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INTRODUCTION 

The Port of Los Angeles (the Port) contracted with Jones & Stokes to perform an updated 
survey and evaluation of built environment resources at Berths 177–178 and Berths 180–181. 
The Port is planning a project involving removal of the two transit sheds and associated 
buildings and structures.  For the purposes of the California Environmental Quality Act (CEQA), 
the identification and evaluation of historic resources within the project area will support an 
assessment of the impact of the project on cultural resources.  Both berths and associated 
warehouses have been occupied since the 1920s by a variety of tenants, including California 
Cotton Mills Company, Coast Fishing Company, Williams, Dimond and Co., and the 
McCormick Steamship Company (Port of Los Angeles 1926, 1952).  In addition, Berths 180–
181 served for many years as a cased oil storage site.  A previous study concluded that the transit 
shed at Berths 177–178 does not appear to be eligible for listing in the National Register of 
Historic Places (NRHP).  This same study also found the transit shed at Berths 180–181 to be 
ineligible for the NRHP, but recommended the entire structure be reevaluated when it becomes 
fifty years of age (circa 2000) (San Buenaventura Research Associates 1996).  The study also 
stated that the structures at Berths 180–181 might be eligible for listing as a City of Los Angeles 
Historic-Cultural Monument.  The Port requested that Jones & Stokes provide a conclusive 
evaluation of properties at Berths 177–178 and Berths 180–181 to determine whether they 
qualify as significant historical resources for the purposes of CEQA. 

This report documents Jones & Stokes’ methods and findings of an intensive architectural 
survey and evaluation of Berths 177–178 and Berths 180–181.  Efforts included performing a 
review of the previous study, conducting additional archival research, surveying each of the 
buildings and structures at Berths 177–178 and Berths 180–181, and applying the eligibility 
criteria for listing in the CRHR.  Jones & Stokes historian Madeline Lanz, who meets the 
Secretary of the Interior’s professional qualification standards for historian and architectural 
historian, conducted all survey and evaluation work.  Ms. Lanz also conducted all additional 
historical research. 

METHODS 

Previous Studies  

In 1996, San Buenaventura Research Associates inventoried the Port facilities at Berths 
177–181 as part of a larger reconnaissance-level survey.  The purpose of the larger portwide 
reconnaissance survey was to identify areas with potential historical significance.  The report 
concluded that transit sheds located at Berths 177–178 and Berths 180–181 do not appear to 
meet the criteria for listing in the NRHP, although it recommended that Berths 180–181 should 
be reevaluated when the structure reaches fifty years of age (circa 2000) (San Buenaventura 
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Research Associates 1996).  These recommendations were not submitted to or concurred with by 
the California State Office of Historic Preservation. 

Archival Research  

Archival research for the current evaluation of the structures at Berths 177–178 and 
Berths 180–181 was conducted at the Port of Los Angeles and at the California State Library in 
Sacramento.  Research efforts focused on the development of a broader context for the role of 
harbor storage facilities in the trade process, and on the construction history and evolution of 
historic resources at Berths 177–178 and Berths 180–181. 

Fieldwork  

An intensive survey of Berths 177–178 and Berths 180–181 was conducted on November 
15, 2001.  Photographs and written descriptions of the transit sheds and associated outbuildings 
were prepared as part of this survey and are included in Appendix A of this report.    

HISTORIC SETTING  

Early History  

The following historical context has been adapted from reconnaissance-level surveys of 
the Port conducted in 1992 and 1996 by Mitch Stone of San Buenaventura Research Associates 
(San Buenaventura Research Associates 1996). 

The Port of Los Angeles is located at the southern most point in Los Angeles County, 
approximately 20 miles from downtown Los Angeles.  Given its location on the Pacific Ocean, 
the surrounding area historically served as a port facility to varying degrees.   

The Port sits within the boundaries of three historic ranchos conferred by Governor Pedro 
Fages to three veterans of the 1769 Portola expedition.  The three ranchos included Rancho San 
Pedro, Rancho Los Palos Verdes, and Rancho Los Cerritos.  The combined total acreage for the 
three ranchos equated to nearly 84,000 acres (Beck and Haase 1974).  As was common for the 
time, owners of the rancho lands earned a living through the raising of cattle and participation in 
the hide and tallow trade (Rawls and Bean 1993).  By 1830, San Pedro was known as the leading 
hide center on the west coast (Queenan 1986).   
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The annexation of California by the United States in 1848 and the gold rush of 1849 
resulted in an influx of new settlers to the San Pedro area.  Conflicts erupted between new 
landless residents and the rancho owners, and incidents of squatting became common.  A few 
older residents realized the profit potential of the port area, but it was largely underused for 
shipping during this period (Queenan 1986).  However, the area continued to serve as a center 
for cattle and sheep ranching.  One of the largest sheep operations in California, Flint, Bixby & 
Company, located the largest portion of their operation in San Pedro (Beck and Haase 1974). 

Initial Commercial Shipping, 1857–1897  

Phineas Banning, one of the area’s earliest residents, realized the promise of a 
commercial shipping port.  In 1857, he constructed new docks to capitalize on the increasing 
trade coming in and out of Los Angeles.  The endpoints of two primary routes to the southwest 
gold fields, the Gila River Trail and the Old Spanish Trail, stood at Los Angeles.  With his base 
location up the bay at a spot called Wilmington, Banning shuttled materials on smaller boats to 
and from a second location on the Rancho San Pedro waterfront. 

Banning also realized the importance of rail transportation between his operation on the 
bay and the growing city of Los Angeles.  With the assistance of investors, Banning organized 
the Los Angeles & San Pedro Railroad (LA&SP) in 1869, beginning a period of fierce rail 
competition in the San Pedro and Los Angeles area.  This route was the first to establish a 
reliable means of moving cargo from the ships coming into San Pedro Harbor to the City of Los 
Angeles. 

The first short line in Southern California, the LA&SP was acquired by the Southern 
Pacific Railroad (SP) in 1872.  In an attempt to break the stranglehold the SP had on shipping in 
the area, Senator John P. Jones from Nevada started the Los Angeles and Independence Railroad 
(LA&I) one year prior to SP’s acquisition of the LA&SP.  However, as with the LA&SP, the 
LA&I was soon absorbed into the SP system (Queenan 1986). 

Improved transportation to and from the harbor had a significant effect on the growth of 
Los Angeles, which at that time was expanding at an enormous rate.  Between 1880 and 1890, 
the city’s population grew from 11,000 to 50,000.  By the turn of the century, the population of 
Los Angeles had reached 102,000 (Matson 1920).  The increased population brought a need for 
more construction and living supplies, much of which came from ships destined for San Pedro 
shores. 

San Pedro Bay—Founding of Port of Los Angeles, 1897–1913  

The growth of commerce in Los Angeles required the formal establishment of a shipping 
port.  The federal government agreed to assist the City of Los Angeles by establishing its official 
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harbor in San Pedro.  This decision came after several studies recommended the San Pedro site 
over other locations, including a Santa Monica site pursued by Collis Huntington.  Huntington, 
an influential member of the “Big Four” (the founders of the Southern Pacific Railroad), shared 
responsibility for the completion of the transcontinental railroad in 1869.  Following an extensive 
battle with Huntington, the advocates of the San Pedro site won authorization from Congress for 
the establishment of a shipping port in March of 1897. 

In preparation for the opening of the Panama Canal, and in conjunction with its 
annexation of San Pedro in 1906, the City of Los Angeles extended its boundaries to coastal 
tidewaters.  The Port of Los Angeles and the Los Angles Harbor Commission were officially 
created in December 1907.  Numerous harbor improvements followed, including the completion 
of the 2.11-mile breakwater, the broadening and dredging of the main channel, the completion of 
the first major wharf by the Southern Pacific Railroad, the construction of the Angel’s Gate 
lighthouse, and the construction of the city’s first municipal pier and wholesale fish market.  By 
1909, both Wilmington and San Pedro were part of the City of Los Angeles (Matson 1920).  Due 
to this citywide growth, the Port of Los Angeles became the world’s largest lumber importer by 
1913. 

The opening of the Panama Canal in August 1914 effectively decreased the time spent by 
ships traveling between eastern and western U.S. ports.  In addition, the canal promised to open 
new trade opportunities worldwide.  In preparation for this new trade, the City of Los Angeles 
completed one of many large municipal terminals in the harbor.  However, the outbreak of 
World War I that same year temporarily brought the ideas of expanded worldwide trade to a halt  
(Queenan 1986). 

Wartime Changes, 1914–1950  

The principal uses of the Port changed considerably again when England declared war on 
Germany in 1914.  At the onset of World War I, the United States Navy, wishing to establish a 
significant presence on the Pacific Coast, took possession of a portion of the harbor for a training 
and submarine base. 

During the war, the Port was one of the chief sources of employment for residents of the 
Los Angeles area.  Shipbuilding enterprises, including Southwestern Shipbuilding Company, Los 
Angeles Shipbuilding and Drydock Corporation, and Ralph J. Chandler Shipbuilding, began 
turning out vessels by the dozens for the war effort.  The Port of Long Beach, established only 
two years prior to the onset of the war, offered the only southern California competition to the 
Port in terms of shipping and shipbuilding.  Competition between the two ports continues to the 
present day.   
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Despite the previous use of the Port for the shipment of goods both into and out of 
California, it was not until 1915 that the Port completed its first warehouse.  It was the 
completion of this building that symbolized the Port’s transition from a small poorly equipped 
landing to a significant seaport able to handle deep-sea ships with varied cargo (Queenan 1986).  
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The transshipment of cargo during this era was a very different process from the current system 
of containerization.  The movement of cargo required a series of labor and space intensive steps 
that in turn required certain buildings and facilities to ensure the most efficient and economical 
process.  Raw or finished goods would be transported via train or truck from the distributor to the 
port terminal.  Cargo destined for international or West Coast markets arrived at the Port of Los 
Angeles from across the southeast and southwest, and via the Panama Canal from the entire 
eastern seaboard.  If the goods arrived in sufficient quantity to justify immediate shipment, they 
would be loaded into one of the transit sheds located directly adjacent to the wharves.  When the 
ship arrived, the goods would be manually transferred from the transit sheds into the cargo hold 
of the ship.  The same process in reverse would occur at the destination.   

The significant increase in trade at the Port was exhibited in the fact that many more 
distributors constructed a large number of new warehouses and sheds between 1917 and 1930.  
Improvements to transportation systems within the harbor area also facilitated the growth of the 
import and export trade.  By 1917, a vast railroad network existed around the Harbor and Los 
Angeles, allowing for the efficient movement of goods throughout the country.  This system had 
an advantage over the Port of San Francisco in that it did not have the Sierra Mountain Range 
posing as an impediment to cargo shipments en route to the East Coast (San Buenaventura 
Research Associates 1996). 

Following the conclusion of World War I in 1918, the Port was increasingly used for the 
importation of lumber and other types of raw materials.  As with the prewar period, 
approximately 98% of the inbound cargo to the Port consisted of lumber to satisfy the rapid 
growth of the Los Angeles area.  Exceptional new construction of houses and factories 
necessitated the importation of lumber on a large scale (Matson 1920).  In terms of exportation, 
crude oil was the biggest product passing through the Port in the post-war years. 

The end of the war also generally meant the end of restrictions to trade.  Although lumber 
and crude oil were the biggest commodities to pass through the Port at that time, Los Angeles 
featured almost all types of industry, and the resulting products passed through the Port of Los 
Angeles.  Soon after the war’s end many different types of commerce and business activities 
existed in the area.  Although harbor facilities existed at the time for products such as oil, 
lumber, shipbuilding, and fish, new facilities were developed to handle products such as cotton, 
borax, citrus crops, and steel.  In 1923, the City of Los Angeles passed a harbor improvement 
bond measure, which resulted in the construction of additional wharves to meet the demands of 
increased imports and exports.  By 1929, in an effort to streamline the railroad portion of 
shipping within the harbor, the various railroad companies, including the Southern Pacific, 
Union Pacific, Santa Fe, and Pacific Electric Railway, consolidated their operations under the 
title the Harbor Belt Line Railroad (Queenan 1986; San Buenaventura Research Associates 
1996). 
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During the Depression years, the traffic within the Port slowed as part of the far-reaching 
effects of the collapse of the American economy.  Although the Port witnessed a sharp decline in 
international trade, the Harbor Commission continued to make improvements including a new 
breakwater extension, completed by 1937, and the construction of new or the expansion of 
existing cargo and passenger terminals, including Berths 177–178 and Berths 180–181.  The 
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federal government’s Works Progress Administration (WPA) helped the Port finance passenger 
and freight terminals as well as wharf and other improvements (Queenan 1986). 

Word War II brought new life and distinction to San Pedro as it was one of the closest 
major American ports to the fighting in the Pacific Ocean.  Between the years 1941 and 1945, 
ship and aircraft production facilities in the harbor area worked day and night to manufacture 
over 15 million tons of war equipment.  In addition to serving as a location for the production of 
wartime materials, the Port witnessed the passage of hundreds of thousands of military personnel 
en route to and from war zones. 

Following the war, the Los Angeles Harbor Department launched a broad restoration 
program.  Many of the facilities within the harbor required maintenance that had been delayed 
during the war years.  Although the adjacent Long Beach Harbor conducted its own 
improvements while battling subsidence (the “sinking” of the land from the many years of oil 
extraction), the Port of Los Angeles improved a number of its buildings, and removed many 
temporary wartime buildings (Queenan 1986). 

Containerization: 1950 to Present  

The methods of shipping changed dramatically following World War II with the advent 
of containerization.  Previously, cargo loading was labor intensive: individual pieces of cargo, 
drums, boxes, bags, or crates, were loaded into ships.  The cargo was brought to the dock by 
truck or train, and the individual pieces of cargo unloaded into buildings, called transit sheds, 
that lined the wharf.  Cargo was sorted and organized in these transit sheds and then moved to 
the wharf for loading.  The cargo was loaded as individual packages into the ship’s cargo holds 
by either ship-based or shore-based cranes.  Once in the ship’s holds, the cargo was stowed by 
longshoremen.  Some efficiency was achieved by placing several individual containers (e.g., 
drums, bags, or boxes) on a pallet and then loading the pallet into the cargo hold.  Alternatively, 
longshoremen would place the individual pieces of cargo in cargo nets that were hoisted into the 
ship where the individual pieces of cargo were unloaded and stowed. 

Containerization is a mode of cargo transport in which appropriate cargo is shipped in 
standard-size (20- or 40-feet-long) sealable metal boxes.  These boxes are designed to be placed 
on special trailers and are transported to and from the Port by trucks or rail.  Movement of goods 
occurs when an empty container is delivered by truck to a location (manufacturer, warehouse, or 
other enterprise) where the box is loaded with cargo and sealed.  The box is then transported by 
truck or train to the Port, where primarily shore-based cranes lift the container from the trailer 
and place it on the ship’s deck or in its cargo hold.  Once the container is delivered to the 
destination port, the process is repeated in reverse.  This consolidation of cargo in standard-size 
containers reduces the labor force necessary to load cargo, decreases loading and unloading 
times, decreases loss via theft or damage, and improves the overall efficiency or transport.  In 
addition, containerizing cargo in this manner allows greater integration of transport by truck, 
train, and ship, leading to further efficiencies.  After the introduction of containerization, 
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shippers gradually adopted this manner of transport for most cargo that could be placed 
economically in containers. 

With containerization came the need for the maritime industry to adapt to the needs of 
this mode of transport.  This adaptation involved not only new ships, truck trailers, rail cars, and 
cargo cranes (designed and built specifically to handle the standard cargo containers), but also 
new port facilities.   

When the old loading method was used, cargo terminals were designed to maximize the 
“surface area” of the terminal by providing large berthing space at wharves with little backland 
(transit sheds) to service each wharf.  This was done because the rate-limiting step in the 
shipment of cargo through ports was the loading and unloading of ships and the handling of 
cargo. 

Containerization required “large volume” terminals, with expansive backlands (compared 
to wharf length) primarily dedicated to parking for trailers and internal roadways to service each 
wharf.  With the efficiency of loading brought about by containerization, the limiting factor was 
no longer movement across the wharf but the organization and optimization of storage of 
containers awaiting shipment, movement to and from the wharf, and cargo flow into and out of 
the terminal via road or rail.  Thus, ports either had to develop new terminals to meet the needs 
of the new geometry required by containerization or redevelop older terminals.  In addition, the 
weight of cargo “packages” (i.e., containers) increased dramatically with containerization, 
requiring much larger cranes and, correspondingly, a shift from timber to concrete wharves. 

The Port continued to change during the 1970s.  Major improvements included the 
deepening of the main channel to accommodate the larger container vessels entering the bay, the 
purchase of land to expand terminals, and the replacement of older wharves that could not bear 
the increased weight of newer containers. 

Worldwide shipments through the Port increased during the latter half of the 20th 
century, as oceangoing vessels grew to sizes no longer able to negotiate the Panama Canal.  
Using a “land-bridge” system, shippers wishing to pass materials from the Pacific Ocean to the 
Atlantic Ocean realized the more efficient prospect of unloading at the Port of Los Angeles, 
moving materials via truck or train, and subsequently loading the same materials onto ships 
waiting on the east coast.  International users of the Port changed over time.  The early users 
were industrialized nations such as Japan, Australia, and New Zealand.  However, smaller 
developing countries of the Pacific Rim such as South Korea, Taiwan, Indonesia, Malaysia, and 
Hong Kong eventually became the most common users of the Port (Queenan 1986). 

Port of Los Angeles Oil Production and Shipping  

The oil production location known as Los Angeles basin encompasses the region of 
southern California surrounding the City of Los Angeles.  The basin is approximately 22 miles 
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wide and 42 miles long and sits in the southern portion of Los Angeles County and the 
northwestern portion of Orange County.  The region is bounded by the Santa Ana Mountains on 
the east and the Pacific Ocean to the southwest.  Although not the first to be discovered in 
California (that distinction goes to a well drilled in 1865 on the northern California coast near 
present day Petrolia), the oilfields of the Los Angeles basin played a significant role in 
California’s petroleum industry during the first two decades of the 20th century.  California has 
historically been a key player in the industry and led the nation in oil production for many years 
during the first four decades of the 20th century (Franks and Lambert 1985). 

Oil drilling in the Los Angeles basin began before the turn of the century.  As early as 
1909, the greater Los Angeles area was considered a major refining center.  The refining process 
of crude oil allowed for its conversion into many different types of usable products such as 
kerosene, grease, lubricating oils, and asphalt.  The constant growth of southern California led to 
an ever-increasing need for these products. 

Two overriding factors helped increase the desirability of crude oil from California 
following the turn of the century.  The first was the fact that many railroads on the west coast 
(increasingly followed by other railroads nationwide) converted from coal (largely imported) to 
the cheaper, locally obtainable, and more plentiful oil as their fuel.  This conversion also took 
place on many oceangoing vessels (Franks and Lambert 1985).  The second factor driving the 
search for crude oil was the explosion of automobile use during the 1920s.  Gasoline, considered 
a useless byproduct of the refineries and deemed an extreme nuisance, was difficult to dispose of 
at that time.  However, in the new age of the internal combustion engine, gasoline became the 
most important ingredient in a barrel of oil and therefore a highly valued commodity (Rawls and 
Bean 1993). 

Oil companies realized the need for port facilities able to handle the increasing quantities 
of oil and refined petroleum products leaving the Los Angeles area for the east coast and other 
world destinations.  In 1909, the Union Oil Company authorized the financing of the Outer 
Harbor and Dock and Wharf Company.  Union Oil helped organize the Outer Harbor and Dock 
and Wharf Company in order to create a terminal at San Pedro Harbor adequate for 
accommodation of larger and heavier oceangoing steamers produced at the time.  In addition to 
the terminal facility, the new company also provided other improvements such as new sea walls, 
wharves, and industrial sites (Welty and Taylor 1956). 
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In 1919, about two-thirds of California’s oil came from the lower San Joaquin Valley, 
and the major refineries were concentrated in the San Francisco Bay Area.  However, in the 
1920s predominance in all aspects of the oil industry passed to the Los Angeles region.  In 1923, 
the production of oil from Signal Hill, Santa Fe Springs, and Huntington Beach, combined with 
the remaining smaller pools of the Los Angeles Basin, accounted for 20% of the world’s total 
production of crude oil (Franks and Lambert 1985).  Only the state of Oklahoma rivaled 
California in terms of total production numbers at the time (Federal Trade Commission 1921).  
Exports of oil from the Port of Los Angeles made it the largest oil port in the world.  In 1925, the 
value of oil refinery products was twice the value of the output of California’s second-largest 
branch of manufacturing: the canning and preserving of fruits and vegetables (Rawls and Bean 
1993). 
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During the 1920s, larger regional producers including Union Oil and Standard Oil of 
California (now Chevron) dominated the Port of Los Angeles.  Many smaller local producers 
including California Petroleum, Julian Oil, Hancock Oil, General Petroleum, Pan-American Oil 
(later, Richfield Oil), and Associated Oil also used the Port facilities.  The largest out-of-state 
producers located in the region were the Texas Oil Company and Shell Oil (San Buenaventura 
Research Associates 1995).  

By the end of the 1920s, California had firmly established itself as a major supplier of 
crude oil and the center of America’s petroleum industry (Franks and Lambert 1985).  
Destinations along the Atlantic seaboard (most notably New York) received a large amount of 
the crude oil shipped out of San Pedro.  In addition, Asia, Hawaii, and other Pacific locations 
received oil out of the Port of Los Angeles.  In light of this seemingly insatiable market, 
companies on both the east and west coasts acquired ships able to handle the larger oil cargoes 
(Oil Age1923). 

Throughout the initial stages of the boom, when oil and petroleum products sold quickly, 
storage was not considered important.  Some of the earliest tanks were simple, concrete-lined 
excavations covered with steel tops (Franks and Lambert 1985).  Overproduction became a 
problem in the 1920s, and by 1930, California’s oil wells were producing an unprecedented 
amount of crude oil.  In that year, the industry put out an average of 887,000 barrels a day, 
whereas the market could absorb only 675,000 barrels a day (Welty and Taylor 1956).  
Worldwide, there was a lower demand for oil in the post-World War I era (Franks and Lambert 
1985).  Storage problems quickly became a primary concern as oil companies continued to pump 
out crude oil with the fear that if they stopped the competition would continue to collect oil 
regardless of whether anyone had a place to store it (Oil Age 1922). 

Following the increased production in the Los Angeles Basin in the 1920s, many of the 
major oil companies drafted plans to increase their storage in the southern portion of the state.  
The relentless rates of production meant that any new storage only allowed for a reprieve of 
approximately a year or two (Oil Age 1923).  Many oil companies produced new terminals to 
counteract the problem, some costing as much as $1 million (Oil Age 1924). 

At the end of the 1920s, the oil production companies, seeking new sources of local oil, 
began looking northward toward the Sacramento Valley, the northern San Joaquin Valley, and 
the northern Coast Ranges.  In 1936, the General Petroleum Company found the last major oil 
deposit in the Los Angeles Basin.  Located along the northwest edge of San Pedro Bay, the 1936 
find marked the end of the Los Angeles Basin oil boom (Franks and Lambert 1985). 
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SIGNIFICANCE CRITERIA  

California Register of Historical Resources Criteria 

CEQA guidelines define three ways that a property can qualify as a significant historical 
resource for the purposes of CEQA review: 1) if the resource is listed in or determined eligible 
for listing in the California Register of Historical Resources (CRHR), 2) if the resource is 
included in a local register of historical resources, as defined in section 5020.1(k) of the Public 
Resources Code or identified as significant in an historical resource survey meeting the 
requirements of section 5024.1(g) of the Public Resources Code unless the preponderance of 
evidence demonstrates that it is not historically or culturally significant, or 3) the lead agency 
determines the resource to be significant as supported by substantial evidence in light of the 
whole record (California Code of Regulations, Title 14, Division 6, Chapter 3, section 15064.5).  
 
The CRHR was created by the State Legislature in 1992 and is intended to serve as an 
authoritative listing of historical and archaeological resources in California.  Additionally, the 
eligibility criteria for the CRHR are intended to serve as the definitive criteria for assessing the 
significance of historical resources for purposes of CEQA.  In this way establishing a consistent 
set of criteria to the evaluation process for all public agencies statewide.   

For a historical resource to be eligible for listing in CRHR, it must be significant at the local, 
state, or national level under one or more of the following four criteria: 
 

 (1) it is associated with events that have made a significant contribution to the broad 

patterns of local or regional history, or the cultural heritage of California or the United States; 

 

 (2) it is associated with the lives of persons important to local, California, or national 

history; 

 

 (3) it embodies the distinctive characteristics of a type, period, region, or method of 

construction, or represents the work of a master or possesses high artistic values; or 

 

(4) it has yielded, or has the potential to yield, information important to the prehistory 

or history of the local area, California, or the nation. 
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In order to understand the historic importance of a resource, sufficient time must have 
passed to obtain a scholarly perspective on the events or individuals associated with the resource.  
A resource less than fifty years old m 

Integrity 

 

The question of integrity is an additional factor that must be addressed.  Integrity is the 
authenticity of an historical resource’s physical identity evidenced by the survival of 
characteristics that existed during the resource’s period of significance.  Historical resources 
eligible for listing in the CRHR must meet one of the criteria of significance described above and 
retain enough of their historic character or appearance to be recognizable as historical resources 
and to convey the reasons for their significance.  Historical resources that have been rehabilitated 
or restored may be evaluated for listing. 

Integrity is evaluated with regard to the retention of location, design, setting, materials, 
workmanship, feeling, and association.  It must also be judged with reference to the particular 
criteria under which a resource is proposed for eligibility.  Alterations over time to a resource or 
historic changes in its use may themselves have historical, cultural, or architectural significance. 

It is possible that historical resources may not retain sufficient integrity to meet the 
criteria for listing in the NRHP, but they may still be eligible for listing in the California 
Register.  A resource that has lost its historic character or appearance may still have sufficient 
integrity for the CRHR if it maintains the potential to yield significant scientific or historical 
information or specific data.  (California Office of Historic Preservation 2001) 

Significant Resource Types  

The historic significance of the Port relates to the role that the Port facilities played in 
expanding the commercial and economic success of Los Angeles, which coincided with Los 
Angeles’ emergence as an “international” city between the 1920s and the 1940s.  Facilities 
typically associated with this theme include buildings and structures constructed to facilitate 
transshipment of goods from oceangoing vessels to rail or truck systems, especially those 
improvements added either by major shipping companies or by the Port in a portwide expansion 
aimed at meeting the demands of increased usage of the Port during this period. 
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HISTORIC RESOURCES  

Berths 177–178 and Berths 180–181   

History  

Berths 177–178 and Berths 180–181 were initially constructed and developed as two 
separate and distinct terminals.  Over the past 50 to 60 years, however, one or more tenants have 
operated the berths as a single terminal.  The following is a discussion of Berths 177–178 and 
Berths 180–181 and their associated resources as separate terminals, although they continue to 
function as one facility. 

Berths 177–178.  In 1924, the Port constructed a wharf and transit shed at Berths 177–
178.  Within two years, the California Cotton Mills Company and the McCormick Steamship 
Company occupied the site (Port of Los Angeles 1926).  By 1935, the Port enlarged the transit 
shed to function as a passenger and general cargo facility as cargo congestion throughout the 
Port became increasingly acute.  The shed was extended at its southern elevation by 16,500 feet, 
thereby increasing the storage area an additional 25%.  The enlarged building measured 736 by 
120 feet and covered 122,880 square feet.  Additional upgrades at the berth included earthquake 
retrofitting the structure (as a result of a 1933 earthquake) and replacing portions of the wharf 
with creosoted timbers (Board of Harbor Commissioners 1935).  Two rail tracks, a highline track 
running along wharf side and a lowline track located by the backlands (landside), were installed 
to serve the transit shed.     

 In 1940, to further relieve cargo congestion at the terminal, the Port authorized the 
extension of the transit shed at its northern end and the construction of a general office (for use 
by steamship companies assigned to the berth) in the interior of the building.  The consolidation 
of various offices throughout the shed into one area provided more cargo storage space, thereby 
increasing the efficiency of terminal operations (Board of Harbor Commissioners 1940).  In 
1965, a 60-foot flat roofed extension was constructed along the entire western (landside) 
elevation (Port of Los Angeles Engineering Division n.d.).  An administration building, an office 
building, and three cranes were located on the site within the past 50 years to further facilitate 
operations at the terminal. 

 From the early 1950s to as late as 1975, Williams, Dimond and Company (a shipping 
organization) used Berths 177–178 as a general cargo terminal (Port of Los Angeles 1952, 1975).  
In the 1980s, PASHA Stevedoring LP (PASHA) occupied the site.  PASHA, a stevedore and 
terminal operator, continues to use the terminal (in addition to Berths 143, 146, 174–181) to 
discharge and load liner cargo.  The terminal serves multiple shipping lines including KSH 
Shipping; Marian Shipping; Pan Ocean Shipping Company, Saga Forest Carriers, Sk Shipping, 
and Tokai Shipping of America Inc. (Port of Los Angeles 2001; Fred Van Deventer, personal 
communication 2001). 
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Berths 180–181.  Port records indicate that as early as 1918, Coast Fishing Company 
occupied Berths 180–181.  The company remained at the site as late as 1935 (Port of Los 
Angeles 1918, 1935).  In the 1920s, the Union Ice Company and the United Tuna Packers 
Company were operating at the terminal (Port of Los Angeles 1928; Board of Harbor 
Commissioners 1929).  In 1924, the Port embarked on measures to convert the terminal to a 
cased oil facility.  When the petroleum boom occurred suddenly in the 1920s, the Port soon 
found that it lacked adequate oil facilities and took immediate measures to rectify the problem 
(Queenan 1983).  

  The planning and construction of changes to Berths 180–181 took place during the late 
1920s.  Initially, the Port authorized construction of a temporary metal shed covering 24,000 
square feet to serve as a cased oil facility.  Over the next few years, because of its additional 
function as an oil facility, the Port retrofitted Berth 181 (along with Berth 182) with modern fire 
equipment.  Changes included extending the wharf and constructing a concrete retaining wall 
that enclosed the storage warehouse, and apron wharves where the cased oil was handled to the 
ship.  The wall protected storage and handling and facilitated movement of the cargo from the 
warehouse to the ship’s side (Board of Harbor Commissioners 1939).  The floor of the 
warehouse and the apron wharf were also built of concrete for added fire protection.  Port 
authorities installed a paved roadway at the rear of the entrance to Fries Avenue to expedite the 
loading and unloading of trucks in the area (Board of Harbor Commissioners 1930).    

By 1930, the Port enlarged the existing cargo shed by constructing an addition to the 
building’s east elevation at a cost of approximately $275,000.  The addition, which measured 
120 by 320 feet, was a standard transit shed made of concrete rather than corrugated metal.  The 
enlarged transit shed was designed to hold case oil shipments (227,000 cases of oil piled seven 
high and 320,000 cases piled ten high) as well as general cargo in the event that the cased oil 
business was eliminated at the Port in the future and gasoline and kerosene was shipped in bulk 
instead (Board of Harbor Commissioners 1930). 

 In 1936, Berth 181 was extended from 26,260 to 38,400 square feet.  In 1938, Port 
authorities converted Berth 181 from a cased oil facility to a combined general cargo and cased 
oil terminal.  The urgent need for additional general cargo terminals at the Port necessitated the 
extension of the terminal at Berth 181 and its conversion from a strictly cased oil facility to a 
combined general cargo and petroleum products terminal  (Board of Harbor Commissioners 
1938).  The project included constructing a concrete wharf, extending the transit shed, and 
installing removable floodgates.  In addition, a loading platform was built along the rear of the 
entire facility and was served by lowline tracks and paved trucking areas.  During this period, the 
original metal warehouse and associated firewall were removed (Spence Air Photos 1939).  

In 1948, the Port added another extension to the transit shed at Berths 180–181.  The steel 
frame and concrete addition was constructed on the south elevation of the building.  The added 
space increased the overall function of the building as it was used primarily for cargo storage 
(Pacific Air Industries 1948a).  In 1952, the Port implemented plans for the construction of 
highline (wharf side) tracks at Berth 180 to include the wharf at Berth 181, with a connection to 
the Municipal Terminal Railroad main track at Pier A Street and Fries Avenue.  By the 1960s, 
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Berths 180–181 functioned solely as a cargo terminal.  Within the last 50 years, a metal shelter 
used for storage was located adjacent to the transit shed.  

As late as 1940, Berths 180–181 handled unlimited amounts of cased oil for various oil 
companies in addition to general cargo.  By the early 1950s, various shipping lines including 
Transpacific Transportation Company, Pacific Transport Line, Java Pacific & Hoegh Lines used 
Berths 180–181 as a general cargo terminal (Board of Harbor Commissioners 1952).  In the 
1980s, PASHA occupied the site.  PASHA, a stevedore and terminal operator, continues to use 
the berth (in addition to Berths 143, 146, 174–178) to discharge and load liner cargo.  The 
terminal serves multiple shipping lines including KSH Shipping; Marian Shipping; Pan Ocean 
Shipping Company, Saga Forest Carriers, Sk Shipping, and Tokai Shipping of America Inc (Port 
of Los Angeles 2001; Fred Van Deventer, personal communication 2001). 

Description 

Berths 177–178 and Berths 180–181 are located immediately east of Fries Avenue along 
a slip directly north of the Turning Basin.  The two terminals are situated adjacent to each other, 
with Berths 177–178 sitting south of Berths 180–181.  A chain-link fence accessed by a 
temporary gatehouse building on Fries Avenue encloses the two terminals.   

Berths 177–178.  A transit shed, an administration building, office buildings, and three 
cranes are located at Berths 177–178. 

Transit Shed.  The transit shed is a long, rectangular one-story structure measuring 
approximately 620 by 120 feet.  The building is comprised of essentially two elements, 
an original section (facing east) and a large addition (facing west).  The original section is 
clad with corrugated steel and features an essentially flat roof with a raised central section 
forming a clerestory.  The addition is also raised and is covered with a flat roof.  Its walls 
are comprised of tilt-up concrete.  Large panels of exposed aggregate flank the main 
entrance of the addition.  The north panel reads “Berth 177” and the south panel reads 
“Berth 178.”  

A row of numbered bays with steel roll-up doors and wheel guards line the east 
and west elevations.  A large bay and personnel doors are situated at each end elevation.  
Pilaster details and a simple cornice also appear on the end elevations.  Lettering that 
reads “Port of Los Angeles” is located on the center roofline of each side elevation.  
Windows throughout the building are fixed-pane, multi-light, steel-framed units.  A 
ribbon of fixed pane windows is located under the eave of the addition.  

A flat-roofed square building that functions as an office is located inside the 
transit shed.  This structure features metal-sided walls, metal-framed windows, and 
personnel doors.  

Administration Building.  The administration building is located in the 
northwestern part of the berth.  It is a square, flat-roofed two-story structure with wide 
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fascia.  Walls are comprised of concrete and concrete masonry units.  Additional features 
include metal-framed fixed and sliding sash window units and swing glass doors.   

Office Building.  The office building (also known as the “Super Cargo Office”) is 
located directly west of the transit shed.  The one-story, irregularly shaped building has a 
flat roof that forms a wide eave with exposed rafters.  Walls are comprised of concrete 
blocks and windows are metal-framed fixed and hopper style.  Single-entry doors access 
the buildings.   

Cranes.  Three 40-long-ton cranes are located in the far southern end of the berth. 

Berths 180–181.  A transit shed and storage shelter are located at Berths 180–181. 

Transit Shed.  The transit shed located at Berths 180–181 is a long, generally 
rectangular one-story structure measuring approximately 1,300 by 120 feet.  The building 
is set at an angle and curves slightly in a southeast direction (forming a wide “J” shape), 
following the wharf line.  The northwest edge of the building butts up against Fries 
Avenue.  The roof of the structure is essentially flat with a raised midsection forming a 
clerestory.  The roofline forms a simple cornice.  Fixed, multi-frame, steel, wire-glass 
windows and pilaster and pent-roof details flank each entrance.  Personnel doors with 
pediments and metal louver vents are also located on each elevation. 

A row of numbered bays with wheel guards and steel roll-up doors line the side 
elevations.  Four bays on these elevations, two on the southwest side and two on the 
northeast side, form radial arches.  Stepped parapets with modest cornices top the arches.  
Double pilaster details topped by pent-roof details flank these entrances.  Lettering above 
each bay displays the respective berth number and reads “Port of Los Angeles.”  Two 
decorative light fixtures are located at either side of the main entrance on the southwest 
side.    

The northwest end features a personnel door with a pediment and a large arched 
bay flanked by double pilaster details with pent-roof details.  Steel multi-paned windows 
are located at either side of the single entry doors and one set is situated above the 
northern personnel door.  The south end features a large bay flanked by pilaster details.  
Lettering above the entrance reads “Berth 180, Port of Los Angeles.” 

A concrete truck-well for loading and unloading purposes is located at the 
southwest elevation of the structure.  Rail tracks have been partially removed along the 
landside elevation, but are extant on the wharfside elevation. 

Storage Shelter.  A metal, shed-roofed shelter supported by four metal posts is 
located directly southwest of the transit shed. 
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Evaluation 

Berths 177–178.  The transit shed at Berths 177–178 does not appear to meet the criteria 
for listing in the CRHR.  The transit shed was originally constructed in 1924 to meet the 
demands of industry at the Port.  Although the building played a valuable role as one of many 
storage facilities at the Port, it does not appear to be directly associated with any important 
events at the Port and thus does not appear to meet Criterion 1 of the CRHR.  The building is not 
known to have any associations to persons significant to the history of the area and therefore 
does not appear to qualify for the CRHR under Criterion 2.   

The warehouse at Berths 177–178 underwent three alterations since it was constructed in 
1924.  The original structure measured 460 by 95 square feet and featured an essentially flat roof 
with a raised central element that formed a clerestory.  In 1935, the building was extended at its 
southern end by approximately 160 feet.  In 1940, another addition was added to the north 
elevation and the interior office was constructed.  In 1965, a 60-foot flat roofed extension was 
constructed along the entire western (land side) elevation.  Changes to the east (wharf side) 
elevation included the filling in of some windows and doors and the addition of a bay and some 
personnel doors (Port of Los Angeles Engineering Division n.d.).  Because of these extensive 
alterations, the building does not embody a distinctive type, period, or method of construction, 
and therefore does not appear to be eligible under Criterion 3.  The transit shed at Berths 177–
178 does not meet Criteria 1,2 or 3, and therefore does not appear to meet the criteria for listing 
in the CRHR.   

Construction records are not available for the administration and office building, but 
building materials used indicate that they were constructed after 1965.  In addition, neither 
building appears on site photographs until after 1965 (Pacific Air Industries 1965).  The cranes 
were located at the terminal some time in the 1970s (Fred Van Deventer, personal 
communication 2001).  Neither the administration building, nor the office building, nor the 
cranes appear to meet the criteria for listing in the CRHR because they are less than 50 years old 
and sufficient time has not passed to understand their potential historical importance.  

Berths 180–181.  The transit shed at Berths 180–181 does not appear to meet the criteria 
for listing in the CRHR.  The earliest segment of the existing transit shed was originally 
constructed in 1930 as a cased oil facility.  Although this building played a valuable role as one 
of many storage facilities at the Port, it does not appear to be directly associated with any 
important events at the Port and thus does not appear to meet Criterion 1 of the CRHR.  It does 
not appear to be associated with any persons important to the history of the region and thus does 
not appear to qualify for the CRHR under Criterion 2.   

The transit shed at Berths 180–181 was constructed in three major phases.  Originally, a 
metal frame shed was located at the terminal.  In circa 1930, a large addition (part of the present-
day structure) was added to the east elevation of the metal shed.  This addition was built of 
reinforced concrete and measured 300 by 120 feet.  By 1939, the metal shed was demolished and 
replaced with a reinforced concrete structure (still standing) sided with metal lath and stucco  
(Port of Los Angeles Engineering Division 1938a, 1938b).  In 1948, the third addition of 
reinforced concrete, measuring approximately 800 by 120 square feet, was constructed at the 
 
Architectural Survey and Evaluation of   
Berths 177–178 and Berths 180–181  
Port of Los Angeles 16 

February 2002

 

Los Angeles Harbor Department



 

southern elevation.  The addition was built to blend in with the two older segments (Pacific Air 
Industries 1948b).  Since 1965, the façade of the south elevation was altered.  Windows were 
filled in and the bay was changed from an arched form to a rectangular shape.  In addition, the 
southwest corner, which was truncated, was reconstructed to form a flush façade (Pacific Air 
Industries 1949; 1965).  

Because of these extensive alterations the building does not embody a distinctive type, 
period, or method of construction and therefore does not appear to be eligible under Criterion 3.  
The transit shed at Berths 180–181 does not meet Criteria 1,2, or 3, and therefore does not appear 
to meet the criteria for listing in the CRHR. 

Construction records are not available for the shelter, but building materials used indicate 
that it was constructed after 1965.  In addition, the structure does not appear on site photographs 
until after 1965 (Pacific Air Industries 1965).  It does not appear to meet the criteria for listing in 
the CRHR because it is less than 50 years old and sufficient time has not passed to understand its 
potential historical importance.  

Conclusions  

Neither the transit sheds nor the associated structures located at Berths 177–178 and 
Berths 180–181 appears to meet the criteria for listing in the CRHR.  

RECOMMENDATIONS  

Because neither of the transit sheds or the associated structures at Berths 177–178 and 
180–181 appears to be eligible for listing in the CRHR, no assessment of impacts on historic 
buildings or structures is necessary. 
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