medians or 
cutouts.

Ginkgo biloba      
Princeton Sentry 

25-40 25-30 D S L N L S/Y/P Great street tree with great fall color. 
Leaves turn gold and drop all at once. 
It works well around hardscape, and 
adaptable to urban conditions.  

Jacaranda mimosifolia 
Jacaranda

30-60 30-45 D F M O M S/Y/P Accent street tree, planted only in low 
foot traffic areas, away from parked 
cars. 

Laurus nobilis        
Saratoga

30-40 25-30 E S M N L S/Y/P Foliage is dark green with bay leaf 
scent when crushed.  Good tree for 
tight places. Can be planted close 
together for screening

Magnolia grandiflora  
Russet Magnolia

40-60 0-20 E F M N M S/Y/P Shade tree for parking lot or street tree. 

Melaleuca quinquenervia 
Paperbark Tree

25-40 15-20 E S L N L S/Y/P Great tree for street, medians, parks 
and lawns. Trunk thick, sponghylight 
brown to whitish bark peels off in 
sheets. Foliage dull green and gives 
bottlebrush like appearance.

Podocarpus henkelii  
Long-Leafed Yellow Wood

35-50 35-55 S F L O M S/Y/P Suitable for 3’ min parkways, medians 
or cutouts. Good for under utility lines 
and understory planting. 

Pyrus calleryana  
Ornamental Pear

30-40 25-30 D F M N L S/Y/P Great tree for summer, fall and winter 
foliage color. Suitable for 4’ parkways 
or cutouts. Good for street sides, 
medians, parks and lawns.

Key to the matrix

A: Mature tree height (ft.) Note that actual height depends on soils, irrigation, and other factors.
B: Mature tree crown spread (ft.)
C: Tree Type: D= Deciduous, E= Evergreen, S= Semi-Evergreen, P= Palm
D: Growth Rate: F= Fast;  M= Moderate;  S= Slow.  Note that actual growth rate depend on  
 soils, irrigation, and other factors
E: Susceptibility to pests and disease: H= pest/disease sensitive, M= resistant, L= free from  
 pests/disease
F: Problems with surface roots: Y= can form large surface roots, O= occasional problem,            
 N= not a problem
G: Irrigation requirement: H= High, M= Moderate, L= Low
H: Locations where generally suitable to plant: 
     S= Street- difficult growing conditions in heavily used areas: median, streetside,   
           commercial plaza and retail. 
     Y= Yard-less difficult growing conditions, less public, sometimes restricted space. 
     P= Park-less restricted space, public use: parks, schools, commercial /industrial park

research
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 Existing circulation of the Tarzana Crossing area consists of bus, auto, 
bicycle, and pedestrian activity.  Metro bus lines available include the Orange 
Line, Metro Rapid Service, East-West Local Service, and Limited Stop Service 
(Metro).  The Orange Line, which runs every day between North Hollywood 
and the Warner Center, is a rapid bus alternative sometimes called a “train 
on rubber tires” that “connects commuters to the Metro Red Line  subway 
to Downtown Los Angeles” (Sotero and Littman).  Metro Rapid Service pro-
vides fast, frequent bus service with buses coming every 5-15 minutes during 
peak hours with limited stops at major intersections and connections with other 
transit services.  In the study area the Metro Rapid Service lines are the 741 
running along Reseda Boulevard (weekdays only), and the 750 along Ventura 
Boulevard (every day) (Metro).  The East-West Local Bus Service available in 
the study area includes the 154 which runs weekdays along Burbank-Oxnard-
Burbank RITC,  the 164, which runs every day along Victory Boulevard, and the 
150 which provides service everyday from the Universal City Station-Ventura 
Boulevard to the Warner Center (Metro).  The Limited Stop Service available 
in the area includes the 240 running everyday from Northridge to Reseda to 
Ventura to Universal City, and the 239, which runs weekdays only along White 
Oak Avenue to Zelzah Avenue to Rinaldi Street (Metro).

Circulation Analysis
By: Jen Libby

 Bicycle circulation existing in the Tarzana Crossing study area includes 
Class I bike paths and Class II bike lanes.  Class I bike paths are lanes placed 
off-street and are dedicated to bike traffic (North East Trees, 4).  Currently 
there is a Class I bike path running continuously alongside the Orange Line 
(Metro).  Where the Orange Line turns northeast just past White Oak Avenue 
the Class I bike path continues down Oxnard Street.  Another Class I bike path 
runs north from the White Oak River Crossing to Victory Boulevard. There it 
turns east and continues along Victory Boulevard (Metro).  Class II bike lanes 
are separate striped lanes located on-street and dedicated for bike traffic ad-
jacent to auto traffic (North East Trees, 4).  In the study site there is a Class II 
bike lane located along Reseda Boulevard which ends at the LA River (Metro).  
There is a second Class II bike lane which connects the Class I Bike paths on 
Victory Boulevard and Oxnard Street via White Oak Boulevard (Metro).  Class 
III bike routes are those routes located on-street where bikes and cars share a 
lane of traffic (North East Trees, 4).  There are no Class III bike routes in the 
Tarzana Crossing study area (Metro).

Los Angeles Bicycle Transportation MapLos Angeles Metro Active Transportation Map.

 Auto traffic in the study area is located on all major boulevards 
and side streets.  Traffic runs along all streets in both directions and is 
clearly the dominant form of transportation.  Pedestrian circulation can 
take place along all major boulevards and side streets.  Most major in-
tersections have four-way pedestrian crossings.  However, intersections 
between major boulevards and Topham Street, which runs along the 
Orange Line, are not four-way.  At Reseda Boulevard and the Orange 
Line crossing, an east-west crossing is not available at Reseda Boule-
vard and Topham Street on either the north or south side of the inter-
section.  Further down the Orange Line at Topham Street and Lindley 
Avenue there are no pedestrian crossings.  Finally at the Topham Street 
and White Oak Avenue intersection, also along the Orange Line, there 
are no east-west pedestrian crossings.

research
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Education

There are 6,951 people above 
the age of three who are en-
rolled in school.  Almost 38% 
are grades 1 - 8 and 31% are 
in college or graduate school.  
Nearly 18% are enrolled in high 
school and the rest (13%) are 
either in nursery/preschool or 
kindergarten. This gives us a 
direct account of the emerging 
youth generations in the area.
The total percentage of Tarza-
na’s high school graduates or 
higher is 87.6%. Of those high 
school graduates, 41% percent 
go on to earn a bachelor’s de-
gree.

Employment

Tarzana has 22,083 individu-
als over the age of sixteen who 
are categorized for an employ-
ment status.  Approximately 
62% of residents are in the la-
bor force and almost 59% are 
employed. 3% of residents are 
unemployed and over 38% are 
not in the labor force.  In addi-
tion, one tenth of all residents 
are in the Armed Forces.  Based 
upon the analysis, it is evident 
that Tarzana has a majority of 
employed residents, but it also 
has a significant amount of in-
dividuals who are not in the la-
bor force.

Housing

Tarzana’s family households ac-
count for 64% of the commu-
nity with 29% having children 
under 18.  48.5% are  married-
couple families.  Female only 
households are 11% with 6% 
having children under 18.  36%  
are non-family households, with 
28% living alone. And lastly, 8% 
of Tarzaza population is over the 
age of 65.

research
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 In 2005, Los Angeles Metropolitan Transportation Authority opened its first dedi-
cated Bus Rapid Transit T-Way. The Bus Rapid Transit or BRT is based upon similar sys-
tems that are in use throughout the United States and in various other countries. The 
name for the BRT in Los Angles is the ‘Orange Line’. The BRT is also known as ”Light 
Rail Lite” as it uses a system similar to that of the light rail, but with a few differences. 
The Orange Line has had its share of successes and failures.

 The major difference between the light rail and the BRT is that the BRT uses a bus 
on a dedicated road rather than a rail car on tracks. The total number of passengers that 
can be carried by each system varies greatly. The Blue Line’s three car trains can carry 
over 150 seated passengers and each Orange Line Bus seats only 57 passengers. On the 
light rail system the trains have to only stop at each station or every few depending upon 
time of day. The Orange Line Bus stops at every station and may have to stop at street 
crossings. The crossings for the light rail utilize safety features such as crossing arms, 
where as the Orange Line has no physical safety barriers protecting the bus from other 
vehicular traffic.  Due to a second accident involving the Orange Line, buses are now re-
quired to slow to 10 MPH while passing through intersections, thus lengthening the travel 
time of the bus.
 
 When the Orange Line was first opened, it was anticipated that it would not meet 
its expectations of ridership until 2020. This goal was met in 2006, far ahead of anyone’s 
expectations. As of June 2008, the average weekday boarding is 26,596. This number is 
up 4.4 percent from the previous year and up 8.7 percent from the month of May. 
 

 According to a survey taken by Metro in January 2006, 17% of riders were new to Metro, 
18% previously drove, and more than a third had a car that was in working condition. This survey 
also stated that 79% of Orange Line riders arrived to the Orange Line via means other than car. It 
was forecasted by planners that 80% would arrive by means other than cars. Of all those that com-
pleted the survey one third said that their travel time was reduced. 

 The Department of Transportation created a study that looked at BRT in the US and in se-
lected case studies. The study looked at both the Rapid and Orange Line. This study provides further 
information on the triumphs and pitfalls of the Orange Line. According to the study, service plan-
ning (origins to destinations) was not used to create the service pattern of the Orange Line based 
on three reasons. Those reasons are as follows: “1. Having multiple routes interlined into one cor-
ridor was viewed as potentially confusing to riders, particularly new riders. 2. For the Orange Line, 
LA City traffic engineers were concerned that multiple routes would overwhelm the traffic signal 
priority system, triggering a breakdown in automotive flows across the busway. 3. The goal in both 
projects was to develop service, not specifically to attract new riders.”

The Orange Line
 By: Nick Stupin
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 For those that live in the San Fernando Valley that want to use the Orange Line 
to get to their jobs in the Central Business District of Los Angeles, it is no quick trip. 
These people may need to take a city bus to drop them off at an Orange Line Station, 
ride the Orange Line which stops at every station, and then make a transfer at the end 
of the line to Metro’s Red Line subway, which also stops at every station en route to 
downtown. From there, one may need to transfer to the Metro Blue Line or even a 
DASH bus.

Conclusions and Recommendations: 
 Although the number of people that take the Orange Line has increased over 
the past three years, its average of weekday ridership is still far below the 140,000+ 
riders of its connecting heavy rail subway partner the Red Line. In order to increase 
ridership, it is suggested that there be an implementation of transit oriented design. 
As noted by the Department of Transportation, grade-separated running ways and sta-
tions similar to that of the Quick Way Model will increase the number of transit users. 
With this separation at crossings, the bus would not have to slow or even stop at cross-
ings that can have up to 18 different signal cycles. This would be a great reduction in 
the time of travel for those that use the Orange Line. Perhaps this would then increase 
ridership and turn the Orange Line into a complete success.
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Renown for having one of the best mass transit systems in the world, the 
Brazilian city of Curitiba was hardly an overnight success, but rather the 
result of decades of concentrated urban planning.

Beginning in the 1940’s, Curitiba city officials employed Alfred Agache, 
cofounder of the French Society of Urban Studies, to develop a city plan. 
What Agache delivered emphasized the city’s star pattern of boulevards, 
designated specific areas for industry and sanitation and laid out a variety 
of public amenities for the city’s downtown.  Unfortunately, due to high 
cost, only modest implementations of the plan were possible.

By the 1960’s, the population of Curitiba had expanded so rapidly, many 
feared the city’s long established character was now under threat.  To com-
bat this, Mayor Ivo Arzua in 1964 sought new proposals for an urban design 
for the city.  It was architect Jamie Lerner leading a team from the Uni-
versidad Federal do Parana who supplied the direction. Adopted in 1968 
as the Curitiba Master Plan, Lerner’s plan looked for strict control of urban 
sprawl, preservation of the city’s historic district and a reduction of down-
town traffic. 

To help accomplish the latter, Curitiba’s Master Plan called for the inau-
guration of a new roadway design, the Trinary Road System. The Trinary 
System utilized two one-way roads operating in the opposite directions 
that enclosed a smaller central two way road which would be dedicated 
to city buses only.  The system utilized Curitiba’s star patterned boulevards 
to bring traffic into the heart of the city. The plan also encouraged density 
near the trinary roadways and pushed lower density developments further 
from the road system.

By 1980 Lerner himself had become Mayor of Curitiba and helped ush-
er in an entirely new transit system, the Rede Integrada de Transporte 
(RIT). Discarding the idea of a city subway with its staggering construc-
tion cost as Curitiba’s answer to mass transit, RIT focused on the bus 
and what was possible.  RIT was based on the “Social Fare”, a single 
low priced admission that allowed the rider to travel up to 70 kilometers 
(in one direction). By charging a single fare, passengers making shorter 
trips help offset the costs of those making longer trips, which were usu-
ally the city’s more disadvantaged traveling in from the city’s outskirts. 

Precedent Study
 By: Stephen Schuster 
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Beyond RIT’s economic justice, there was also its convenience. While 
many of Curitiba’s one-way streets were congested with car traffic, 
the buses utilized the dedicated roads of the trinary system to rap-
idly access the city center. The buses themselves were grouped into 
three major categories. Express service between Curitiba’s outlying 
periphery and its downtown was handled by gray colored ligerinho, 
or speedy buses, which transported the city’s commuter travelers. 
For travel within the city, RIT utilized large biarticulated red buses, 
which carried up to 270 passengers along major transit routes.  Yel-
low buses moved travelers along secondary streets. There were also 
additional bus systems dedicated to health care transit and tourism. 
But efficiency didn’t stop there. RIT also utilized newly designed bus 
shelters.  These elevated elongated bus tube stations not only shel-
tered passengers, but were specifically designed to speed their entry 
and egress from the buses.

The result was a resounding success for RIT. In a city where the pop-
ulation had doubled since 1974 and car ownership was the highest 
anywhere in Brazil, RIT helped reduce auto traffic by 30%. Curitiba 
now also had the lowest atmospheric pollution in Brazil. 2.14 million 
people utilized the RIT daily, which was 85% of the Curitiba’s popula-
tion.   In 20 years, RIT had increased ridership by 400%. It is little 
wonder that when the cities of Bogota, Columbia; Guayaquil, Ecuador; 
and our own Los Angeles were looking for inspiration to help rework 
their own transit systems they turned to Curitiba’s own RIT.
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The project site is bounded by Kittridge Street on the north, Ventura Boulevard on the south, 
Wilbur Avenue on the west, and White Oak Avenue on the east.  Our site covers approximately 
1361.85 acres and is intersected almost symmetrically by the Metro Orange Line.

There are five different Land Use designations contained within our project boundaries.  These 
categories are Open Space / Public Land, Low Density Housing, Medium Density Housing, 
Neighborhood Commercial, and Light Industrial.

The Open Space / Public Land category includes local parks, as well as schools and public 
facilities.  Open Space / Public Land comprises 14 percent of the project site, or 193.83 
acres.

Low Density Housing, or Single-Family Residential makes up the largest percentage of land 
use with 590.59 acres, and 43 percent of the site.

Medium Density Housing, or Multi-Family Residential constitutes 31 percent of the site, or 
422.87 acres.

Neighborhood Commercial uses make up 14 percent of the site, with 117.82 acres.

Light industrial uses consists of 36.74 acres, and is the smallest land use category with our 
project boundaries, with just 3 percent of the site.

Land planning for the City of Los Angeles falls under the umbrella of several different docu-
ments.  The General Plan Framework is a long range, citywide, comprehensive growth strategy 
for Los Angeles. Because it examines the city as a whole, the Framework provides a citywide 
context within which local planning occurs.  

The General Plan Framework sets forth a conceptual relationship between land use and trans-
portation all across the City of Los Angeles.  It defines land use categories which better describe 
the character and function of the city as it evolves.  These categories are:  Neighborhood Dis-
tricts, Community Centers, Regional Centers, Downtown Centers, and Mixed Use Boulevards.

The project site, Tarzana Crossing, lies directly between two areas identified by the General 
Plan Framework as Community Centers.  These are located at the intersection of Sherman 
Way and Reseda Boulevard to the north and at Ventura Boulevard and Reseda Boulevard to 
the south.  

The General Plan Framework is a guide to long-range development and growth policy, 
establishing citywide standards, goals, policies, and objectives for citywide elements 
and community plans.  Due to the General Plan Framework’s flexibility, one must look 
at one of the thirty-five Community Plans that comprise the City of Los Angeles for 
more precise land planning determinations.

Tarzana Crossing lies within the Encino-Tarzana Community Plan boundaries.
The Community Plan is intended to promote an arrangement of land uses, streets, 
and services which will encourage and contribute to the economic, social and physical 
health, safety, welfare, and convenience of the people who live and work in the com-
munity. The plans are also intended to guide development in order to create a health-
ful and pleasant environment.

Land Use Study
 By: Richard Maxwell
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Chapter 3 of the Encino-Tarzana Community Plan stipulates the 
Land Use Policies and Programs of the community.  Objective 1-2, 
contained within Chapter 3, directly relates to our project site.

Objective 1-2 To locate new housing in a manner which reduces 
vehicular trips and makes it accessible to services and facilities.
Policies
1-2.1 Locate higher residential densities near commercial centers 
or transit stations and major bus routes where public services fa-
cilities, utilities and topography will accommodate this develop-
ment.
Program: Maintain and continue the implementation of the City’s
Land Use/Transportation Policy.
1-2.2 Encourage multiple residential development in commercial 
zones.
Program: The Plan provides the potential for a floor area ratio 
bonus by providing for mixed use corridors in specific commercial 
areas.
Program: Maintain and continue the implementation of the City’s
Land Use/Transportation Policy.

Urban Design guidelines are stipulated in Chapter 5 of the Encino-
Tarzana Community Plan. These design policies and standards are 
established to ensure that residential, commercial, and industrial 
projects, public spaces and right-of-way incorporate specific ele-
ments of good design. The intent is to promote a stable and pleasant 
environment. In commercial corridors, the emphasis is on the provi-
sion and maintenance of the visual continuity of streetscapes and 
creation of an environment that encourages pedestrian and economic 
activity. In multiple-family residential areas, the emphasis is on the 
promotion of architectural design that enhances the quality of life, 
living conditions and neighborhood pride of the residents.

Multiple Residential Site Planning is addressed specifically in Chapter 5 of the Tarza-
na-Encino Community Plan.  The guidelines as stipulated are:

 All multiple residential projects, of five or more units, shall be designed around
 a landscaped focal point or courtyard to serve as an amenity for residents.
 
 Toward that goal the following policies are proposed:
 1. Providing a pedestrian entrance at the front of each projects.
 2. Requiring usable open space for outdoor activities, especially for children.
 
 Design
 The design of all buildings shall be of a quality and character that improves
 community appearance by avoiding excessive variety and monotonous
 repetition. This policy can be accomplished through:
 1. Requiring the use of articulations recesses surface perforations and  
     porticoes to break up long, flat building facades.
 2. Utilizing of complementary building facades.
 3. Incorporating varying designs to provide definitions for each floor.
 4. Integrating building fixtures, awnings, security gates, etc. into design  
     of the building.
 5. Screening all rooftop equipment and building appurtenances from
     adjacent properties.
 6. Require decorative, masonry walls to enclose trash.

 Parking Structures
 Parking structures shall be integrated with the design of the building they
 serve through:
 1. Designing parking structure exterior to match the style, materials and
     color of the main building.
 2. Utilizing decorative walls, landscaping to buffer residential uses from
     parking structures.
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Safety and Security 
 By: Gina Calica

Crime

The Los Angeles Police Department West Valley Community 
Station serves the Tarzana area.   The station is located 1.6 
miles away from the development site.  The majority of crimes 
committed in the area within the last three years are property 
crimes (burglary, grand theft auto, burglary theft from vehicle, 
and other theft), which averages 57% higher than that of Los 
Angeles County and has remained relatively the same.  The most 
committed property crime was burglary theft from vehicles - 
followed by other theft, burglary and grand theft auto.  Violent 
crimes in Tarzana are about 60% lower than the Los Angeles 
County average.  These crimes consisted mostly of aggravated 
assaults - followed by robbery, rape and homicide.

Places with crime are also places without observers or guard-
ians.  The following are recommendations for the design of all 
public spaces that can lead to a reduction in the incidence of 
crimes and increased perception of safety:

•	 Increase	natural	surveillance	via	organized	strategies		
 such as police patrol and neighborhood watch.  Pro-  
 vide opportunities to see and be seen
•	 Install	features	that	control	access	to	the	site	and	elimi-	
 nate areas of opportunities for would-be perpetrators
•	 Reinforce	territoriality	by	clearly	defining	spaces	to			
 communicate ownership by the residents and other   
 legitimate users.  This can increase perceived levels of  
 risk to potential offenders
•	 Maintenance	of	the	site	and	its	features	is	a	sign	of			
 guardianship

Roadways and pathways should be designed to facilitate safe 
interactions between pedestrians, bicyclists, motor vehicle and 
transit vehicles.  The following are recommendations for design 
and mitigations:

Obstacles should be placed outside of the normal pe-•	
destrian path (e.g.  trash cans, newspaper racks, land-
scaping, utilities, signs, bike racks/storage)
Sidewalks and other pedestrian pathways should have •	
appropriate width, surface, separation from vehicular 
and bicycle traffic, lighting and signage along road-
ways
Surface should be paved with a smooth, stable and •	
slip-resistant material
Ample, consistent and uninterrupted lighting improves •	
the ability to observe activity and identify individuals.
Conduct pedestrian safety audits at transit stops and •	
surrounding areas regularly

1.  Pedestrian safety:
Highly visible crosswalk markings to identify preferred locations for pedestrian crossings•	
Warning signs or flashing lights at crossings that are in unusual locations, such as mid-•	
block.  Combined with markings, these features can provide more impact in slowing vehicu-
lar speeds
Additional crosswalks mid-block along Reseda Boulevard•	
Countdown pedestrian signals should be timed to allow adequate time for pedestrian cross-•	
ing
Center median islands to allow pedestrians to cross one direction of vehicular traffic at a •	
time, while offering a place of refuge to pause and rest.  This is especially necessary for 
slow-walking pedestrians
Reduced curb radii to reduce the speed of turning vehicles•	
Curb extensions (“bulb-outs”) reduce the crossing distance, as well as visually and physi-•	
cally narrows the roadway
Reduce speed limits in mixed use residential areas•	
Create buffers between sidewalks, vehicle lanes and bicycle paths. On street parking and •	
street trees can improve pedestrians’ perceptions of safety with respect to vehicular traf-
fic
Removal of physical obstructions on sidewalk (e.g. the advertisement display adjacent to •	
the Reseda/ Victory bus stop). The structure not only obstructs the pedestrian path, it pro-
vides a hiding place for a potential attacker
Removal of visual obstructions (e.g. utilities, landscaping, etc...) to provide clear sight •	
lines

research



18 1918

2.    Bicycle safety:

Create a buffer between bicycle paths, vehicular traffic and pedestrian •	
traffic such as on-street parking and/or landscaping strips
Designated striping, signing and/or colored paving help delineate the zone •	
assigned to bicycles while visually and physically narrowing the vehicular 
zone
Rumble strips are devices placed along the edge of a roadway and are •	
used to produce either a vibration and/or sound to alert motorists.  Some 
are raised bumps while others are depressions.  Research indicates that 
bicyclists are concerned with maneuverability problems, discomfort and/or 
loss of control while traversing rumble strips.  Key features of a “bicycle-
friendly” rumble strip:

A gap in the strip to allow bicycle movement out of the lane1. 
A shallow, ground-in strip that would provide an adequate amount 2. 
of stimuli to alert inattentive motorists, and that can be safely 
crossed by a bicycle
A form of warning for bicyclists at the beginning of a strip (e.g.  a 3. 
sign or painted stripe)

Designated and unobtrusive bike parking zone helps keep bicycles off the •	
sidewalk.  Bollards are used to clearly delineate the area and provide pro-
tection from vehicles.  This area should be well-lit and have a high degree 
of visibility to discourage vandalism and/or theft

 
3.    Transit Stop safety : 

Waiting facilities with amenities that increase passenger’s comfort levels and 
feelings of security can encourage travelers to use public transit. Bus stop 
locations should provide transit users with comfortable, safe waiting areas by 
incorporating the following:

Shelters with seating to provide protection from rain, wind and sun.  Shel-•	
ters should not obstruct visibility of immediate surroundings and vehicular 
traffic.  The structure should not impede the sidewalk and be located out-
side the designated pedestrian walking zone
Adequate lighting should be provided at bus stops and waiting areas for •	
passengers. A well lit area will not only increase feelings of security, but 
also will allow a transit vehicle driver to clearly see the bus stop area. The 
driver then is able to identify waiting passengers and possible obstructions 
in the bus stop zone.  Illumination of surrounding areas also allows riders 
to be aware of their environment, as well as watch for suspicious activity

Parking lots should have a high degree of observation from •	
buildings and streets to deter vandalism and/or theft from ve-
hicles of transit users

Traffic calming refers to slowing and reducing traffic on public 
streets.  The goal is to provide a safer environment for pedestrians, 
bicyclists and automobile drivers.  Research indicates that drivers 
are more likely to adjust their speed in response to existing condi-
tions (e.g. amount of traffic, pedestrians, lane width, road surface, 
and visual cues) than in response to posted speed limits.  Traffic 
calming techniques and devices include:

Physical:•	

Stop signs, rumble strips, medians, chicanes (sequence of  •	
 serpentine curb extensions)

Colored and/or textured pavement in pedestrian crossings•	
Bike lanes that reduce automobile lane width, which  •	

 provide a safer environment for bicyclists.  Bike lanes  
 are even more effective and safe when separated from  
 vehicle lanes by a curb or landscaping

Streetscape and visual cues:•	

Street trees visibly narrow a street and give the feel of  •	
 a neighborhood, generally causing drivers to reduce   
 their speed

Streetscape interest causes drivers to slow down•	
Maintenance of the streetscape enhances the desirability  •	

 of the community
 

Socio-cultural interventions:•	
Increased pedestrian and bicycle activity enliven the  •	

 community and foster a sense of pride, which helps cre- 
 ate a sense of safety
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COMPLETE GREEN STREETS & GREEN STREETS
 By: Sharn Ure

COMPLETE GREEN STREETS
The idea of complete streets is one of many policies that can enhance and revitalize our com-
munities.

A Complete Street is safe, comfortable and convenient for travel via automobile, foot, bicycle and transit. A 
Complete Streets policy ensures that the entire right-of-way is routinely designed and operated to enable safe 
access for all users.

Why we need Complete Streets

At present 25% of walking trips take place on roads without sidewalks or shoulders. Bike lanes 
are available for only about 5% of bike trips.

Guiding Principles of Complete Streets

 * The neighborhood, the district, the city and the region
Different neighborhoods need different types of streets. Thus complete streets come in different 
shapes and sizes depending on the neighborhood and how it connects to the surrounding area. A 
neighborhood should have a balanced mix of different types of streets from boulevards with wide 
sidewalks, to neighborhood ‘downtowns’ with wide sidewalks and slow traffic, to narrow residen-
tial lanes.

 * Connecting people to places
Complete streets are well connected to places people need to go. This provides more than one 
route to get to places and spreads out car traffic. The most connected streets are laid out in a tra-
ditional grid pattern. The least connected have a lot of cul-de-sacs and only a few large connected 
roads that everyone has to use to get everywhere. 

 * People biking and taking transit
We have come to think of our streets as just serving cards, but in cities many people get around 
other ways. We can walk, take a bus, take the subway, ride a bike or drive a car. Complete streets 
offer several options as efficient ways to get around and prioritize people’s needs to get around 
over the needs of cars.

 * People Walking
Teenagers and grandparents use streets and sidewalks, but they have different safety and travel 
needs. Both able-bodied people and people with disabilities use streets, but they too have dif-
ferent safety and travel needs. A complete street accommodates these diverse safety and travel 
needs for all ages and abilities, even if it is a boulevard with a lot of through traffic.

 * Trucks, fire, ambulance and police
Aside from providing efficient and safe travel for people, we also need efficient and safe travel for goods 
and services. Complete streets are designed to move goods and services such as emergency medical care, 
fire trucks, and police cars.

 * The environment
Complete streets are created with the environment in mind. This means that watersheds and other natural 
habitats are respected and accommodated as we create streets. 

 * Provide beauty, comfort and intrigue
A complete neighborhood street is one that is not only used for passing through but also for staying awhile. 
To get people to linger on our streets, we can turn them into outdoor living rooms that provide shelter from 
the elements – wind, rain, heat and coolness; a comfortable place to sit down; light; and intriguing things 
to play with and look at, such as landscaping, street furniture and public art.

 * Trees and plants
Trees and plants not only provide shade, comfort and beauty for pedestrians, but they also clean out air and 
maintain comfortable temperatures throughout the seasons. 

 * Street furniture and lighting
Street furniture and lighting entice pedestrians to linger on the street by creating comfort, safety and a 
sense of place.

research



20 2120

 * Functional and inviting bus stops
If public transportation is efficient, clean and safe it will be a well-used and viable transportation option. Without 
clean bus stops that provide shelter, bus schedules and a comfortable place to sit, public transportation will be 
unattractive to many. Complete streets have functional and inviting bus stops.

 * Create variety
A complete street has a variety of buildings and spaces for a variety of activities. This not only creates a variety 
of destinations, but a variety of places to stop along the way. Homes are very important because they create a 
constant presence of people, but a balanced mix of parks, schools, stores, offices, churches, restaurants, and the-
aters creates a complete street. The degree of variety will vary from neighborhood to neighborhood. 

 * Pay attention to building design
Buildings have a huge impact on how a street is experienced. Rather than facing the rear of the buildings, the en-
trances on a complete street come up to the sidewalk and face the street. This forms a street front that creates a 
sense of enclosure and encourages people to walk. Buildings on a complete street also have a variety of building 
types that are similar in height and are designed with quality workmanship, materials and attention to detail.

 * Make it walkable
A complete street will provide comfortable and safe space for people to leisurely walk and experience the neigh-
borhood. A complete street has sidewalks that are wide enough for two-way foot traffic; buffers between car 
traffic; crosswalks and medians; and short block lengths that encourage walking and slow drivers. 

 * Pay attention to size and boundaries
Street dimensions play an important role in creating complete streets that are safe and enjoy-
able. Street width, length, slope and the radii of curves, curbs and intersections have a lot to do 
with slowing traffic and making the street an interesting place to be. A complete street will also 
be well defined. It will have boundaries that clearly communicate where the edges of the street 
are and where a street begins and ends. These boundaries direct the pedestrian’s sight and help 
establish a sense of place. Streets are defined vertically by buildings and trees; they are defined 
horizontally by buildings, parks, and other spaces that may fill in the gaps.

 * Carefully place parking
A complete street is not dominated by parking spaces and is located in areas that do not detract 
from pedestrian activity. Generally, parking is placed at the rear of buildings; on-street parking 
is metered to manage parking and provide funds for the neighborhood; and parking structures 
have spaces that are available to anyone coming to the area. These three things minimize the 
need for parking spaces, maximize the use of the spaces we have, and pay for the upkeep of the 
sidewalks and streets.

 * Provide maintenance
Just because you build a complete street does not mean it will remain one. As always, it takes 
maintenance. A complete street is designed with materials that are easy to maintain and with a 
plan to keep it clean and in good repair.

 * Hide the utilities
It can be expensive to place utilities underground, but complete streets try to do this as much as 
possible to provide a more pleasant pedestrian environment. 
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GREEN STREETS

What are Green Streets

Green streets mimic natural conditions by managing runoff at the source, using the water as a resource 
rather than a waste.

A Green Street is a sustainable strategy that meets regulatory compliance and resource protection goals by using a natu-
ral systems approach to manage stormwater, reduce flows, improve water quality and enhance watershed health. 

Typically they are landscaped streetside planters or swales that capture stormwater runoff and allow it 
to soak through the ground as soil and vegetation filter pollutants, thereby replenishing groundwater sup-
plies that feed fresh, cool water to rivers and streams. 

Green Streets also make for attractive streetscapes that connect business districts, neighborhoods, parks 
and schools, and they can be designed to accommodate Complete Streets policies, the diverse traffic 
needs of cars, trucks, pedestrians and bicycles. 

The key features of Green Streets are:

Reduction of Impervious surface: Urbanization has created vast impervious landscapes which challenge 
the environmental sustainability of our cities. By reducing the amount of impervious surface requirement 
and integrating planting and landscaped areas, this design concept assists in stormwater management 
and reduction of heat island effect.

Improve water quality: Urban stormwater runoff pollutes the natural water system by contributing to 
the combined sewer overflows (CSO). This runoff can be partially treated by using a process of  biofiltra-
tion and specific plantings, which helps improve the quality of the water and prevent soil erosion. These 
methods of stormwater management also assist in controlling the volume and flow-rate of water, thereby 
reducing the chances of water quality impacts on fine sediment erosion.

Use the public-right-of-way for multiple purposes: The Green Street design approach recognizes and 
respects the finite limits of our natural land resources. By integrating stormwater infiltration and other 
public utilities, along with opportunities for recreation, the design promotes shared uses within the pub-
lic-right-of-way.

How to make Green Streets

Careful landscaping can help manage stormwater, save energy, reduce pollution and improve air qual-
ity. Even sites with space constraints or poor drainage can benefit from landscaping for stormwater 
management
. 
Stormwater treatments include:

Trees: Adding trees to landscaping is easy, attractive and has numerous stormwater benefits. A single 
mature tree with a 30 foot crown can intercept over 700 gallons of rainfall annually. Evergreen trees 
capture more rainwater in winter months than deciduous trees. 

Contained Planters: A container or box planter made from stone, concrete, brick, plastic, lumber or 
wood, is placed above ground on an impervious surface, filled with soils and plants that accept pre-
cipitation only – not stormwater. Rainwater is temporarily stored above the soil, then filtered down 
through the planter. Weep holes provide drainage onto the impervious surface. 

Vegetated Swales: Often referred to as bioswales or grassy swales, these gently sloping depressions 
planted with dense vegetation or grass treat stormwater runoff from streets, sidewalks, parking lots, 
rooftops and other impervious surfaces. As stormwater flows along the swale, vegetation slows and 
filters the water and allows it to infiltrate into the ground. If conditions prevail where soils do not 
drain adequately, the swales are lined and designed to convey runoff to a drywell or soakage trench.  

“there is a significant difference between running into someone while 
strollin down the street and running into someone when driving a 
car” - Jonathan Rose
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Vegetated Infiltration Basins: A landscaped (planted) depression that is either excavated or 
created with bermed side slopes, also known as rain gardens. Water from either an inlet pipe or 
from the flow over of impervious surfaces is directed into the basin and temporarily stored until it 
infiltrates into the ground. These basins often provide complete onsite infiltration for small storm 
events.

Flow-Through Planters: Structures or containers with impervious bottoms or placed on impervi-
ous surfaces. They do not infiltrate into the ground. Usually filled with gravel, soil and vegetation 
and typically waterproofed. Temporarily store stormwater runoff  on top of the soil and filter sedi-
ment and pollutants as water slowly infiltrates down through the planter. Excess water collects 
in a perforated pipe at the bottom of the planter and drains to a destination point or conveyance 
system. Planters can come in any shape, size or material.

Infiltration Planters:  Structures or planters with open bottoms that contain a layer of gravel, 
filter fabric, soil and vegetation that allow stormwater to slowly infiltrate into the ground. Storm-
water runoff temporarily pools on top of the soil and then slowly infiltrates through the planter 
into the ground.

Pervious Pavers: Paving stones or unit pavers  that are typically made of pre-cast concrete, brick, 
stone or cobblestone.  Pavers are placed within a rigid frame on top of a sand bed or an under-
drain system and usually form interlocking patterns, with sand or gravel filling the gaps between 
the pavers. Runoff passes through the gaps between to the underlying sub grade to infiltrate into 
the ground.

Pervious Pavement: Made of either pervious asphalt or concrete (also known as porous pave-
ment, porous concrete/asphalt). Both materials resemble conventional asphalt and concrete, but 
have more air spaces that allow water to pass through the pavement into a reservoir base of 
crushed aggregate through to the ground. It is designed to accept precipitation only and is typi-
cally thicker than traditional concrete to support the same loads.

Pervious Asphalt: Consists of coarse stone aggregate, asphalt binder and very little fine ag-
gregate. Water percolates through the small voids left in the finished asphalt into a thick layer 
of gravel that allows it to drain through quickly. Looks similar to conventional asphalt but has a 
rougher surface which accounts for its common name of ‘popcorn mix’.

Pervious concrete: Consists of specially formulated Portland cement, open-graded coarse ag-
gregate and water that has enough void space to allow rapid percolation of water. Looks similar 
to exposed aggregate concrete.

Turf Block: A form of paving that consists of interlocking concrete or plastic cells filled with soil 
and planted with turf grass or a low-maintenance ground cover (also known as grass grid, open-
cell unit paver, geoweb and geoblock). Water passes through the block into a reservoir base of 
crushed aggregate, then infiltrates into the subgrade. Turf block only accepts precipitation – not 
stormwater runoff.  It is best suited for areas with low traffic and parking volume, such as patios, 
walkways, terraces, residential driveways, overflow parking areas, emergency access roads and 
street shoulders.
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                                           Site B:
Neighborhood Commercial                       Chinese food
Barber shop                                                  Carpet warehouse                                    
Shopping Center with corner parking              Kung Foo                                
Palideno’s Night Club.  ( Local Band Bar )       Light Industrial                                          
Argentine Restaurant
Cleaners

Site C:
Neighborhood Commercial

Shopping Center with front and rear parking
Pizza delivery

Chinese Restaurant
Car Wash

Salon
Market

Cigar Shop

 Site G:
Light Industrial Zoning

                                     Site E:
Neighborhood Commercial              Auto Repair
Gas station (Am/Pm)                   Janitorial Management
European Restaurants 
Bars/Nightclub
Pizza-Sub Parlor 
Catering
Laundry

Site D:
Reseda Blvd From Hatteras St to 1/2 mi. N of Topham

Apartment Buildings - Two stories
Oxnard Blvd 1/2 mile east and west of Reseda Blvd
Parking for Metro dominates north side of street
Red Barn sites between Oxnard and Orange Line

Columbia Film School on southwest 
Commercial Facilities

Site F:
  SE Corner of Reseda Blvd and Topham St       
Neighborhood Commercial              Russian Market/ Deli/ Bar
Ice cream Shop                                              Drapery Shop
Party Supply store                                        European Clothing Store
Wedding Shop                                              Blinds & Contracting Supplies                                                     
Mexican Restaurant                          Perfume Shop
Middle-eastern Resturants                           Adult Bar
Convenient Store                                        Auto Repair Shops

Site A:
 Topham St West of Reseda Blvd:

Light Industrial
Auto Mechanic Garages line north side of street
Mostly Empty Orange Line parking on south side

Poor Street and Sidewalk Conditions
Signal light at the corner of Reseda Blvd

Direct access to neighborhood

Existing Usage & Users
 By:  Erick Jenen
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Topham Street west of Reseda Boulevard
  By: Sharn Ure

The goal for this area is to enhance social and pedestrian activity along the northwest side of the 
Orange Line whilst integrating the site into the surrounding community. 

Presently, the site is lined with single story automotive repair and body shops and a scattering of 
office spaces. The street is dominated by automotive use and has very little pedestrian activity. 

The design entails replacing existing buildings with two-story, mixed use structures that are set 
back from the sidewalk to allow for an increase in pedestrian traffic. Parking lots would be 
situated at the back of the buildings giving store frontage the ability to attract commercial activity. 
Sidewalks would be widened and planted to compliment the complete streets ideal whilst forming 
an aesthetically pleasing barrier between the site and the Orange Line’s stark linear parking lot. 

Site Specific -a-
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Included in the design would be an assisted living Senior Home to help 
accommodate the growing amount of low income senior citizens in the area, a 
non-denominational worship/community hall to aid in integrating the community, 
an urgent care medical center, diverse non-chain retail stores, bicycle repair 
and accessory shop, small multi-cultural markets and cafes. A small pocket park 
would be placed between the community center and senior home to add much 
need gathering and green space to the area. 

The premise is to bring Topham Street back into the community whilst linking it 
to the Orange Line commuters by offering a range of uses and services.

Site Specific -a-
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Northwest Corner of Reseda Boulevard &Topham Street
By:  Richard Maxwell

The intention behind the design of this corner was to create 
a large public plaza and control pedestrian circulation 
through the massing of the buildings, while maintaining a 
strong connection to the Metro Orange Line.  The larger 
buildings on the northwest corner of Reseda Boulevard and 
Topham Street are mixed use, multi-level structures, with 
residences on the upper floors, and retail and commercial 
uses at the ground floor.  Underground parking is provided 
beneath the buildings, with vehicular access located north 
of the site. These buildings are stepped back from the plaza 
as the building height increases in order to minimize the 
dominance of the structures in the space.  Each floor is 
bordered by large balconies that connect the residents to 
the outdoors and the plaza below.  

Situated near the corner of Reseda Boulevard and Topham 
Street is a two-story live/work building.  The lower building 
height will appear less imposing for pedestrians at this 
location and takes into consideration the scale of the 
surrounding buildings.  Planting areas sited between the 
large porches of the building and Topham create a pleasant 
cushion against traffic.

A large water feature is located at the intersection of the 
major axes of the plaza.  This fountain serves as a focal 
element within the plaza, creating a meeting place for 
residents, as well as amenity that will draw people into 
the space.  Raised planters with stacked stone seat walls 
line the central axis of the plaza, creating a delineation of 
space between the retail and commercial businesses and 
the public open space. Tables and chairs are placed within 
this alley of trees, providing seating and opportunities for 
eating al fresco.  

Site Specific -b-
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A bosque of California Sycamore trees rising out of 
a decomposed granite plane is located to the west of 
Reseda Boulevard at Topham Street, where another major 
entrance to the plaza is established.  This formal urban 
forest creates shade, provides increases permeability, and 
will help screen the Orange Line from the residences 
above.

An additional, more secluded seating area is nestled at 
the terminus of the major axis of the plaza.  This space 
is surrounded by low stacked stone walls, with planting 
areas surrounding the perimeter of this zone.  Western 
Redbud trees and drought-tolerant plant materials bound 
this area, providing visual interest and a natural buffer to 
the activity occurring within the plaza.

Site Specific -b-
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Southeast Corner of Reseda Boulvevard & Topham Street
By: Nick Stupin

The design for the site located on the northeast corner of 
Topham Street and Reseda Boulevard was based upon the 
desire to attract several user groups to the area. These groups 
include both new and existing neighborhood residents, those 
that walk to and from the Orange Line station, and those that 
use the bike trails. The goals of this site seek to revitalize 
and redevelop several under-utilized properties within this 
site boundary. The components of this plan seek to create a 
new pedestrian green belt to the park, new multi-unit housing 
developments, the development of a new multi-use office 
building, and a new news center and reading plaza. It is also 
recommended that the new and existing developments on this 
site utilize subterranean parking and green roof technologies.

Reseda Blvd

Site Specific -c-
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Green Streets on Reseda Boulevard
By: Stephen Schuster

Pedestrian WalkwayTwo-Way Bicycle path

Bio-Detention Planting

WOODNERF CROSSWALK

Bus Station with Ingress Lane

Site Specific -d-
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Southwest Corner of Reseda Boulevard & Oxnard Street
By: Debbie James

The gas station on the southwest corner of Oxnard Street and 
Reseda Boulevard is a very large space that not only services 
cars but has retail and small food marts.  The site is not 
very green; it has one tree and a few shrubs.  It is basically 
a lot of asphalt connecting to the main streets. However, it 
is conveniently located across from the Orange Line busway 
transit system. 

The design challenge was to develop a parkway playground 
that would bring in families from the community or people 
passing through.  The design, called Tarzana Junction 
Playground, creates an identity to the new urban development 
in the community.  The style replicates a Western theme that 
has a train, rock climbing, water tower, mini sheriff’s office 
and jail with a stagecoach in which to play.   It provides a 
place to stay, relax and enjoy the full amenities.  The entrance 
to the space is the main focal point; it gives you the option 
to travel along different paths to the playground, retail shops 
or restaurants.  There is an entrance from the back parking 
lot as well.   Once you enter the space, you feel as though 
you are in a park that is very green with surrounding trees, 
shrubs and grass.  Along the path to the playground, there are 
cut-out seating areas with planter boxes that separate the 
area into two spaces.   There are areas where you can put 
tables and chairs or picnic tables to sit and enjoy watching 
the children play in the playground.   The main focal point 
in the playground is a children’s water tower slide that is 
located in the center.   This space is open to allow all eyes on 
the children for safety and security.   The retail/restaurants 
shops are large enough to provide outdoor seating for patrons 
to enjoy the view.  

Site Specific -e-
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Southeast Corner of Reseda Boulevard & Oxnard Street
By Jen Libby

The goal for the southeast corner of Reseda Boulevard and Ox-
nard Street is to design the space at a pedestrian scale that uti-
lizes mixed use buildings with retail frontage at street level as 
well as outdoor dining areas.   The structures range in height 
from one-two stories at the street front and two-four stories at 
the rear of the site.  Small parking lots provide for quick stops 
and a bosque of Sycamores provides an “urban” forest with a 
centralized fountain.  The pedestrian is drawn into the central-
ized plaza and its fountain through a series of paseos leading 
from both the adjacent streets as well as the linear green-way 
to the east.  Furthermore, these paseos can be accessed through 
any of the buildings. 

Site Specific -f-
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Oxnard Street East of Reseda Boulevard
By Gina Calica

Site Specific -g-
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The goal is to create more usable space, eliminating the many un-
der-utilized parking lots and replacing them with a linear green-
way with pedestrian paths that would serve as a linkage between 
the transit development and the neighboring residential areas.  A 
two-story parking structure located at the corner of Etiwanda and 
Oxnard streets will provide parking for the development.  To protect 
the pedestrian scale, all buildings are designed to not exceed two 
stories.  The buildings include commercial and mixed uses with re-
tail frontage on street level.  All buildings are linked via pathways 
in front, centrally, and in the rear facing the park. The pathways and 
courtyards draw users through the spaces between the buildings and 
provide alternative routes.

Site Specific -g-
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Conclusion

Conclusion

The Tarzana Crossing project presented an interesting challenge in how to re-
habilitate aging suburban spaces in the context of new ideas on urbanism.  The 
Orange Line, while not the standard light rail station, nonetheless represents 
a chance for transit-oriented development and an opportunity to draw people 
to a retail/commercial area from further than the immediate area. 

A key element in our analysis was creating a model of the space.  Various 
proposals have been put forth for re-design that include six- to seven-story 
structures. We wanted to view this in the actual context of the site.  What 
we discovered was that such heights feel overwhelming when viewed in the 
context of the neighborhood which has primarily single family homes and two-
story apartment buildings.  Six- to seven-story buildings would block light to 
the existing residences.

We explored various themes for creating new spaces, but decided to respect 
the agricultural/ranch era of Tarzana and pay homage to this style of space 
and architecture.  Leonis Adobe, near Calabasas, represents this style and we 
drew inspiration from this area.

What results, we believe, are spaces inspired by the context of the Valley and 
the feelings rooted within some of our students who grew up there – a great 
place for families and children, enhanced through better walking and biking 
paths, places for children to play while parents shop, and more porous residen-
tial and commercial areas.
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